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St. L 
Q. This friendly little black bear will de- 
liver mountains of Christmas gifts this N. IL. 
year, as one of Santa's best helpers. 
Fact or fiction? A.A. 
A. Fact. He is Mr. Yellowstone Cub, 
mascot on all Northern Pacific trains. N. A. 
Santa depends on the Cub because 
he’s “‘a bear for work’?! Wage 
Defer 
Petro 
Quest 
Doin; 
Perse 
Dige: 
Dock 
Q. Mr. Cub brings you the brighter, glossier, : Q. To bring the food for your Christmas din- Q. The best Christmas gift of all for the man or Moto 
holly for Christmas wreaths from plants ; ner, Mr. Cub has to do his "shopping" ; woman in uniform often comes from 
nurtured in hothouses. Fact or fiction? : in forty-eight states. Fact or fiction? a total stranger. Fact or fiction? 





A. Fact. It’s a seat on the North 
Coast Limited, for a homeward- 
bound G.I.... provided bysome good 
civilian who doesn’t travel. 


A. Fiction. He can serve a magni- 
ficent Christmas feast entirely from 
foods grown in the seven states on 
**Main Street’. 







A. Fiction. This finer holly grows in 
abundance out-of-doors, on West Coast 
lands served by the Northern Pacific. 








WINNIPEG 


| INTERNATIONAL 
FALLS 















GRAND FORKS 





















) 
ay MONTANA NORTH DAKOTA ey, 
¢ 
eer HELENA VALLEY CITY % = 
x > LIVINGSTON MANDAN BISMARCK Sd ~) WISCONSIN ff 
ual >. BOZEMAN BILLINGS cost *® . 1 
waua’ Y MOSCOW 2 oe vamestown STAPLES 
euTTeN_ see “el “i 
BEND LEWISTON ‘ 4 MINNEAPOLIS 
MINNESOTA 














OREGON SOUTH DAKOTA 


w¥ 
CHICAGO 


To 
CALIFORNIA 








A. A. | 
Edi 
Q. One of many special jobs the Cub does for is i N 
Santa is bringing lovely blonde hair for little HS oe,’ PAS FIC 
girls’ dolls. Fact or fiction? a D R. 
A. Fact. Extra-wavy wool from Montana —'b ; y (ff y A f aa JA 
sheep, delivered by N. P. trains, makes : CHVAE EL w LE VOOCAHLCCOL Ad 


gorgeous “hair” for bald-headed: dolls. 
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en Me WD TOON, 5 5 as x oe bcaueds scdceseme Kickoff by Uncle Sam on Nov. 20th. A touchdown is 
vital now. Grab that ball, and GO! Buy bonds! Buy 
more and more than ever! The eyes of millions of our 


boys “over there" are on this Sixth War Loan game. 
They're hoping ... yes, praying, we'll put it over big. 





Digest of New Complaints 





Docket of the Commission 
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man or Motor Transport Guide...................eeeeee- They're strenuously pushing the war to a victorious cli- 
5 from max. They're fighting and facing tremendous battles. 

They're needing enormous amounts of ammunition and 
et supplies. They're counting on us! We can't let them 












e good down. We daren't fumble now. We've got to get in 
this game with everything we have. We must smash 


‘ that interference of complacency and indifference. We 

RAAPETC WORD must hit hard and hit often with bonds, bonds, bonds .. . 
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NAIL THIS CHECK-LIST 
ON THE WALL 


iT CUTS LOSS, DAMAGE, DELAYS! 


| 
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| 
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i 1. PACK SECURELY. poe gw sigh or 2. CRATE SOLIDLY—Reenforce’ all weak or re- 
l too loosely. Pack light and heavy materials used packing materials. Use your best materials 
| 
| 
| 
| 
| 
| 
| 
| 
| 
| 
| 
| 
| 
| 


separately. for valuable items. 


3. SEAL SECURELY. Stack wisely! Wartime pack- 4. PREPARE AND CHECK all bills carefully. De- 
ing materials can’t take it. Use warning labels scribe contents accurately. Address packages 
such as “Glass”, “Liquid”, “Fragile”, etc. legibly 


Truck lines are doing their best to settle claims 
fairly and promptly . . . in spite of increasing 
claims due to wartime packing handicaps. But 
the best way to avoid loss is to prevent claims. 
Claims hurt your business—always. Claims slow 
our war effort. Let’s work together for better 
shipping! 


rue AMERICAN TRUCKING wovstey 


AMERICAN TRUCKING ASSOCIATIONS, WASHINGTON, D. C. 
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Meeting the Challenge of the Emergency: 


(IENERAL TIRE DEALERS 
IRE GIVING TRUCK TIRES 
RECAPPING PRIORITY 


At the outset of the present truck tireemer- And, General Tire Dealers promised 
gency, General Tire Dealers from coast-to- truck operators that their tires would get 
coast threw their entire recapping facilities into priority over passenger tires in General 
the fight to keep America’s vital trucks rolling. Dealers’ shops. 


Now, thousands of operators know that General Tire Dealers meant 


what they said—that these experienced truck tire experts have backed their 
words with action, and are: 


»++ giving top priority to tires off trucks 
lacking adequate spares. 


»». working day and night, to the full limit 
of their manpower and mold capacity 
to keep trucks from being laid up. 


With the largest and most modern recapping plants, in most communi- 


ties—experience in recapping dating from long before Pearl Harbor—skilled 
personnel, qualified to give maintenance advice and who know how to repair 
tires right—General Tire Dealers stand ready to help you in any way they can. 


=m=) (KRAFT SYSTEM 
—_ RECAPPING 


AEG. US PAT OFF 





“Quick Recovery” is the job of the Heavy Wreckers 
built by Ward LaFrance for the armed forces. When 
a tank, truck, or half-track is put out of action, these 
rugged trucks go out and ‘get them. They bring ‘em 
back through sand, muck and rocky terrain, over 
nearly impossible trails or, often enough, cross country. 

Using this equipment, a Rigger-Wrecker graduating 
class at the O.R.T.C., Aberdeen Proving Ground, hung 
upanunchallenged speed record by recovering anover- 
turned five-ton truck from a deep ditch in three min- 
utes and 28 seconds, under simulated battle conditions. 


TRAFFIC WOR] 


If your fleet has suffered from lost tonnage due to 
wartime lack of trucks, Ward LaFrance trucks are the 
best prescription for quick postwar recovery. Whether 
your needs call for dump trucks, over-the-road trac- 
tors (gasoline or Diesel), or vehicles engineered to 
your individual needs, Ward LaFrance offers your 
best profit opportunity: . . . A plan developed par- 
ticularly for fleet owners makes it possible for you 
to take full advantage of the rugged power and 
dependability of Ward LaFrance trucks on a basis 
which will cut the cost of transportation to the bone. 


WARDLAFRANCE 


TRUCK DIVISION 


GREAT AMERICAN INDUSTRIES, INC. 


ELMIRA, 


NEW YORK 
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ON EVERY U.S. 
HIGHWAY 


(_U.S. / 


HIGHWAY . 


AMERICA’S QUALITY 


TRAILERS 


. There’s 
heavy hauling ahead 


A victory draws nearer, we get a clearer picture of the 
hauling problems to follow. Heavier trailer loads at a 
lower ton-mile cost are part of that picture, and the new High- 
way commercial trailers now in production are designed to 


that end. Highway’s engineers have used their successful war- 


time experience to improve efficiency at many points. 


High in the list of Highway achievements are the new radius 
rods, forged in Highway’s own shops, and easily adjustable 
for micrometric axle alignment, with bronze bushing at upper 
end and rubber bushing at lower end. Forward end of rod 
has universal joint type knuckle allowing vertical and hori- 
zontal motion without strain. 


Many other points of Highway Trailer superiority are 
shown and described in two new illustrated booklets just 
coming off the press. Write for your copies today, and learn 
why your next trailers should be Highways! 


HIGHWAY TRAILER COMPANY 


: Edgerton, Wisconsin 
Truck Trailers and Bodies * Earth Boring Machines * Winches 
and other Public Utility Equipment 
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N ature Fawors 


the SOUTH! 


--—— 


..-Geographically...For the South oc- 
cupies a strategic position in its acces- 
sibility to a vast storehouse of natural 
resources as wellas rich domestic and 
world markets. A diversified agri- 
culture, plus unusually favorable con- 
ditions for manufacture and excellent 
transportation facilities, all combine 
to make this the ideal section from 
which to supply these markets. 
With such fundamental assets the 
South has logically become a vital 


factor in our nation’s prosecution 
of the war. When victory is won, 
these same advantages will furnish 
further opportunity for the expan- 
sion of industry and agriculture in 
the area. 

The Seaboard Railway, an integral 
part of the South’s economic life, will 
continue to plan and work with its 
fellow citizens for the development 
of a more prosperous Southland. . 


Seaboard Railway, Norfolk 10, Va. 


THROUGH THE HEART OF THE SOUTH 
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REACH 


to Toledo 


: to Cleveland to Philadelphia 
and Detroit New York 
and Boston 
e 
to Chicago COLUMBUS J 
and the West HAGERSTOWN 
sn CINCINNATI 
and the West to the North 
PORTSMOUTH Atlantic 
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Seaboard 
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to\the South Atlantic 
Seaboard 
West Coast and Asia 
)'t and Australia 
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to Knoxville 
Memphis 

New Orleans 

and the Southwe 


A DURHAM 


to the South 


The long “‘reach’’ of Norfolk and Western 
merchandise freight service provides 
advantages that can solve many shippers’ 
problems. First, strategic location — 
N. & W. rails reach from the Midwest to the 
Atlantic coast at Norfolk, Va., and midway 
between the North and the South. Second 
—the N. & W.’s extensive connections 
reach all parts of the country. Third — the 
N. & W.’s traffic representatives can be 
reached in the nation’s principal cities. 

Important, too, is the fact that N. & W. 
tracks reach to shipside at the year-round, 
ice-free port of Norfolk, eliminating delay and 
lighterage costs. 

Find out about the Norfolk and Western’s 
“reach.” It is fast, efficient, safe. Call your 
nearest Norfolk and Western representative. 
He is eager to serve you. 


and Westetue. 


RAILWAY 
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oee- FOR THE ARMY 


f e Our Armed Forces depend on 


thousands of trailers . . . to rush in- 
vasion cannon into action! To move 
up communications units, muni- 
tions, materials, and machinery to. 
wreck enemy installations! To liter- 
ally pick up whole armies and move 
them forward! 


oeAND FOR NEW YORK CITY 


2 e Here is how trailers help solve 


one of America’s toughest express 
routing and delivery jobs: 


Commercial Trailers for War and Peace e The Vital Link in Flexible Transportation 


RAILWAY EXPRESS AGENCY moves goods through I1 
principal New York railroad express terminals .. . 
routing them through privately-set-up assorting 
stations equipped with automatic turntables . . . with 
traffic controlled from a central dispatchers’ board. 


Goods must be expedited flexibly, economically— 
often across rivers. From one terminal to another—or 
to local delivery points. From shippers to terminals— 
or direct to consignees. 


The agency’s 354 Trailmobiles have proved their 
“roadability’’, super-toughness, and low upkeep cost 
on around-the-clock schedules! They can’t be pampered 
in maintenance. They can be inspected only once a 
week . . . washed only once or twice a month. They 
must be rugged enough to withstand terrific city traffic 
jolts and collisions. 


The design of the Lapeer Trailmobiles—permitting 


TRAFFIC 


DELIVER 


automatic coupling to, and uncoupling from truck- 
tractors—is a tremendous help in speeding deliveries. 


Railway Express Agency’s low-upkeep, high-per- 
formance records with Trailmobiles have prompted 


them to greatly extend their national fleet of Trail- 
mobiles. 


New Trailmobiles 


We are building several thousand new commercial 
Trailmobiles this year, under Government allocations, 
with no let-up in production of military equipment. 
See your Trailmobile distributor. 


Keep your present equipment rolling, too. Use 
Trailmobile Service Centers—52 centers strate- 
gically located. Write for list. 


THE TRAILMOBILE COMPANY 
Cincinnati 9, Ohio Berkeley 2, Calif. 


‘TRAILMOBILE 
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“It Will Be There in the Morning” 


Whether a production line in a distant city is ready to vital links in sustaining continuous war production. 
roll in the morning, when the first shift “punches in,” 
depends on a truck . . . its driver, the platform men the processing and distribution of goods that there is 
and dispatchers who will work tonight as usual. . . scarcely a war necessity .. . or a corner store package 


Truck transportation adapts itself to so many steps in 


to see the load through. ... that does not ride many times on trucks. 


, . After the war is won, truck transportation will be 
Multiply by the hundreds of thousands of freight haul- needed to sustain. high peacetime a de Lange tir 
ing trucks in America . .. working around the clock... ployment. The opportunity to help in this, with effi- 

and you have cient, dependable Super Power trucks—so that industry 

the picture of and the public will benefit from low cost, dependable 
why motor transportation — is one of the challenges which White 
trucks have is prepared to meet. 


been such THE WHITE MOTOR COMPANY ¢ Cleveland, Ohio; U.S. A. 


A limited number of new Super Power White Trucks are now being produced for a 
essential services. Your White representative will be glad to help you make application. 


BUY MORE WAR BONDS 
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Power and 
Performance to 


“KEEP ‘EM ROLLING’ 


The Chicago Great Western Railway is adequately 
equipped to perform its full share in carrying out the 
Nation’s war program. 


Servi 


5 
Important Gateways 


Tracks, motive power and all equipment are in first class 
condition. Operations are well organized and function- 
F ing efficiently and smoothly. 
Chicago : ; 
By virtue of its strategic location and its modern facili- 
ties, the Chicago Great Western Railway is prepared to 
Council Bluffs (Omaha) meet demands for added transportation for the Nation's 
St. Joseph war program and for the ordinary needs of America. 


At your service. 


Kansas City 


Minnesota Transfer 


(The Twin Cities) B. R. HARRIS, General Traffic Manager 


309 West Jackson Blvd., Chicago, Ill. 
Traffic Offices in the Larger Cities 


CHICAGO GREAT WESTERN RAILWAY 


The Corn Belt Route 
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carried 26.5% more 
tonnage last year than 
in 1941, yet traveled 
463,246,954 fewer 


miles. 


ye get some idea of the gasoline, tires and truck 
repair parts the baking industry has conserved 

during the war, when you read the figures recently 

released by the office of Defense Transportation. 


According to Colonel J. Monroe Johnson, Director 
of the O.D.T., the delivery trucks of the baking indus- 
try have been operating with 75 percent 
greater efficiency than in 1941, largely 
due to the industry’s wholehearted com- 
pliance with our government’s transporta- 
tion conservation programs. 


Surveys made by the American Bakers 
Association show that baking industry 
trucks traveled 1,715,729,460 miles dur- 
ing 1941 and 1,252,482,506 miles in 
1943—saving 463,246,954 miles while 
doing more work since the tonnage de- 
livered was 26.5% greater! 


As a matter of fact, the decrease in mile- 
age coupled with the increase in tonnage 


li ye , 
FOR TH DELVERy : ce 
* OT a 


indicates a 73 percent greater average poundage de- 
livered per mile traveled. 


Many thousands of free Studebaker booklets on 
motor truck care in use by bakers 


As part of its continuing wartime programs for con- 
serving truck transportation, Studebaker 
has made available to members of the bak- 
ing industry many thousands of free 
copies of its handbook, ‘‘Wartime Infor- 
mation for the Delivery Truck Operator”. 

This comprehensive, 52-page, pocket 
size handbook for any type of delivery 
truck operation is obtainable free by ask- 
ing for it at any Studebaker dealer’s or by 
mailing the coupon below to Studebaker 
Truck Division, South Bend 27, Indiana. 


MAIL THIS COUPON NOW! 


5 This booklet won a National War Themes Award— 
get a copy and you'll understand why 


Studebaker, Truck Division 
Dept. TW-9, South Bend 27, Indiana 


Please mail free and postpaid sample copy of your handbook, 
“Wartime Information for the Delivery Truck Operator”’. 


RM Sridduscondedesetudiscscudassinkgessadersmibtgageee 
EDs 6a wSanenuwheben Lede kp Mee eanccccceeecneceens 
Street and No. 
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This Thanksgiving Season, uray no 


than any other, should beatimefor givingthankstoakind ment and supplies. Their accomplishments 
Providence for the good things that have come to us. _ have amazed a nation. 


There’s much for which to be thankful. 


of moving millions of uniformed men, equip- 


Our armed forces are pushing forward in every 
Our industries have met the challenge of war.With forti- theatre of war—forward to the complete col- 
tude and skill workers have labored long hours, produc- _ lapse of the Axis powers—forward, ever forward, 
ing all of the things needed to wage victorious battle. to the day when every uniformed American will 
Our farmers have toiled to produce larger and ever  5¢ home again.To them, our undying gr atitude! 
larger yields. A “salvo” to them, and their Victory 


Garden “cousins,” for the miracles they have performed 
in feeding a nation and its fighters. 


Yes, there zs a ‘“‘break in the clouds of war” 
—an ever-widening break. Final Victory is 


coming, and here.at “North Western” we 
Our railroad workers continue their untiring, ’round- are thankful for the privilege that is ours 


the-clock effort. On them has fallen the responsibility to play a part in the swift-moving drama. 


CHICAGO ann NORTH WESTERN SYSTEM 


SERVING AMERICA IN WAR AND PEACE FOR ALMOST A CENTURY 
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THANKS TO AIR COMMERCE... 


THE YEAR ’ROUND 


In the coming Air Age, a profusion of blooms will 
be flown to florists. No longer will it be necessary to 
sacrifice natural beauty by picking flowers green and 
artificially maturing them after arrival. High-speed air 
transports like the Curtiss Commando will deliver them 
naturally matured to a richer and fuller bloom. Shipped 
by air, flowers will arrive in more perfect condition due 
to faster transit and less handling. After delivery, they 
will stay fresh longer thereby increasing florists’ profits. 
Look to the Sky, America! Curtiss-Wright Corporation, 
Airplane Division, Buffalo, New York. 


Curtiss 
Commando 
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THANKS... from The Heart 
of America! 


Thanks to our passengers for their patience when meals have 
been delayed—cars crowded—schedules disrupted. 





Thanks to our employees for their fine loyalty and coopera- 
tion in the face of the most trying conditions imaginable. 


Thanks to those in the service of our country and our 
Allies for their selflessness and sacrifice for our future. 


Most of all, thanks to a kind Providence 
for the immeasurable privilege of living 
in a land of freedom and opportunity. 


™~ f2- ; ® 
- >» . oe PITA ° 
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\ “Fallow the Flag” 


RLD& November 18, 1944 


The Gift that’s Different” 


Yes, rare fruit is a taste-treat that appeals to 
everyone. And in the Blue Goose Gift Box, you 
get that rarest of all pears, the Doyenne Du 
Comice. This variety, although raised in only 
limited quantities, has a world-wide reputation 
as the aristocrat of all fine fruit. 

The Gift Box shown here contains from 10 to 
14 of these huge, golden-skinned beauties—so 
creamy, luscious and full of juice that they're 
known as ‘‘the pears you can eat with a spoon’’. 

sy Selected, packed, shipped and guaranteed 
by. a firm with a lifetime of experience, 
Blue Goose Du Comice make a gift 
you'll be proud to send—one that will 
be really and truly appreciated by all 
those who receive it. 


4 
Vv 
9 


— 


Delivered 
in U.S.A. 


Ideal for remembering customers, employees, 
business associates, and personal friends 


Selecting unusual business gifts—always a diff- 
cult problem—is more troublesome than ever 
this year when your choice is limited and all 
merchandise is scarce. Why not get rid of this 
headache by letting us send out your gifts for 
you? All the packages illustrated here are quality 
gifts, individually packed exclusively on order 
and attractively put up in deluxe holiday con- 


tainers with no advertising of any kind enclosed. 


Each shipment is sent by prepaid express any- 
where within the United States as a personal 
goodwill remembrance from you to the recipient, 
with safe arrival guaranteed. 


oe : 
E F FAMOUS BLUE Go 
D BY THE DISTRIBUTORS 0 OSE Fruits AND VEGETABLES 


= if you want Costlier Gifts 


Distinctive Fruit Tray 
| Truly a bountiful gift—superb 
quality fruit and other delecta- 
ble dainties heaped high ona 
| rich-grained Sitka Spruce tray, 
| all wrapped in glistening cel- 
lophane. Shipped by prepaid 

| express direct to recipient. 


Pine-bough Yuletide Cluster 


Fragrant as the windswept 
mountain forests of Western 
Oregon, this lovely 33 inch by 
18 inch Cluster may be used 
on the mantel, window or as 
a door hanger. Guaranteed to 
tay fresh and green through- 


8 


spe $4.95 i. 


s 
delivered out the holidays. 


; iT’ 4a TO ORDE 
ry) T’S EASY RDER 


below with the following information: 


(b) Kind of gift package to be sent eac 


these with your order.) 





every Blue Goose Gift Package. 


@ 1. send your list regular or airmail to the address shown: 


(a) Name and complete address of each gift box recipient. “ep 


< 3 h person on your 
list, together with approximate arrival date desired. 
(c) Name of individual or firm to appear on greeting 
cards which are enclosed in gift boxes. (If you prefer 
to have your own personal cards used, please include 


. Attach to your list a check or money order, payable to ) 
American Fruit Growers Inc., for total amount of entire 
order. Sorry, no COD's and no shipments outside U. S. @ 


. You will receive an immediate acknowledgment of your 
order, and, as each gift box is shipped, the recipient is 
sent a card advising him he is to receive a package from you. * 


. An unconditional, money-back guarantee stands behind @ 


e American Fruit Growers Inc., Medford, Oregon, Dept. T-2 @ 
@e@eee0e000000000000808080 





Why is Ed Lane up in-th 


ECAUSE he’s down to earth about con- 
B serving coal. That’s why he’s put- 
ting up storm windows. He knows there 
will be some shortage of coal going to 
householders. 


No less coal is being produced. More is 
being mined than ever before—with fewer 
men. Mine owners and miners alike are 
doing a splendid job. And there are 
ample rail transportation facilities. 


But certain grades of coal are going to 
be greatly in demand for war production. 
And, to make things worse, your local 


coal dealer faces a shortage in man- 
power, trucks and tires. 


‘So if you want to keep warm this 
winter, do everything possible to con- 
serve the coal you can get. The little, 
common-sense things you can do will 
make your coal pile go 10% further— 
and save that much on your fuel bill. 


Install weatherstripping. Clean your 
furnace. Fire carefully, and avoid over- 
heating. Shut off unused rooms. Pull 
your shades low at night. For other sug- 
gestions, see your coal dealer. 
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e air? 


One of the biggest jobs of the C & O 
Lines is hauling coal from the mines 
along its routes, so we're in a position 
to understand the problem, and to know 
how essential coal is these days. 


a 


a 


oY 
Chesapeake & Ohio Lines 


CHESAPEAKE AND OHIO-RAILWAY 
NICKEL PLATE ROAD 
PERE MARQUETTE RAILWAY 


Save,Coal—and Serve America 
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Repeal the Land 


The bulletin (elsewhere) sent by the executive 
® secretary of the National Industrial Traffic League 
to its members urging their efforts in bringing about 
repeal of the land grant rate law is a move in the right 
direction. Resolutions and group action of any sort are 
of little avail unless implemented by intensive effort 
directed at members of Congress to make them under- 
stand what is desired by those interested and compe- 
tent to speak. From shippers, the appeal is especially 
strong because they, as buyers of transportation, whose 
| pocket-books are affected if freight rates are increased, 
are. traditionally in favor of lower rates. By the same 
token, they are especially to be commended for their 
efforts in the public interest. 

The circular is well enough in so far as it urges 
specific action and points out the need for speed, since 
the repeal bill that has passed the House will die with 
the end of this session of Congress and work will have 
to start from scratch in the new Congress that con- 
venes the first of the year if the Senate does not act 
before the end of 1944, but it would have been more 
effective if, in addition, it had given a little of the his- 
tory of land grants and the reasons for repeal as back 
ground for the letters shippers are urged to write and 
the pressure they are asked to bring by other methods. 









































































A revised system of transportation regulation based on 
modern competitive conditions, instead of patchwork amend- 
ment of the old law to make it apply to new transport 
agencies; less, instead of more, government control. 

Private ownership and operation of all transport. Take 
the government out of the ocean and inland waterway trans- 
portation business. 

Keep politics out of rate-making. 

An authoritative determination by competent and un- 
biased investigation as to whether commercial motor vehicles 
are paying their fair share of the cost of highways used by 
them in their business, and a uniform application of the 
principles thus arrived at. 

Proper payment by inland waterway transport for the 
use of the waterways as a place of doing business. 

Realization by railroads that they must do something by 
way of group operating economies to help themselves and co- 
operation by shippers in such economies. 

Coordination of rail and truck facilities and joint rates, 
where practicable and advantageous. 

















Every effort by transportation agencies not only to ex- 
pand their facilities to meet the present emergency demands, 
ut to make their present facilities go as far as possible. Co- 
operation by shippers in these efforts by, for instance, loading 
and unloading cars and trucks as rapidly as possible. 

Exempt from income tax railroad revenue set aside for 
deferred maintenance. 
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OUR PLATFORM 
(THE LONG HAUL) 


Grant Rate Law 


A mere statement that repeal is desirable is hardly 
enough. 

In the pioneer days of railroading, especially in the 
great west, the development of the country by the 
building of railroads was encouraged by grants of land 
to them for which they paid by reduced rates on gov- 
ernment freight. Probably these roads would never 
have been built—at least, they would not have been 
built for many years—if it had not been for these 
grants. But the debt of the railroads has long since 
been paid by reductions in rates amounting to millions 
of dollars—far more than the worth of the land they 
received—though the reduced rates continue to this 
day and have become nothing less than a government ° 
graft. Not only must the “land grant roads” continue 
thus to pay in reduced rates, but their competitors, 
both rail and motor, must “equalize” the rates by mak- 
ing similar reductions, if they hope to share in the busi- 
ness. So we have a great volume of traffic moving at 
less than reasonable rates—the rates from which the 
reductions are made having been found reasonable by 
the Interstate Commerce Commission—for the benefit 
of “government,” which has received its pound of flesh 
many times over. There is no reason why it should 
continue thus to benefit at the expense of an industry 


An Interstate Commerce Commission composed of men, 
not only of good character and general ability, but with some 
special training in and knowledge of the matters with which 
they have to deal. B 

Repeal the anti-trust act as it applies to transportation 
rate-making. 

Place the function of regulating all instrumentalities of 
transportation in one commission. 

Simplification of Commission procedure. 

Non-discriminatory and reasonable rates for shippers, 
but a rate level high enough to give the transport agencies 
the adequate revenue prescribed by sound public policy. 

Revision of railroad working rules and agreements to 
prevent pay for work not done. 

Kill the St. Lawrence waterway proposal. 

A traffic department, in charge of a capable traffic man, 
for every business concern doing any considerable amount of 
shipping, and a realization by industrial traffic men that the 
must equip themselves to give the sert of service that will 
justify employing them. 


(THE SHORT HAUL) 


Move the Commission to Chicago. 
. Give the Commission power to enforce pooling of pro- 
ceeds of general rate increases, 
Repeal the land grant rate law. 
Abolish circuitous routing of freight. 
Curtail free passenger transportation. 
Ration rail passenger travel. 
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entitled to a fair price for what it sells, and about the 
only argument for retaining the land grant rates comes 
from government officials who say that to repeal the 
law would cost the “government” a lot of money! Who 
is the government, we might ask, and whose money is 
it that is being saved through a deal that has become 
unfair? Our present government has not been averse 
to spending huge sums of the people’s money for other 
things, some of them wise and some of them otherwise, 
and it is intriguing to see it haggling in this matter 
when the right is so clear that even those who pay 
freight bills are asking for it. 


Not only would the principle of righteousness and 
fairness in general be served by repeal of this law, but 
an army of clerks in both government and private em- 
ploy would be released for other work where they are 
badly needed in these times. There is probably nothing 
more confusing in the business of making tariffs than 
the figuring of land grant rates. Not only would the 
men who have to do this work be relieved of it, but 
they would be saved from the danger of losing their 
minds if they continued in it. 


By all means, the land grant rate law should be 
repealed in its entirety and those interested in bringing 
about repeal should lose no time in conveying their 
wishes to Congress. 


Land Grant Rate Repeal 


Congress reconvened November 14 after having been in 
adjournment since September 21. Both Senator Wheeler, chair- 
man of the Senate interstate commerce committee, and Senator 
McFarland, of Arizona, chairman of the subcommittee of the 
interstate commerce committee to which was referred H. R. 
4184, the bill repealing the land grant rates, were still away 
from Washington, however, and information as to how soon 
action might be expected on the land grant bill could not be 


obtained. Both senators were expected to return to Washing- 
ton shortly. 


As was pointed out in The Traffic World of October 14, 
p. 983, the land grant bill occupies such a legislative position 


that it may “die” when the Seventy-eighth Congress passes 
out of existence December 31. 


E. F. Lacey, executive secretary of the National Industrial 
Traffic League, has sent a bulletin to members, pointing out 
that the bill “still lies dormant in the hands of Senator Mc- 
Farland’s subcommittee,” the other members of which are 
Senators Johnson, of Colorado; Stewart, of Tennessee; Austin, 
of Vermont, and Shipstead, of Minnesota. Continuing, he said: 


Only a few weeks remain during which this bill, after having been 
reported by committee, can be considered, and (we hope) passed by the 
Senate before the present Congress adjourns. Failing of Senate passage 
during this session, the land grant bill would not be carried over into 
the new Congress which will convene January 3 next, but would have 
to be reintroduced and considered anew. 

It would be most disappointing if the bill is not passed by the 
Senate during this session, particularly after having passed the House 
with such strong support. 

The bill can be passed by the Senate, if sufficient shipper interest 


will back the measure and make its voice audible to the Senate com- 
mittee and to other Senators as well. 


If you as a shipper or receiver of freight want the confusing and 
inequitable land grant provisions repealed, then make known right now 
—hot tomorrow—your views to the members of the Senate, particularly 
to those senators of your own state with whom you are personally ac- 
quainted. Don’t allow the fact that you have written them before stop 
you from writing them again—NOW! 

Let us open up a new front—a shipper front—to gain a victory so 
near and almost within our grasp. Let us not lose all that we have 
gained thus far, and make it necessary to start all over again next year 
with the introduction of a new land grant bill. A job more than half 
done should be completed, now. 

Let it not be said that shipper complacency was responsible for 
failure to secure prompt passage of this measure. Your senators un- 
doubtediy will appreciate being informed of your wishes respecting this 
bending measure. 

Chambers of Commerce and commercial and trade organizations, 
Which are members of the League, are also urged to stress the import- 
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ance of this matter with their respective members, 


and seek their 
support in this project. 


Shippers Advisory Boards 


Editor the Traffic World: 

Your editorial in the October 28 issue, which treats of the 
work of the regional advisory boards and the National Asso- 
ciation of Shippers Advisory Boards, will provoke thought 
among our people. 

The time is not yet ripe to say whether or not the regional 
boards or the national association agree with you in the several 
suggestions which your editorial contains. However, you may 
be sure that your ideas, some of which, of course, have been 
in the minds of our members for a considerable period, will 
be considered carefully. 

As the result of our meeting last month, a committee will 
shortly be appointed for the purpose of considering the plans 
of the association for the future. The ideas which were laid 
before us by our retiring president, Mr. Shafer, and the sug- 
gestions which you have made, will be considered by that 
committee. That they will receive careful, intelligent consider- 
ation, followed by practicable recommendations to the associa- 
tion and to the regional boards, is certain. 

We sincerely appreciate your interest in the work of the 
boards and the association. We believe we have accomplished 
much. It is our purpose to do more and better work. 

C. J. Goodyear, President, 
Nat’l Assn. of Shippers 


Advisory Boards. 
Phila., Pa., Nov. 9, 1944. 


0. P. A. Tank Truck Rates 


In explaination of its news regulation, effective November 
16, setting forth maximum rates for the transportation of 
liquid commodities (except milk) in tank trucks by contract 
motor carriers (maximum price regulation No. 566—rates of 
contract carriers by tank trucks) the Office of Price Administra- 
tion (see Traffic World, November 11) said: 

The new regulation, effective November 16, 1944, is in effect a 
simplified restatement of the regulations that heretofore have covered 
this transportation service. They were the general maximum price 
regulation and two of its supplementary regulations, Nos. 14 and 15. 

Liquid commodities whose transportation by tank truck is covered 
by the new regulation are primarily various petroleum products, such 
as gasoline and fuel oil. They also include alcohol, molasses, vinegar, 
and other liquid commodities, except milk conveyed in tank trucks. 
The transportation of milk remains subject to the general maximum 
price regulation. 

Ceiling prices will not be changed as a result of this action. They 
remain generally as each operator’s highest rate in March, 1942, for 
the same or similar service. Those not in operation in March, 1942, 
take the ceilings of a competitor transporting the same commodities 
in the same area. Adjustments previously granted remain in effect. 
Similarly, the ceilings continue that were determined by mutual agrees 
ment and reported to O. P. A. 


Reporting Changes 


One important change is made in connection with reports. Within 
30 days after the effective date of this new regulation, all carriers 
covered are required to file with O. P. A. in Washington, D. C., copies 
of their schedules of rates in effect in March, 1942, or as subsequently 
adjusted by O. P. A. A memorandum has to be filed also showing the 
contracts at present in effect, listing the name and address of each 
shipper and those portions of the contracts dealing with rates. 

Where a carrier publishes a schedule of minimum rates, a filing 
of the schedule will be sufficient to cover all contracts which are at 
the rates in the schedule. A memorandum then is required only for 
contracts in excess of the pubilshed rates. 

If this information previously has been filed with O. P. A., a state- 
ment identifying the office where it was filed will be sufficient com- 
pliance with the reporting requirements. 

Any new rates established by carriers after the effective date of 
the new regulation also have to be reported. 

Heretofore, reports were required only from those carriers de- 
temining ceilings by mutual agreement with shippers, or mutually 
agreeing on an increase, subject to O. P. A. approval. These methods 
of agreeing on a ceiling price, or agreeing to an increase, continue ‘in 
effect, with a simple form set forth in the new regulation for reporting 
any such actions. Those who establish their ceilings by using their 
highest March, 1942, prices, or those of competitors, did not have to 
report them to O. P. A. 

The new regulation discontinues the distinction between classes of 
purchasers. In this field that factor is of little importance since prac- 
tically all rates are based on transportation of full tank loads. 

Special provisions previously made for tank truck rates in Missis- 
sippi, Louisiana, Kansas, and Colorado are continued in effect, as well 
as the privilege of applying for higher ceilings on the basis of financial 
hardship under existing rates. Demurrage and detention charges in 


effect August 1, 1944, continue in effect also. 
The new regulation was discussed with six regional O. P. A. ad- 
visory committees of petroleum carriers, representing different parts 


of the country, and thorough consideration was given to industry’s 
recommendations. 
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Rail Anti-Trust Case _. 


Congress, rather than the courts, should determine whether 
regulation or unrestricted competition should prevail in the 
transportation industry, said Joseph H. Hays, counsel for the 
Western Association of Railway Executives, in an address be- 
fore the Mountain States Association in Denver, Colo., Nov. 13. 

He urged “that the legislative debris’ resulting from the 
antitrust suit which the Department of Justice had filed against 
the western railroads “be cleared away by Congress and speed- 
ily, so that all of the productive forces of the nation which are 
geared to transportation can plan for the future. If the con- 
fusion resulting from this suit is allowed to continue in an 
industry as basic as transportation, there is little prospect that 
the peace-time economy of this nation will be able to create 
and maintain the 60 million jobs that are needed. 

“It is absurd to suppose that Congress has been overhaul- 
ing the regulatory laws from time to time in the last half cen- 
ture, enlarging the powers of the Interstate Commerce Com- 
mission, and formulating new transportation policies in the 
light of modern conditions, in conflict with the intent of the 
Sherman antitrust act.” ’ 

He said laws recently passed by Congress regulating ship- 
ping and airlines expressly exempted them from the antitrust 
act, and added, “It is inconceivable that Congress would re- 
quire the railroads to cooperate under the interstate commerce 
act and yet make them subject to prosecution under the anti- 
trust act for that cooperation. 

“Post-war stability requires that this matter should not be 
allowed to drag its slow way through the courts, but it should 
be settled promptly by the Congress whose responsibility it is 
to fix national policies.” 


Conn Versus Berge 


Wendell Berge, Assistant Attorney General, has replied 
thus to the letter from Donald D. Conn, executive vice presi- 
dent of the Transportation Association of America (see Traffic 
World, Sept. 23, page 770): 


Upon my return to the city I found your letter of September 18, 
1944, commenting upon my speech at Kansas City on August 7. You 
inquire as to the basis of my statement that the railroads are the real 
“backers of your transportation program. In this connection I may refer 
you to Senate Report No. 26, Part II, 77th Congress, first session, of 
which pages 42 through 47 discuss your organization. This public docu- 
ment discloses that the Association of American Railroads supplied 
$5,000.00 for preliminary expenses at the time the Transportation Asso- 
ciation of America was organized; that the advantages of an ostensibly 
independent organization were quickly recognized by the railroads, and 
the policy of keeping the railroads in the background was carefully fol- 
lowed in order to avoid the appearance of railroad domination; and 
that major decisions made by your organization were first discussed 
with and approved by the Association of American Railroads. While, 
in view of the relationship between your Association and the Association 
of American Railroads, formal action by the Association of American 
Railroads in support of your integrated transportation program was not 
needed, nevertheless it appears that the executive committee of the 
A. A. R. adopted a resolution to that effect, which was reported in the 
Wall Street Journal of September 11, 1944. 

Whether your program should be called a ‘‘plan” or an ‘‘objective,”’ 
as you designate it in your letter of September 18, 1944, appears to 
me to involve a matter of words only. In your ‘‘Monthly (public) 
Letter No. 3,’’ July, 1943, you state ‘‘we have a plan.’’ It is plain, 
however, from all of your statements that you desire the railroads to 
engage in complete transportation service, utilizing all forms of car- 
riage or facilities, as a single system. As you state, your proposal is 
“that railroads would eventually become ‘transportation companies’.’’ 
You would permit a ‘‘limited number’’ of such systems to exist, as well 
as such ‘‘independent competitive carriers’’ as might be able to survive 
in the struggle with such all-inclusive systems. It would hardly be 
helpful for me to discuss here the merits of your integrated transporta- 
tion program. You say that the multimodal systems to be established 
under your proposal will be ‘‘competitive.”” I assume you mean com- 
petition in services, rather than in rates, since your pamphlet letter 
No. 7, dated February, 1944, apparently takes the view that competition 
in rates is undesirable. 


Mr. Conn has replied as follows: 


A reply to my inquiry of September 18 would be greatly appreciated. 
It reads as follows: 

“I am very much interested in the source of, and the authority for, 
the following quotation from page 15 of your text (Kansas City address 
of September 7, 1944): 

«>. the railroads have now come forward with a plan for fasten- 
ing upon the nation a complete transportation monopoly under their 
domination. This plan . . . contemplates the development of regional 
integrated transportation systems... .” 

Your letter of October 19 reads in part: 

‘‘Upon my return to the city I found your letter of September 18, 
1944, commenting upon my speech at Kansas City on August 7. You 
inquire as to the basis of my statement that the railroads are the real 
backers of your transportation program.”’ 

I made no such inquiry. Our people are very desirous to know the 
source and authority for your Kansas City statement and I would very 
much eppreciate it if you would advise us in this respect. 
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As to your comments relative to railroad support of this Association: 


There are 109 Class I railroad members. 
to enlist the others. 

While the original subscription of the A. A. R. of $5,000 was author- 
ized for the purposes set forth in its covering resolution, it was not sc 
accepted by this association. Rather, it was finally subscribed on an 
annual membership basis and has been continued, as such, each year. 
The underwriting, or ‘‘preliminary expense,’’ of this association was 
defrayed by seven individuals, none of whom was connected with rail 
roads. j 

In addition to railroads, the association’s membership includes finan- 
cial institutions of all kinds—shippers, large and small. In fact, ship- 
pers constitute over 70 per cent of the voting membership. 

We consult all groups within the membership before our attitude 
is resolved on major issues. We seek to reconcile conflicting viewpoints; 
to bring about common accord on national problems affecting the com- 
mon carrier industry. We believe such economic questions should be 
lifted out of the realm of politics and adjudicated through strictly re- 
search and educational processes. We believe such a factual approach 
is the first step by which the freedom of the American enterprise sys- 
tem can be preserved. , 

You will be interested to know that the board of directors of this 
association, as constituted one year after its incorporation, included 
four representatives of railroads; four of independent (non-affiliated) 
common carrier truck lines; two representatives of airlines, etc. The 
design of the association gave all elements of the economy impartial 
representation. 

If the Senate committee (1936-37) had been as diligent in examining 
the files of trucking companies, airlines, and shippers, as it was in 
gathering information from railroad records, and if it had matched up 
the appeals which we made at the outset to all segments of industry, 
there would have been no basis whatever for the twisted implications 
and assumptions in the Senate committee’s final report. 

Anti-trust prohibitions conflict with sound regulation and discourage 
orderly progress of the common carrier industry in the public interest. 
It is our firm conviction that regulated transportation should be excluded 
therefrom. 


I would very much appreciate a response directed to my inquiry of 
September 18. 


We are trying our best 


Transportation Outlook 


“The general transportation situation in the last quarter of 
1944 and in 1945 probably will be tight and may even be crit- 
ical,” says the Bureau of Agricultural Economics of the U. S. 
Department of Agriculture in its bulletin, “The Marketing and 
Transportation Situation” for October which has just become 
available. Continuing, it said: 


Although most types of rail equipment are expected to be sufficient, 
shortages in higher types of box cars and in refrigerator cars are ex- 
pected. Motor trucks are continually decreasing in number because 
normal replacements are not being made, and some operations may be 
interfered with owing to a shortage of heavy-duty tires. However, the 
outlook for boats and barges is improved. 

An ending of the war in Europe may ease the transportation burden 
of the railroads somewhat in 1945 except for the transcontinental lines, 
and upon those lines it will be an operating burden rather than a prob- 
lem of car supply except as the heavy operating load will increase the 
difficulties of moving empty refrigerator cars westbound and empty 
box, tank, flat, and gondola cars eastbound. Actual numbers of all types 
of rail equipment, with the exception of high-grade box cars and refrig- 
erator cars, would appear adequate during 1945, although there will be 
problems of distribution. Over-age cars and unloading handicaps, owing 
to manpower shortages, will continue. However, as to the prospect for 
refrigerator-car traffic, the country’s food production machinery is 
geared to high levels, and it is not to be expected that production will 
decline materially in the near future, if the European phase of the war 
is over in 1944, 

For the last quarter of 1944, however, it is estimated that the rail- 
roads will be called upon to handle from 20,000 to 25,000 more carload- 
ings per week than during the similar period in 1943. The increase in 
box car loadings would probably be higher relative to all cars and may 
reach 5 per cent, or approximately 8,000 to 10,000 more carloads per 
month. Increases in available equipment partially offset this increased 
traffic burden. 

The proportion of all products transported by motor truck has been 
decreasing since 1942. This is the result of a decrease in the number 
of trucks in operation and of a shortage of tires for heavy-duty service. 
This trend probably will continue into 1945. 

A cessation of hostilities in Europe would not materially ease the 
oceanic shipping problem, and in fact even more ships might be needed 
for a time. The War Shipping Administration states that ‘‘it will take 
two or three times the merchant tonnage to bring a weight of arms 
equal to those now blasting the Germans to bear on the Japanese scat- 
tered on hundreds of islands and the mainland of Asia.’’ 


BARNARD NOMINATION TO I. C. C. 


The Senate interstate commerce committee is expected to 
take action soon with respect to the nomination of George M. 
Barnard to be a member of the Commission. President Roose- 
velt nominated Mr. Barnard, the Republican member of the 
Indiana Public Service Commission, to fill the vacancy on the 
Commission resulting from the death of Joseph B. Eastman. 
Consideration of the nomination, made May 31, was delayed 
originally due to the fact that Mr. Barnard was seriously in- 
jured in an automobile accident and could not come to Wash- 
ington. Later, the Senate recesses and absence from Washing- 
ton of members of the committee, caused further delay. 
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Decisions of Interstate Commerce Commission 
Railroad, Water, and Motor Transport 
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Trolley Transfer Service Purchase 


The Commission, division 4, by a report and order in MC 
F-2256, John Suwak, et al.—Control—Trolley Transfer Serv- 
ice, Inc., has denied the application of John Suwak, Robert C. 
Beatty, William S. Yard, Roy S. Sharpnack, MacDonald 
Weaver, George I. Bloom, and I. C. Bloom, all of Washington, 
Pa., and George C. Kober, Pittsburgh, for authority to acquire 
control of Trolley Transfer Service, Inc., a motor carrier, of 
Pittsburgh, through ownership of capital stock. 

The division said that Messrs. Suwak and Beatty were 
motor carriers in their own right and that the other individuals 
were not motor carriers or financially or otherwise interested in 
any motor carrier other than Trolley, which operated in de- 
scribed areas of Pennsylvania. 

“In our opinion, under the conclusive presumption of sec- 
tion 5(5) (c), applicants have effectuated control of Trolley 
in a common interest with the motor-carrier operations of 
Suwak and Beatty in violation of section 5 (4),” said the divi- 
sion. It further said: 


We have withheld authority in numerous cases where the result of 
approval would be the creation, preservation, or extension of duplicate 
operations by separate motor carriers under common control, which 
operations, except for the fact of common control, would be competitive 
with each other. See Florman—Control—Automobile Convoy Co., 35 
M. C. C. 521, wherein we stated: 

In addition to questions of efficiency and economy, maintenance 
under common control of separate entities authorized to engage in sub- 
stantially duplicate operations affords opportunity for unfair competi- 
tion and unjust discrimination and preferences between shippers and 
consignees as to rates and practices, contrary to the public interest and 
the declared policy of the act. The evils inherent in such a situation 
differ only in degree from those which would be present if a single 
carrier were authorized to conduct competitive operations as common 
and contract carrier. . .. The fact that the operations of Associated and 
Convoy are not at present substantially competitive is not controlling, 
as each is a common carrier and the shippers whom they serve and 
the business handled by them may vary from time to time. 


The division said that in the instant case there were present 
both of the objectional circumstances referred to in the passage 
quoted, and that the record did not contain evidence warrant- 
ing a finding that the unlawful control of Trolley should be 
approved or that the dual operations resulting from bringing 
the operations of Trolley under common control with the con- 
tract-carrier operations of Beatty would be consistent with the 
public interest. 


Allied Van Rights 


By a report and order in MC 15735, Allied Van Lines, Inc., 
Common Carrier Application, embracing also MC 15735, Sub. 1, 
Same, Extension, All States, the Commission, by division 5, 
with Chairman Patterson dissenting, has authorized operation 
by Allied Van Lines, Inc., as a common carrier by motor 
vehicle, of household goods, between all points in the United 
States, over irregular routes. 

Applicant’s “grandfather” application in MC 15735 was dis- 
missed in view of findings made in MC 15735, Sub. 1, authoriz- 
ing continuance of Allied’s operations. Dismissal of the “grand- 
father” application was based on a conclusion that past oper- 
ations of agent-members of Allied had been intermingled and 
confused to such an extent that separation was difficult. 

The report explained that, in addition to filing the “grand- 
father” application in MC 15735, Allied, as a precautionary 
Measure, in the event its “grandfather” clause application 
should be denied in whole or in part, sought a certificate in the 
sub number authorizing as a new operation continuance of its 
Claimed “grandfather” clause operation as a common carrier 
by motor vehicle of household goods between all points in the 
United States, over irregular routes. 

The report discussed at length what it termed the “ante- 
cedents, organization, and plan in general,’ and “details of 
plan and modus operandi,” of Allied. 

“The transportation of household goods, both local and 
long distance, is by nature closely related to the warehousing 
or storage of such goods,” said the report. “Warehousing com- 
Panies before the advent of the motor van generally operated 
drayage equipment for the movement of goods to and from 


storage. As a part of their warehousing service they also 
packed, and crated, and otherwise prepared goods in storage 
for shipment by rail or water and transported them to and 
from rail and water carrier terminals. These activities lead 
naturally to similar purely transportation activities, such as 
local moves and packing and crating and transportation to rail 
and water carrier terminals when no storage was involved.” 

The report said that with the advent of the motor van and 
its achievement of a place of dominance in the household goods 
field, warehouses generally extended their individual carrier serv- 
ices to points throughout their own and adjoining states, some of 
them to a greater extent than others. It said that the drift 
into carrier activity was apparently encouraged by the fact that 
such activities tended to compensate for the loss of packing 
and carting employment that had been profitable in connection 
with shipments by rail and water. 

“These. developments, however, carried in their wake a 
number of problems,” said the report. ‘“‘The most troublesome 
was the matter of empty back hauls.” 

In an effort to solve primarily the empty mileage problem, 
said the report, warehousemen carriers who were members of 
the National Furniture Warehousemen’s Association, in 1924 
formed the Intercity Removals Bureau, or the Return Loads 
Bureau, operating principally in central territory. In 1926 a 
similar bureau was put in operation in eastern territory. The 
report said these bureaus accomplished worthwhile results in 
the reduction of empty equipment miles, but did not achieve 
all that was desirable in that respect. Later a committee of 
the National Furniture Warehousemen’s Association recom- 
mended the organization of a national “selling company’”’ which 
should “coordinate the facilities of already existing companies.” 
It was proposed, said the report, that the new company be a 
cooperative non-profit organization that would act through in- 
dividual warehousemen as its agents or members; that it should 
neither own or lease any motor equipment, but nevertheless 
should both directly and through such agents, in its own name 
advertise, solicit, sell, and contract to provide transportation; 
and that transportation booked should be provided by the 
agents (members of the National Association), whose operations 
should be coordinated by the overhead company for their com- 
mon good. Although some members of the committee favored 
an operating company, their view did not prevail and the 
thought of an operating company that should compete with the 
participants in the plan was definitely negatived, but not, how- 
ever, without recognizing that the selling company then agreed 
on might later function as an operating company if that proved 
to be desirable, the report said. 

Allied was incorporated in Delaware, August 1, 1928, pur- 
suant to the recommendation of the committee, and its charter 


did definitely provide for functioning as an operating company, 
said the report. 


“Whether, inconsistently with the original purpose of a 
majority of its organizers, Allied actually became an operating 
company and acquired the status of a common carrier by 
motor vehicle, either before or after June 1, 1935, is the prin- 
cipal issue in this proceeding,” said the report. “If a carrier 
status was acquired prior to June 1, 1935, there is little doubt 
but that applicant is entitled to an extensive ‘grandfather’ 
operating right. On the other hand, if a carrier status had not 
been acquired on June 1, 1935, but was acquired thereafter, 
we have the question whether public convenience and neces- 
sity require continuance of its present operations. There has 


been no material change in applicant’s mode of operation since 
1941 and none is proposed.” 


The report contains a long discussion of the status of 
Allied as a carrier under section 203(a)(14) of the interstate 
commerce act, the Commission reaching the conclusion that 
Allied in its B and C service operations, but not in its A service, 
on and since June 1, 1935, had, and now has, the status of a 
common carrier by motor vehicle. The report included in A 
service equipment used by Allied and furnished by hauling 
agents under contract provisions, under which equipment was 
unloaded after a movement away from its home base, and 
every effort was made promptly to return it thereto. Under 
B service agents might agree to furnish equipment for con- 
tinued use by Allied for long periods at an agreed minimum 
rate a mile, loaded or empty, plus additional amounts for 
loading, unloading, and layover. In such service, said the 
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report, it was not unusual for a van and driver to be away 
from the home base for months at a time, and this proved to 
be undesirable. At the same time it was evident there was 
a need for more equipment in service under some kind of a 
continuing arrangement such that any of these units could be 
had without delay. The result was the inauguration of C 
service in October, 1934, said the report. The report said that, 
notwithstanding their similarity, both B and C services con- 
tinued to be recognized until January, 1938, when the former 
was completely discontinued, and that only A and C services 
were now recognized. As to A service, the Commission con- 
cluded that Allied did not, on June 1, 1935, and did not now 
have such control over the equipment in that service as was 
essential to the carrier status. 

“On the present record,” said the Commission, “it is incon- 
trovertible that Allied is now supplying a nation-wide motor 
carrier service which is of superior quality and marked by 
great efficiency, economy, and convenience to the public. Such 
service was begun throughout most of the country in 1934. 
It is, and long has been, patronized by thousands of persons 
annually.” 

In its conclusion, the Commission said it “has fairly been 
shown that Allied is giving a superior service with efficiency and 
economy not generally achieved by others. Public convenience 
and necessity require that such service be continued. Allied is 
fit and able to continue it.” 

The Commission said there was no merit to a claim of the 
Department of Justice that the application be denied on the 
ground that Allied was not the real party in interest herein, but 
rather the National Furniture Warehousemen’s Association. It 
said that this was not a proceeding under section 5 of the act 
involving a question of control to which those controlling appli- 
cants were necessary parties and that it was not necessary or 
desirable that stockholders of a corporate applicant be parties 
to a proceeding such as this. 

As to contention of the Department of Justice that Allied 
operations violated, and would continue to violate, the interstate 
commerce act and the anti-trust law, and that the application 
should be denied for that reason, the Commission said it had 
frequently held that violation of the act by an applicant in the 
past was not an absolute bar to the granting of a certificate and 
that if the evidence established that applicant was fit, willing 
and able properly to perform the proposed service and to con- 
form to the provisions of the act and the Commission’s require- 
ments, rules and regulations thereunder, and that the proposed 
service was or would be required by the present or future public 
convenience and necessity, “it is our duty to grant a certificate.” 
The Commission added that in disposing of applications for cer- 
‘tificates, “we are not charged with the duty of determining 
whether the applicant has violated the anti-trust act.” It said it 
should, of course, and it did, give consideration to the effect 
which the operation for which a certificate was sought might 
have on competitive conditions, but that it was persuaded that 
on the record that the service by Allied would not materially 
affect competitive conditions in the transportation of household 
goods by motor vehicles. 

The Department of Justice also suggested that if the au- 
thority indicated was to be granted it be so restricted as to limit 
the service authorized to C service operations only, said the 
Commission. It mentioned that John F. Ivory Storage Co. also 
suggsted that the findings proposed by the examiner similar to 
those herein were so broad that Allied would be at liberty to 
continue A service in the future and requested “explicit” find- 
ings. Neither of the parties suggested, however, said the Com- 
mission, the form of the restriction or finding it had in mind. 

“In our opinion,” said the Commission, “findings in the 
usual form without any special restrictions will be adequate. 
They will authorize only operations under Allied control and 
responsibility, and otherwise in strict conformity with all re- 
quirements gf the act. Both Allied and its agents will be ex- 
pected promptly to make such changes as are necessary to this 
end. Some of those immediately imperative, though not neces- 
sarily all, are (1) discontinuance of all A service operations be- 
yond the scope of the individual aegnts’ own authority, (2) dis- 
continuance of agents’ use of Allied billings in A service opera- 
tions, (3) use on all equipment of identification plates issued to 
whoever is in control of the particular operation and (4) the 
keeping by both Allied and the agents of proper drivers’ logs 
without confusion. Failure promptly to bring the operations of 
both Allied and its agents into conformity with the requirements 
of the law, if brought to our attention, will be appropriately 
dealt with.” 

Asserting that he had not considered the merits of the case, 
Chairman Patterson said he dissented because requests for oral 
argument was denied by the majority of division 5, composed 
of Commissioners Lee, Rogers, and himself. He said he was un- 
willing to consider the merits of the case “until the parties are 
afforded full opportunity to orally argue the issues.” 
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“This is an important case,” said he, “not only because of 
the territorial scope of the operating rights sought, but because 
of its relation to other proceedings to which applicant is a parity, 
Oral argument at this time would facilitate its final disposition, 
I dissent to the denial of same.” 

The Commission said that although various rail carriers 
were “nominal protestants,” applicant was opposed principa!ly 
by the Independent Movers & Warehousemen’s Association and 
“a comparatively few individual motor carriers of household 
goods.” It said that Aero Mayflower Transit Co., of Indianap- 
olis, Ind., and a number of other motor carriers, most or all of 
them agent-members of Allied, appeared in support of applicant, 

The report showed that the application in MC 15735 was 
filed February 10, 1936, and that the application in the sub num- 
ber was filed October 13, 1939. The report said the applications 
were heard on a consolidated record at Chicago in December, 
1939, and April, 1940. A report and recommended order of an 
examiner denying both applications were served September 27, 
1940. Exceptions to such recommended report and order and 
also a petition for a further hearing were filed by applicant on 
March 17, 1941. By order of May 31, 1941, both applications 
were reopened and further hearings of both, on a consolidated 
record, were held at Chicago on January 24 to 27, inclusive, and 
at Washington, D. C., on March 7, 1944, the report making a 
point of the fact that there had been four different hearings, 
The Commission said the record contained over 2,400 pages of 
testimony and more than 100 exhibits, some of them voluminous, 
It said more than 1,000 printed pages of briefs, exceptions, and 
replies, containing exhaustive arguments, were before it. 


Trio Transportation Co. Purchase 


In MC F-2375, William F. Crossett—Control; William F. 
Crossett, Inc.—Purchase—Charles A. Chipman and Arthur W. 
Shaner, the Commission, by division 4, has denied the applica- 
tion of William F. Crossett, Inc., of Warren, Pa., for authority 
to purchase operating rights and property of Messrs. Chipman 
and Shaner, partners, dba Trio: Transportation Co., Bolivar, 
N. Y., and of William F. Crossett for authority to acquire con- 
trol of such operating rights and property through the proposed 
purchase. 5 

The division said that if the instant transaction were ap- 
proved, the vendee would have authority to render service as 
both a common and contract carrier of petroleum products. 
This authority, it said, would apply between Bolivar, on the one 
hand, and points in Crawford, Warren, McKean, and Venango 
counties, Pa., on the other; from Titusville and Erie, Pa., to 
Bolivar; and from Bolivar to points in Tioga, Potter, and Elk 
counties, Pa. It said that in recognition of such a dual operating 
situation, the vendee had requested that, if necessary to ap- 
proval of the transaction, it would be willing that the Commis- 
sion either convert the partnership’s permit into a certificate, or 
modify the contract-carrier rights to be acquired in such a way 
as to remove authority to render service competitive with the 
vendee’s common-carrier operations. 


It said the suggested modification of the partnership’s rights 
to remove authority for the competitive common and contract 
carrier services would materially alter the contract-carrier 
rights initially granted. It said modification would only elim- 
inate the opportunities for discriminatory rates and other objec- 
tionable practices to a minor extent, as the two services still 
could be conducted for the same shipper or shippers of similar 
commodities to, from, or through the same territory, unless all 
overlapping territory were eliminated from the contract-carrier 
rights, which, it said, would result in an uneconomical operation. 

“The instant record affords no basis for a finding that the 
resulting dual operations would be consistent with the public 
interest, or that the operating rights could be modified in such 
a manner as to permit a finding that the remaining dual opera- 
tions would be consistent with the public interest,” said the 
division. 


RUTHERFORD FREIGHT LINES PURCHASE 


Purchase by Clifford Skipworth, dba The People’s Transfer 
Co., Johnson City, Tenn., of certain operating rights of Ruther- 
ford Freight Lines, Inc., Bristol, Va., for $3,000, has been ap- 
proved by the Commission, division 4, Commissioner Miller dis- 
senting, in MC F-2322, Clifford Skipworth—Purchase—Ruther- 
ford Freight Lines, Inc. 


The division said the proposed purchase would cover the 
vendor company’s operating rights for transporting household 
goods between Bristol, Tenn.-Va., and points within 50 miles 
thereof, on the one hand, and, on the other, points in Virginia, 
Tennessee, West Virginia, North Carolina, and South Carolina. 
It said the household-goods operating authority of vendee and 
vendor was in the same territory to the extent that both served 
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Johnson City, on the one hand, and, on the other, points in Vir- 
ginia, West Virginia, and North Carolina. : 

Transportation of household goods was the vendee’s prin- 
cipal business, and by acquiring the considered operating rights, 
he would be able to serve numerous points within a radius of 
50 miles of Bristol that he could not now serve under his own 
rights, the division said. It added that because of wartime de- 
mands on the vendor for transportation of general freight, it did 
not have personnel available to conduct the household goods 
operation. 











MUTUAL TRANSIT FORWARDER RIGHTS 


On reconsideration on its own motion, the Commission, 
division 4, by a report, permit and order in FF-123, Mutual 
Transit Corporation Freight Forwarder Application, has granted 
the applicant authority to forward motor vehicles and parts 
and accessories from Detroit, Pontiac, Flint, and Lansing, Mich., 
to Minneapolis and St. Paul, Minn. The permit and order 
were made effective January 15, 1945. 

The report observed that, on June 26, 1943, the Commis- 
sion had denied the application for the authority requested on 
the ground that, in February, 1942, the applicdnt had discon- 
tinued all forwarding operations subject to part IV of the in- 
terstate commerce act, and that it was not then ready, able, 
and willing to operate as a freight forwarder. It said that 
the interruption of service had been brought about by reason 
of the war emergency, and that, in accordance with the decision 
in Pan-Atlantic Carloading Dispatch Service, Inc., 260 I. C. C. 
92, the instant proceeding had been reopened on the Commis- 
sion’s own motion for reconsideration. In the Pan-Atlantic 
Case, the Commission, on reconsideration, said it felt justified 
in placing a liberal interpretation on the provisions of the act 
when considering operations that had been disrupted because 
of the national emergency, and reversed its previous action, 
denying the application in that proceeding. 


































































































































Y. & S.-P. L. & W. MERGER 


By a report and order in Finance No. 14652, Youngstown & 
Southern. Railway Co. et al. Merger, etc., embracing Finance 
No. 14653, Youngstown & Southern Railway Co. Securities, the 
Commission, division 4, has approved and authorized the merger 
of the franchises and property of the Pittsburgh, Lisbon & 
Western Railroad Co. into the franchises and property of the 
Y. & S. for the purposes of ownership, management, and oper- 
ation. The division also granted the Y. & S. authority to issue 
9,000 shares of common stock with a par value of $100 a share; 
an unsecured negotiable promissory note in the face amount of 
$500,000; and a negotiable promissory note in the face amount 
of $1,000,000, to be secured by a first mortgage on all of the 
properties of the surviving corporation in connection with the 
authorized merger. 

The report said that the merger was to be effected by the 
Pittsburgh Coal Co. surrendering for cancellation the entire 
capital stock of the present companies and all evidence of their 
indebtedness to it, and receiving in lieu thereof all the new stock 
and other securities of the surviving corporation, except direc- 
tor’s qualifying shares. 

It said that the applicants had stated that no employe would 
be adversely affected and that, under the circumstances, it did 
not appear that any condition as to employes was necessary. 

































Rates on Bituminous Coal 


By a report and orders in Fourth Section Application No. 
18727, Coal from Illinois and Related Districts to Iowa, embrac- 
ing also Fourth Section Application No. 18820 and the docket 
numbers considered in Midland Electric Coal Corp. vs. Chicago 
& N. W. Ry. Co., 232 I. C. C. 5, the Commission, Commissioner 
Rogers dissenting, has modified the authority granted in its 
prior report, 251 I. C. C. 603 for establishment and maintenance 
of rates on bituminous coal, in carloads, from points in Illinois, 
Indiana, and western .Kentucky to destinations in western Iowa 
without observing the long-and-short-haul provisions of section 
4 of the interstate commerce act. The authority so granted was 
modified so as to authorize fourth-section departures at origins 
and destinations on short tariff routes. It was embodied in tenth 
supplemental Fourth Section Order No. 11242 and seventh sup- 
plemental Fourth Section Order No. 14650. 

In the prior report, the Commission said, division 2, by 
Fourth Section Order No. 14650, authorized applicants in Fourth 
Section Application No. 18727 to establish and maintain for the 
transportation of bituminous fine coal, in carloads, from points 
In Illinois, Indiana, and western Kentucky, to destinations in 
western Iowa, rates not lower than those set forth in an exhibit 
fled with the application, and to maintain higher rates to inter- 
mediate points on direct routes and from and to intermediate 
Points on circuitous routes. 
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It said that in Fourth Section Application No. 18820 the 
applicants were authorized to establish and maintain for the 
transportation of bituminous coal, in carloads, from points in 
Illinois, Indiana, and western Kentucky to named destinations 
in Iowa, rates on the basis prescribed in the Midland case, or 
made with relation thereto, and to maintain higher rates from 
and to intermediate points on circuitous routes only, the relief 
not to apply over any line or route that was more than 50 per 
cent longer than the short tariff line or route from and to the 
same points. 

The report said the relief requested was as follows: 


Petitioners request that order No. 14650 be modified so as to provide 
relief (1) as to rates over direct routes from origin groups other than 
the base groups; (2) as to rates from one origin point or group versus 
another over lines or routes operating from a lower-rated group through 
a higher-rated group; (3) over routes operating through one or more of 
the three zones in Iowa to which rates were prescribed in the Midland 
case; (4) in all instances where departures would occur from the main- 
tenance of uniform origin-group differentials; (5) by eliminating the con- 
dition restricting the relief to rates over routes not more than 50 per 
cent longer than the short tariff line or route; and (6) in instances 
where rates to destinations in states adjacent to Iowa are lower than 
rates to intermediate points in Iowa on the prescribed basis. 


The Commission made the following findings, and denied 
all other and further relief asked for, effective March 7, 1945: 


Findings. We find in the Midland case that the finding made by 
us on page 10 of the second supplemental report on further hearing 
therein, 232 I. C. C. 5, that the rates therein prescribed or approved 
“are sufficiently high so that such departures should be avoided by 
reductions at intermediate points on the shortest tariff routes from the 
maximum rates shown where necessary to avoid violations of the fourth 
section,’’ should be, and it is hereby, modified to the extent necessary 
to permit the establishment and maintenance of higher rates at inter- 
mediate Iowa points than at more distant Iowa points in order to main- 
tain (a) the origin differentials and the Iowa destination zones prescribed 
or approved in the Midland case, and (b) the gas-compelled rates on 
fine coal as authorized by us. 

We further find that the relief to applicants in application No. 18820 
heretofore authorized in fourth-section order No. 14650 should be broad- 
ened so as to apply also over the shortest tariff routes to points in Iowa 
where necessary in order to maintain (a) origin differentials as pre- 
scribed in the Midland case from points in Illinois, other than in the 
base groups, and as generally maintained by applicants from points in 
Indiana and western Kentucky, or (b) the destination zones in Iowa 
as prescribed or approved in the Midland case, or (c) gas-compelled 
rates on fine coal to Iowa destinations as authorized, or as may be 
authorized, by us. - 

In other respects the petition will be denied and the prior findings 
of division 2 are affirmed. Fourth-section orders Nos. 11242 and 14650 
will be modified accordingly. 


As to the circuity relief requested, the Commission said it 
was not convinced that relief had been justified over routes 
that were more than 50 per cent circuitious. It pointed out 
that, in Coal from Illinois, Indiana, and Kentucky, 191 I. C. C. 
177, relief had been granted by division 2 in connection with 
rates on coal from the mines involved in the instant case to 
points in Missouri, Iowa, Kansas, and Nebraska, restricted to 
a maximum circuity of 50 per cent where the distances over 
the short route were between 150 and 1,000 miles. With few 
exceptions, said the Commission, all of the direct routes with 
which the instant applications were concerned fell within that 
mileage block. It further observed that, in a proceeding of the 
same title, 192 I. C. C. 586, division 2 had declined to grant 
relief over routes more than 50 per cent circuitious in connec- 
tion with gas-competitive rates on fine coal from these same 
midwestern coal districts to the aforementioned states and 
South Dakota and Minnesota. It continued: 


It thus appears that the relief granted by division 2 in the instant 
applications over circuitous routes is fundamentally the same as that 
which, from and to the same points, has been in effect on gas-competi- 
tive fine coal for more than a decade and had been in effect on the 
larger sizes for a somewhat shorter period prior to the establishment 
of the rates published in response to the Midland case. In the circum- 
stances, we are not convinced that relief has been justified over routes 
which are more than 50 per cent circuitous. 


Dealing with the request for relief in instances where rates 
to destinations in states adjacent to Iowa were lower than rates 
to intermediate points in Iowa on the prescribed basis, the 
Commission said that the Iowa rates were higher than rates to 
more distant points in Nebraska and Minnesota, and included 
a table in the report setting forth examples of such rates on 
lump coal. It said that from all of the Illinois origin groups 
shown, except the Fulton-Peoria group, the rates to one or 
more intermediate Iowa points were higher than to Omaha. 
The departures involving the Nebraska rates, it said, were due 
largely to the maintenance of different origin differentials to 
Omaha than were prescribed in the Midland case to interme- 
diate Iowa points. The Commission said it had been apprised 
of no sufficient reason why the Belleville-southern Illinois dif- 
ferential prescribed in the Midland case to Council Bluffs should 
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be exceeded at more distant points in Nebraska. It said that 
the departures affecting the rates to southern Minnesota were 
similar to those to eastern Nebraska. 

Under its order in Coal from Illinois, Indiana, and Ken- 
tucky, supra, in which it said that reduced rates were author- 
ized from the involved origin territories to points in Minnesota, 
Iowa, Nebraska, and other states in which natural gas was 
available, the Commission said that the rates from Illinois to 
intermediate points in Iowa had been or were permitted to be 
increased to the basis approved in the Midland case. But this 
was not true of rates to intermediate points in Minnesota, it 
said, nor of rates from Indiana and Kentucky to Iowa, and 
that therefore such rates could not be increased without modi- 
fication of that order. It said that “Order No. 11242 will be 
further modified so as to provide that the rates to the higher- 
rated intermediate points shall not exceed rates constructed on 
or made in relation to the basis prescribed or approved in the 
Midland case, except as may be hereafter authorized by us.” 

In its discussion of relief over direct routes from origin 
groups other than the base groups, the Commission observed 
that one of the most important issues and certainly the most 
difficult in that proceeding had been the matter of origin dif- 
ferentials. In the Midland case, the Commission said, it had 
made the statement that the rates prescribed were sufficiently 
high so that “departures should be avoided by reductions at 
intermediate points on the shortest routes from the maximum 
rates shown where necessary to avoid violations of the fourth 
section.” Strict adherence to that finding, it said, would result 
in rate differences between the respective Illinois origin groups’ 
to numerous Iowa destinations that varied widely from the spe- 
cific differentials prescribed in the Midland case. It said that 
in view of the necessity for maintaining the origin differentials 
it concluded that this situation constituted a special case within 
the meaning of section 4, and that relief from the long-and- 
short-haul provision of that section was justified over direct as 
well as over indirect routes. Accordingly, it said, its finding 
as to the possibility of avoiding departures by reductions at 
intermediate points, as stated in the Midland case, should be 
modified so that relief over the direct routes from origin 
groups other than the base groups to Iowa destinations might 
be granted. 

In arriving at its conclusion that observance of the Iowa 
zones approved in the Midland case would require destination 
relief over direct as well as circuitious routes, the Commission 
said: 


No departures occur in the Fulton-Peoria base rates to these points, 
but a reduction in the Springfield and southern Illinois rates to remove 
the departures at Tara and Fort Dodge would, in order to maintain the 
prescribed origin relationships, necessitate a reduction also in the Fulton- 
Peoria rates. Thus, to clear Fort Dodge the Minneapolis & St. Louis 
would be required to publish to Tara rates of $2.99 from Fulton-Peoria, 
$3.34 from Springfield, and $3.69 from southern Illinois. For competitive 
reasons the Illinois Central would be expected to meet those rates at 
Tara and, in order to clear Tara, to publish them also to Fort Dodge. 
This, in turn, would require the Minneapolis & St. Louis to reduce its 
rates to Fort Dodge and, in order to clear Fort Dodge, to reduce its 
rates to Moorland. The resulting rate would be met at the latter point 
over the route of the Chicago Great Western, and in order to remove 
the departures thus brought about at Fort Dodge over that route, and 
to observe the origin differentials, the Chicago Great Western would be 
required to publish to Fort Dodge rates of $2.89 from Fulton-Peoria, 
$3.24 from Springfield, and $3.59 from southern Illinois. The Minneap- 
olis & St. Louis could be expected to meet these reduced rates to Fort 
Dodge, whereupon the circle of reductions would commence anew. 
Other like illustrations appear, some of which involve direct as well 
as circuitous routes. 


Commission Reports 


(An asterisk before the docket number means that the report 
will not be printed in full in the permanent series of Commission 
reports. Mimeographed copies of such reports in full may be ob- 
fained by prompt application to the Commission.) 


Lumber 


Fourth Section Application No. 19476, Lumber from Vir- 
ginia to Michigan and Wisconsin. By division 2, Commissioner 
Splawn dissenting, in part. Authority granted, on conditions, 
to establish and maintain rates on lumber, in carloads, from 
certain origins in Va., N. C., Tenn., and Ky., to certain destina- 
tions in Mich. and Wis., without observing the long-and-short- 
haul provision of section 4 of the interstate commerce act. The 
division said that by this application, as amended, carriers par- 
ties to Agent W. S. Curlett’s tariff I. C. C. No. A-654, as 
amended, applied for the authority described, and that certain 
relief was granted temporarily by fourth-section order No. 
14577. It said the applicants proposed to establish and main- 
tain, over routes over which class rates applied prior to June 7, 
1939, from the named origins to the named destinations, com- 
modity rates made 22.5 per cent of the first-class rates pre- 
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scribed in the eastern class-rate investigation, with certain 
exceptions apparently the same as obtained in connection with 
the class and lumber rates in effect prior to that date. It said 
that under the proposed adjustment, departures would occur 
at origins and destinations on direct as well as circuitous routes, 
It said that as a result of the described rate changes lumber 
producers at the defined origins had been severely handicapped 
in disposing of their products at the defined destinations in 
competition with producers in adjacent official territory ac- 
corded the 22.5 per cent basis. The applicants, it said, sought 
relief to enable them to restore the relation in rates on lumber 
formerly existing between these points without changing the 
existing adjustment from intermediate points in southern terri- 
tory where the same competitive conditions did not obtain. It 
said that under the proposed rates, applied over routes shown 
of record, the minimum earnings would be 7.2 mills a ton-mile, 
and, based on the minimum weight, 13 cents a car-mile. 








































































































Newspaper Supplements 











I. and S. M-2265, Newspaper Supplements, Parsons, Pa, 
to the East. By division 3. Discontinued. Proposed increased 
motor common-carrier rates on newspaper supplements, in less 
than truckloads, from Parsons (Wilkes-Barre), Pa., to certain 
points in New York and New Jersey, found just and reasonable, 
except to Dunellen, N. J. Proposed truckload rates from and 
to those points on the same commodity found not shown to be 
just and reasonable. Proposed schedules, to the extent found 
unlawful, ordered cancelled on or before December 15, without 
prejudice to the filing of new schedules containing rates in con- 
formity with the report. By schedules filed to become effective 
July 20, 1943, members of Middle Atlantic States Motor Car- 
rier Conference, Inc., proposed increased truckload and. less- 
than-truckload rates from Parsons, a suburb of Wilkes-Barre, 
Pa., to New York zones 1 and 2, and Jamaica, N. Y., and Dunel- 
len, New Brunswick, Plainfield, and Trenton, N. J. On protest 
of certain shippers and of the Price Administrator, the sched- 
ules were suspended until February 20, and their effective date 
was voluntarily postponed by the respondents until December 
1. The report said that the present commodity rates on supple- 
ments to New York City zone 1 of 32 cents in less than. truck- 
loads, and 22 cents, minimum 23,000.pounds, under the pro- 
posed schedules would be superseded by a specific commodity 
rate of 51 cents on less than truckloads and 35 cents, minimum 
23,000 pounds, the latter resulting from an exceptions rating of 
42.5 per cent of first class. The Commission concluded that 
present truckload rates were unreasonably low and that they 
should be increased by 15 per cent; and that just and reasonable 
truckload rates for the future would be 25 cents to Dunellen, 
Plainfield, New Brunswick, Trenton, and New York zone 1, 
and 29 cents to Jamaica and New York zone 2. 




















































Commission Motor Reports 


‘An asterisk before the docket number means that the report 
will not be printed in full in the permanent series of motor carriei 
reports of the Commission. Mimeographed copies of such reports in 
jull may be obtamed by prompt application to the Commission..,’ 






MC 12130, Lloyd James Varco, Yakima, Wash., embracing 
also Same, Sub. 2, broker. License granted, Commissioner 
Rogers dissenting. Agricultural and horticultural commodities, 
fresh, canned, and processed, between points in Kittitas, 
Yakima, and Benton counties, Wash., and those in Franklin 
county, Wash., within 10 miles of Pasco, Wash., on the one hand, 
and, on the other, points in Washington and Oregon. 


*MC 104834, Sub. 1, B. F. Richardson, Jackson, Mich., 
common carrier. Certificate denied, Commissioner Lee dis- 
senting. Petroleum products, in bulk, in tank trucks, from 
Toledo, O., and points within 15 miles thereof, to Jackson, Mich., 
and points within 15 miles thereof. The report said the appli- 
cant was operating under temporary authority effective until 
December 31. 


*MC 40085, Sub. 12, Benjamin Cain, Eva Cain, Richard A. 
Jacobson, Martin S. Jacobson, Ann Jacobson, A. B. Hardy, R. J. 
Reed, and Lena Newman, Oklahoma City, Okla., extension. 
Certificate denied, Commissioner Lee dissenting. General com- 
modities, with exceptions, between Wichita, Kan., and Hooker, 
Okla., over U. S. highway 54, serving no intermediate points. 
Evidence found to show applicants’ present route between 
Kansas City and Los Angeles, via Tulsa, Vernon, and Las 
Cruces, shorter than proposed route and the more practicable 
route to use between such points. The Commission said that 
while it was obvious that applicants would improve their serv- 
ice between such points as Wichita, on the one hand, and 
Hooker and points west thereof, on the other, their competi- 
tive position with respect to other carriers would be enhanced 
to the extent that operation over the proposed route would be 
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tantamount to establishment of a new service for which need 
had not been shown. 

*MC 59354, Sub. 11, Glen R. Pitman, Hillsboro, Ind., exten- 
sion. On reconsideration, findings in prior report of June 12, 
modified. Permit granted. Woven wire fencing and other speci- 
fied iron and steel articles, from Peoria and Bartonville, Il., 
to points in N. D., Colo., Okla., Tex., Ark., W. Va., and that 
part of Pa., west of U. S. highway 219; scrap iron from points 
in N. D., Colo., Okla., Tex., Ark., W. Va., and that part of Pa., 
west of U. S. highway 219, to Peoria and Bartonville; and steel 
posts from Chicago Heights, Ill., to points in Mo., Ia., Kan., 
Neb., S. D., Wis., Ind., Ky., Mich., Minn., and O. The commis- 
sion said that, as noted in the prior report, no need had been 
shown for a proposed service to points in Tennessee and those 
in Pennsylvania east of U. S. highway 219. 


Railroad Abandonments 
St. C. & N. 


Subject to conditions with respect to the protection of em- 
ployes, the Commission, division 4, by a report and certificate 
in Finance No. 14594, St. Clairsville & Northern Railway Trus- 
tees, et al. Abandonment, embracing Finance No. 14593, Balti- 
more & Ohio Railroad Abandonment of Operation, has permitted 
abandonment, as to interstate and foreign commerce, by the 
village of St. Clairsville, O., and the trustees of the railroad, 
of a line of railroad extending from a connection with the 
Wheeling-Lorain line of the Baltimore & Ohio near Barton, to 
the village of St. Clairsville, approximately 3.42 miles, in Bel- 
mont county, O., and abandonment of operation thereof by the 
B. & O. The record showed that the village had insufficient 
traffic to support two lines of railroad, said the report, adding 
that its rail transportation requirements could be met by the 
Wheeling & Lake Erie, and that expenditure of $55,000 to re- 
habilitate the branch would be an economic waste. The condi- 
tions with respect to the protection of employes adversely af- 
fected, it said, would be the same as those set forth in Chicago, 
Burlington & Quincy R. Co. Abandonment, decided November 
1 (see Traffic World, Nov. 11, p. 1222). . 


Southern Railway 


Without prejudice to the right of the applicant to renew its 
application after cessation of hostilities “in the present war,” 
the Commission, division 4, by a report and order in Finance 
No. 14257, Southern Railway Co. Abandonment, has denied the 
application of Southern to abandon a part of its Rome-Attalla 
branch. The line proposed to be abandoned, according to the 
report, extends from a point west of Rome, Ga., to a point east 
of Gadsden, Ala., a distance of about 50 miles, in Floyd county, 
Ga., and Cherokee and Etowah counties, Ala. The report said 
that, “with the evidence apparent on all sides of rapid progress 
toward conclusion of the war, we think the applicant very well 
may await that consummation for the relief it now seeks, and 
reasonably may be required to do so, for it is because of war 
emergency conditions: that the territory has suffered and will 
continue to suffer maximum hardship and inconvenience from 
limited highway transportation.” Referring to diversion of over- 
head business formerly handled on the branch to Southern’s 
heavy-duty lines, t&e report said the applicant already was 
reaping the benefits of this diversion, and that this change in 
operation had evidently been in contemplation for several years. 
As a consequence, it continued, the branch apparently had been 
somewhat neglected, but that it could continue to be operated 
safely for a limited period without great expenditures for re- 
habilitation. The applicant had sought to excuse the failure to 
credit the branch with revenue accruing from overhead busi- 
ness, for which it was used until February 1, 1943, on the 
ground of insufficient clerical forces, said the report. It said 
that the actual results of operation in 1940-42 were not shown 
by the statistics, which, it said, did not take into account all 
the operation conducted over the line in those years. For a 
recent expression as to crediting overhead traffic to line pro- 
posed to be abandoned, the report referred to Atchison, Topeka 
& Santa Fe Ry. Co. Abandonment, 254 I. C. C. 803. The report 
Said that “the record impresses us that the applicant did not 
wait long after diversion of the overhead business* to begin 
preparation for the proposed abandonment, in order to realize 
full benefits from more efficient operation of its system... .” 


Seaboard Air Line 


_ In Fiance No. 14439, Seaboard Air Line Railway Co. Re- 
celvers et al. Abandonment, Examiner Jerome K. Lyle has 
recommended that division 4 find that the present and future 
publ'c convenience and necessity permit abandonment by the 
Seaboard Air Line Railway Co. and Legh R. Powell, Jr., and 
ienry W. Anderson, receivers of its properties, of a branch 
line of railroad in Citrus county, Fla., extending approximately 
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2.09 miles from Inverness Junction to Inverness, part of a line 
extending from Hernando to Inverness. 

“It appears that the traffic on the branch has almost 
reached the vanishing point,” said the examiner. ‘While some 
increase may reasonably be anticipated after the war, the 
record is not convincing that it would be sufficient to warrant 
the further operation of the line in view of the more than 
ample common carrier transportation facilities serving Inver- 
ness. Such inconvenience as may be suffered by the public 
will be slight, while the continued operation of the line with- 
out hope of averting substantial operating losses will impose 
an unnecessary and undue burden upon the applicants and 
upon interstate commerce.” 

The examiner said the Florida Railroad Commission ap- 
parently took the view that inasmuch as this line was only 
2.09 miles long, was located entirely within a single state, and 
590 per cent of its traffic was intrastate, that it was a spur or 
industrial track and that its continued operation or abandon- 
ment was wholly a matter of local interest not within the Com- 
mission’s jurisdiction. He said, however, that the line was re- 
ported to the Commission as main line mileage and that the 
applicant’s counsel at the hearing stated that the challenge of 
jurisdiction was for the purpose of obtaining a definite ruling 
thereon, and that in the counsel’s opinion there was no question 
that the tracks involved constituted a line of railroad within 
the meaning of section 1 (18) and not a spur or industrial 
tracks within the meaning of section 1(22) of the interstate 
commerce act. 

Continuing, the examiner said: 


The line of demarcation between a spur track and a branch line 
of railroad is often somewhat vague and difficult of ascertainment, and 
each case is to be governed by its own facts. Public-Convenience Appli- 
cation of A. & S. A. B. Ry. 71 I. C. C. 784, 792. The Supreme Court 
of the United States has held that wiiether trackage is a ‘‘spur’’ is a 
mixed question of law and fact left by Congress to the decision of a 
court, not to final determination of either the federal or a State Com- 
mission. United States vs. Idaho, 298 U. S. 105, 109. However, this 
Commission must make an appropriate finding with respect to its juris- 
diction in the premises in the first instance. Yonkers vs. United States 
320 U. S. 685. The decision most commonly cited when the jurisdiction 
of this Commission is challenged in a case of this nature is United 
States vs. Idaho, Supra. In that case the Supreme Court in a short 
opinion affirmed the findings of the lower court holding that the track- 
age there involved was a spur. 


Citing these and other authorities, the examiner said they 
showed conclusively that the Commission had the necessary 
authority to ‘entertain the application and issue of the cer- 
tificate sought.” 

He said a representative of the Order of Railroad 
Telegraphers requested at the hearing that the Commission re- 
tain jurisdiction for the protection of employees who might 
be adversely affected by the abandonment. He said an agent 
would lose his present job but could use his seniority to dis- 
place another employee elsewhere, and that no reduction in 
the maintenance force was contemplated although the working 
time of “slightly” more than one section employee would be 
eliminated. He also said that trainmen would be affected only 
to the extent that they lost overtime for making the side trip 
to Inverness. 

“Inasmuch as the record shows that the abandonment will 
cause some adverse effect on employes the Commission should 
make appropriate provisions for their protection,’ concluded 
the examiner. 


FINANCE APPLICATIONS 

Finance No. 14759, Gulf, Mobile & Ohio Railroad Co. asks authority 
to issue promissory notes for the aggregate principal amount of $188,370, 
as evidence of the obligation of the applicant in respect of the acquisi- 
tion through lease and purchase of two diesel road switching locomo- 
tives. The notes, according to the application, will bear interest at 2 
per cent a year, and will be payable in ninety-six equal consecutive 
monthly installments. The applicant says it has placed tentative orders 
for 7 more diesel road switching locomotives to be acquired in the 
same manner as the two involved in the instant application. It also 
says it has made a contract for the purchase of diesel road freight 
locomotives to replace its old steam locomotives, to cost about $9,000,000, 
and to be acquired under equipment trusts requiring an aggregate of 
about $2,000,000 of down payments, the first application for authority 
to issue certificates to be filed early in 1945, and the other application 
to follow as fast as the diesels can be built. 

MC F-2677., John Austgen, dba Austgen Express & Storage Co., 
of Chicago Heights, Ill., asks authority temporarily to operate, under a 
lease for 180 days, for a rental of $50 a month, operating rights of 
Chicago-St. Louis Transfer Co. (Robert O. Gaudlitz, Trustee in Bank- 
ruptcy), of Springfield, Ill., as a motor common carrier of general 
commodities between specified points in Illinois, including Chicago. 
According to the application, a lease of the operating rights of the lessor 
by Scherer Bros. Transfer & Storage Co. will expire Nov 20. 

Finance No. 14756, Boston & Maine Railroad has filed a motion to 
dismiss, for want of jurisdiction, its application for authority to enter 
into a lease for an office and freight terminal building, for a 15-year 
term, at an annual rental of $119,831.40 (see Traffic World, Nov. 11). 
















































1292 


The B. & M. said that the mortgage to be executed by North Station 
Industrial Building, Inc., was not a security within the meaning of 
section 20(a), that even if the lease constituted an assumption of obliga- 
tions and liabilities with respect to the mortgage it would not require 
authorization since such assumption would not be with respect to 
securities of another. Its only obligations, said the B. & M., were those 
of a lessee of real property. 

MC F-2695, Hartman’s Lebanon Transportation Co., of Steelton, Pa., 
asks authority to purchase certain operating rights and equipment of 
J. R. Eldridge, Fred F. Lloyd and W. B. Eldridge, Jr., dba Capitol 
Motor Express, of Harrisburg, Pa. 

MC F-2696, Illinois-Colorado Cargo Carriers, Inc., dba Illinois-Colo- 
rado Express, of Denver, Colo., asks authority to merge the operating 
rights and properties Illinois-Colorado Cargo Carriers, Inc., and T. & M. 
Transportation Co., also of Denver, into Illinois-Colorado Express, and 
temporarily to operate the properties of T. & M. 

,Finance No. 14760. Guy A. Thompson, trustee of the Missouri Pa- 
cific, asks authority to extend the line of the Missouri Pacific by con- 
struction and operation of a track from a point on the applicant’s line 
from Gurdon, Ark., to Collinston, La., 1.1 miles south of the Missouri 
Pacific station at Camden, Ark., extending northeasterly about five miles 
to the approximate boundary of a plant site on which the federal gov- 
ernment proposed to locate an ordnance plant, all in Ouachita county, 
Ark. According to the application, the proposed construction will be 
financed out of applicant’s current funds. 

MC F-2697, Robert’s Express, Inc., Manchester, N. H., and Aime 
V. Plante and Eugenie B. Plante, of Manchester, ask authority to 
purchase for $3,000, that portion of ‘the operating rights of Willard Sulz- 
berger Motor Co., of Passiac, N. J., under MC 6406, authorizing trans- 
portation of general commodities between Newark, N. J., and Philadel- 
phia, Pa. The applicant says it operates between Manchester and 
Newark, that it has found it difficult to interchange traffic at Newark 
or New York City, and that, as a result of demand from many ship- 
pers, it has been called on to make direct deliveries to Philadelphia. 

MC F-2698, J. E. Miller Transfer & Storage Co., of Wheeling, W. 
Va., asks authority to purchase certain operating rights of Stanley 
Asheton Carnahan, dba Carnahan Package Delivery, also of Wheeling. 


MOTOR FINANCE CASES 


Action by Division 4 in finance proceedings Nos. MC-F-2679, L. F. 
Miller and F. D. Miller—Purchase—Plunkett Motor Line; and MC-F-2680, 
L. F. Miller and F. D. Miller—Lease—Dalby Motor Freight Lines, Inc. 
Application for authority under section 210a(b) of L. F. Miller and 
F. D. Miller, doing business as Miller & Miller Freight Lines, of 
Wichita Falls, Tex., for temporary operation of motor-carrier rights 
and properties of Plunkett Motor Line, also of Wichita Falls, granted 
with conditions. 

Application for authority under section 210a(b) of L. F. Miller and 
F. D. Miller, doing business as Miller & Miller Freight Lines, for tem- 
porary operation of a portion of the motor-carrier rights and properties 
of Dalby Motor Freight Lines, Inc., granted with conditions. 

Action by Division 4, November 11, 1944, in finance case, No. MC-F- 
2445, Hazel Fuller—Control; Fuller-Toponce Truck Co.—Purchase—Con- 
solidated Freightways, Inc. Purchase by Fuller-Toponce Truck Co., of 
Ogden, Utah, of certain operating rights of Consolidated Freightways, 
Inc., of Portland, Ore., and acquisition of control of said operating rights 
by Hazel Fuller, also of Ogden, through said purchase, approved and 
authorized, subject to condition. 

MC F-2315, C. H. Moses et al.—Control; Motor Express, Inc.—Pur- 
chase—Southeast Arkansas Freight Line, Inc., embracing MC F-2509, 
H. Q. Hamilton et al.—Purchase—Motor Express, Inc., and Southeast 
Arkansas Freight Line, Inc. 

1. Application of Motor Express, Inc., of Little Rock, Ark., for 
authority to purchase certain operating rights of Southeast Arkansas 
Freight Line, Inc., of Pine Bluff, Ark., and of C. H. Moses, J. W. 
House H. A. Tune, and Gus Berter, all of Little Rock, to acquire 
control of said operating rights through said purchase, denied. 

2. Purchase by H. Q. Hamilton, Neil Sims, and Roy C. Martin, a 
partnership, doing business as Motor Express, of Fort Smith, Ark., of 
(1) the operating rights and certain property of Motor Express, Inc., 
and (2) certain operating rights of Southeast Arkansas Freight Line, 
Ine., approved and authorized, subject to condition. 

MC F-2360, Southern Pacific Co.—Control; Pacific Motor Trucking 
Co.—Purchase—Nevada County Trucking Co. and Nevada Pacific Truck- 
ing Agency. 1. Purchase by Pacific Motor Trucking Co.,- of San Fran- 
cisco, Calif., of operating rights and property of Nevada County Trucking 
Co., also of San Francisco, and operating rights of Nevada Pacific Truck- 
ing Agency, of Grass Valley, Calif., and acquisition of control of said 
operating rights and property by Southern Pacific Co., also of San Fran- 
cisco, through said purchase, approved and authorized, subject to 
condition. 2. Issuance of a certificate to Pacific Motor Trucking Co. 
authorized on compliance with certain conditions. 

MC F-2467, V. A. Campbell—Purchase—W. Hubert Lively. Purchase 
by V. A. Campbell, dba Campbell Truck Co., of Oklahoma City, Okla., 
of operating rights and property of W. Hubert Lively, also of Oklahoma 
City, approved and authorized, subject to condition. 


UNCONTESTED FINANCE CASES 

Report and order in F. D. No. 14676, Chicago, Burlington & Quincy 
Railroad Co. Bonds, granting authority to issue not exceeding $40,000,000 
of first and refunding mortgage bonds, series of 1974, to be sold at 99.137 
per cent of par and accrued interest and the proceeds used in connec- 
tion with the redemption of a like principal amount of outstanding first 
and refunding mortgage 5 per cent bonds, series A, due February 1, 
1971. Approved. 

Report and certificate in F. D. No. 14697, Louisville & Nashville 
Railroad Co. Abandonment, permitting abandonment by the L. & N. 
of part of a branch line of railroad in Bell County, Ky. Approved. 

Report and order in F. D. No. 14732, Maine Central Railroad Co. 
Bonds, granting authority to issue not exceeding $9,000,000 of first- 
mortgage and collateral bonds, series B, 4 per cent, due December 1, 





TRAFFIC WORLD 


1954, to be sold at 98% and accrued interest, and the proceeds, with 
other funds, used to redeem $9,878,000 of first-mortgage and collaterg| 
bonds, series A, 4 per cent, due December 1, 1945. Approved. 

r. D. 14396, Hartwell Railway Co.. Abandonment, report and certif. 
cate in the above-entitled proceeding, permitting abandonment, as to 
interstate and foreign commerce, by the Hartwell Railway Co. of its 
entire line of railroad in Hart County, Ga., approved. 

F. D. 14742, Oklahoma City Junction Railway Co. Stock, report ang 
order in the above-entitled proceeding, granting authority to issue not 
exceeding 10,000 shares of common capital stock of the par value of 
$20 a share to be exchanged, share for share, for similar shares of 
capital stock which were modified without authority, approved. 

F. D. 14684; Chicago, Rock Island & Pacific Railway Co., Trustees 
Abandonment, etc., report and certificate authorizing construction of 
a line of railroad between milepost 317, east of Paris, and milepost 339, 
between Centerville, in Davis and Appanoose Counties, Iowa, and per. 
mitting abandonment of part of an existing line of railroad along a 
different route between the same points, by the trustees of the Chicago, 
Rock Island & Pacific Ry. Co., approved. Commissioner Porter did not 
participate. 

F. D. 14711, Great Northern Railway Co., Abandonment, report and 
certificate permitting abandonment by the Great Northern Railway (Co, 
of a line of railroad in Deschutes County, Ore., approved. 

F. D. 14728, Potomac Edison Co., Abandonment, report and cer. 
tificate permitting abandonment by the Potomac Edison Co. of a portion 
of a line of railroad in Frederick County, Md., approved. 


COMMISSION ORDERS 


FF-121, Porto Rican Express Company, freight forwarder applica. 
tion. Petition of Acme Fast Freight, Inc., protestant, for reconsider. 
tion, denied. 

Finance 13721, Seaboard-All Florida Ry. receivers et al., abandon. 
ment. Reopened for rehearing and reconsideration on question of impo- 
sition of conditions for protection of employes who may have been 
adversely affected by abandonment, authorized. 

No. 29180, Ringsby Truck Lines, Inc., vs. A. T. & S. F. et al. 
Separate motions of each of defendants, Atchison, Topeka and Santa Fe 
Chicago, Burlington & Quincy, and Union Pacific, to dismiss complaint, 
overruled. 

W-463, James Hughes, Inc., common carrier application. 
of applicant for oral argument and reconsideration, denied. 

No. 19501, John Arko et al. vs. A. T. & S. F. et al. Petition (12th) 
of complainants for reopening and further consideration, dismissed. 

No. 28897, Proportional rates of freight forwarders. Respondents 
having cancelled matter under investigation, proceeding discontinued. 

1. & S. 5258, Morgain Forwarding Co., pickup and storage. Order 
of September 11, further modified to become effective December 20, on 
not less than one day’s notice, instead of November 20. 

Finance 14639, Application of A. T. & S. F. for authority to construe 
an extension of its line of railroad in Los Angeles County, Calif. Fo! 
lowing filing of briefs and usual proposed retort procedure, case shall 
be assigned for oral argument before, and final disposition made by, 
Commission. 

MC 101477, Sub. 2, Frank Gerweck, extension, wool. 
further hearing on December 14, at 9:30 o’clock a. m., Shirley-Savoy 
Hotel, Denver, Colo., before Joint Board 126. Recommended order of 
August 21, which became effective September 11, as order of Commis. 
sion, vacated. 
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PETITIONS FOR REHEARING, ETC. 

No. 28997, American Oak Leather Co. vs. L. & N. Complainant ask: 
for reopening, reconsideration and oral argument. 

No. 29179, Montana-Dakota Utilities Co. vs. A. T. & S. F. et al 
Defendants ask for postponement of hearing, and ask Commission to 
require complainants to make complaint more definite and certain. 

MC-F 2077, N B & C Motor Lines, Inc., lease, Hampton Roads Trans; 
portation Co. Applicants ask for continued authority to lease operating 
rights until December 31, 1945, or until six months after duration of 
present war. 

No. 29184, D. W. Davies vs. Railway Express Agency, Inc. Railway 
Express Agency, Inc., respondent, asks that complainant be required 
to make complaint more definite and certain; in alternative, complainant 
be ordered to give his oral deposition in amplification of his complaint; 
in further alternative, that a pre-hearing be had before an examiner 0 
December 4, rather than a final hearing in order to ascertain with 
reasonable certainty full nature and extent of claim. 

W-174 and W-177, Terrebonne Towing Co., Inc., applications for ex 
emption under sections 302(e) and 303(h) and for a permit under section 
309(f). Applicant asks for clarification or amendment of certificate granted 
in report of division 4, of February 23, 1943. 

MC-F 2600, Falwell Fast Freight, Inc., purchase, W. B. Draper an 
Evans Line, Inc. Brooks Transportation Co., Inc.,.asks for hearing. 


RICE FROM CALIFORNIA 


Petitions of the defendant railroads and the Rice Growers 
Association of California for reargument and reconsideratio 
of the Commission’s report and order on further hearing 1! 
No. 28572, Rickert Rice Mills, Inc., et al. vs. Abilene & Souther 
et al., have been denied by the Commission, by an: order 
that proceeding. 

In the report on further hearing, the Commission founé 
that the respondents’ rate of 74 cents, minimum 80,000 pounds 
on rough rice from California origins to mill points in Louisian4 
Arkansas and Texas and to Memphis, Tenn., was, and for the 
future would be, unreasonable to the extent it exceeded 0 
might exceed 60 cents, minimum 80,000 pounds (see Trafit 
World, July 22, p. 189). The railroads, in their petition fo 
reconsideration, averred that the 14-cent reduction thus tf 
quired was “unwarranted” (see Traffic World, Sept. 9, p. 632): 
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Proposed Reports 





in I. C. C. Cases 


Railroad, Water, and Motor Transport 


AllAmerican-NorthernTrailsMerger 


In MC F-2604, Charles F. Wren, et al.—Control; All Amer- 
ican Bus & Investment Co.—Control; All American Bus Lines, 
Inc.—Merger—Northern Trails, Inc., embracing also MC F-2605, 
Ali American Bus Lines, Inc.—Issuance of Stock, Examiner 
Frank A. Clifford has proposed that the Commission approve 
the merger into All American Bus Lines, Inc., Chicago, of the 
operating rights and property of Northern Trails, Inc., Chicago, 
and acquisition of such operating rights and property by Stella 
T., Gladys I., and Charles F. Wren, Jr., Charles F. Wren 
(estate), L. D. Jones, and O. F., Grace O., Grace K., Gail F., 
and Karin Jacobsen, through such merger. The examiner also 
recommended that authority be granted All American Bus 
Lines, Inc., to issue not exceeding 73,310 shares of no-par-value 
common stock, of total assigned value of $346,400. ‘ 

The examiner said that by a joint application authority 
was sought for merger of the Northern Trails rights and prop- 
erty into All American for ownership, management, and opera- 
tion, and acquisition of control of the rights and property by 
All American Bus & Investment Co., Chicago, and the individ- 
uals named. He said that, acting on a suggestion that consid- 
eration be given to a plan for physical unification of the prop- 
erties of All American and Northern, and in order to take 
advantage of present favorable tax considerations that would 
follow consummation of such plan during the current year, the 
instant applications had been filed, and that the merger plan 
embraced proposed liquidation and dissolution of All American 
Bus & Investment Co. 

He said the proposed merger would eliminate the expense 
incident to maintenance of separate corporate organizations, 
meet certain objections set forth in MC F-2226, Charles F. 
Wren, et al.—Control—All American Bus & Investment Co.— 
Control—All American Bus Lines, Inc.—Control—Northern 
Trails, Inc., with regard to continuance of the separate operat- 
ing corporations under common control, and, in general, was 
in accord with the policy expressed in numerous cases of fur- 
thering corporate and operating simplification in the public 
interest. He said the benefits resulting from common control 
of the carriers authorized in the aforementioned proceeding, 
principally through coordination of operations, could more ef- 
fectively be realized as a result of the merger. No employes 
would be adversely affected by the unification, he said. 


Coal Transshipment Rate 


Shipments of coal from northeastern Kentucky for inter- 
state movement by river beyond the Ashland-Ironton harbor 
area would be placed on a rate parity with shipments from 
mines in the Kanawha district to Huntington, W. Va., under 
the recommendations of Examiners C. K. Glover and John 
Davey in a proposed report in No. 29097, Semet-Solvay Co. 
vs. Chesapeake & Ohio Railway Co., embracing No. 29097, 
Sub. 1, Consolidation Coal Co. vs. Same. The examiners rec- 
ommended that the Commission find the assailed rate charged 
for the transportation of bituminous coal, in carloads, from 
origins in the northeastern Kentucky district (groups 4 and 5, 
Big Sandy-Elkhorn Field), to Clyffeside, Ky., not unreasonable, 
but that it was and for the future would be unduly prejudicial 
to the extent that it exceeded or might exceed the rates that 
were or might be concurrently maintained on coal from mines 
in the Kanawha district to Huntington, W. Va., for interstate 
movement by river beyond the Ashland-Ironton harbor area. 

The complainants sought a rate of 55 cents from all mines 
in the Kentucky district to Clyffeside on coal intended for 
movement interstate by river beyond that point, the same as 
the rate that now applied on coal moving from the Logan field 
in West Virginia to Huntington for transshipment by water 
beyond, the examiners said. This rate, they observed, applied 
from the Kanawha district, with some exceptions, to three pri- 
vately-owned tipples at Huntington for transshipment by the 
Ohio River to destinations beyond, and that there was a heavy 
movement under this rate. 

For rate-making purposes, they said, all of the mines on 
the C. & O. in the Kentucky district were grouped to take the 
Same rate to any given destination. The all-rail rates west- 
bound, they said, were generally the same from the Kentucky 
district as from the Kanawha district, and that there was a 
local rate of 87 cents from the Kentucky district to Catletts- 








burg, Clyffeside, and Ashland, and also from the Kanawha dis- 
trict to Huntington, Catlettsburg, Clyffeside, and Ashland. This 
rate, they added, was specifically restricted so as not to apply 
on transshipments of coal by water beyond the aforementioned 
rail terminals. On all-rail coal traffic to central territory, the 
examiners said, the two fields were on a rate parity, and that 
the complainants aimed to establish by the evidence that there 
was no sound reason for a disparity in rates on rail-and-river 
traffic from those fields. 


They said that the Solvay Co. was seeking publication of 
the transshipment rate from Clyffeside, where it maintained a 
private tipple, in order that it might operate its Henry Clay 
mine in Kentucky on a year-around basis instead of intermit- 
tently. The company would like to enter the commercial mar- 
kets for coal on the Ohio river, they said, and that it had mod- 
ern hoists on the river at Cincinnati along with yard facilities. 
They observed that its competitors at Cincinnati had both rail 
and water facilities. The Solvay Co. had no rail facilities there, 
they said, and that it could not profitably bring in coal by rail 
and water from the Kentucky district because under the pres- 
ent $1.27 rail rate that must be applied to Ashland (Clyffeside) 
on transshipments by water, it was unable to compete with 
operators having the transshipping rate of 55 cents to Hunting- 
ton. The examiners said that Consolidation had retailed at 
Cincinnati for over 40 years, but had withdrawn from that 
business in 1943. The company would re-enter the retailing 
business if a transportation rate could be obtained whereby it 
would be able to compete with ex-river coal from the Hunting- 
ton tipples, they said. 


Commenting on the position of intervening railroads in 
Central and Trunk-Line territory in opposition to any reduc- 
tion in rates, the examiners said: 


The Ohio River is fast become an important inland waterway and 
a prime factor in the movement not only of coal but other products 
from an area rich in natural resources. For that reason the intervening 
carriers never have been favorable to the establishment of lower trans- 
shipment rates. They voiced opposition to any change in the present 
rates on coal in this territory because in making readjustments such a 
coal rate structure might be established that would be less than a 
maximum reasonable basis and thereby undermine the entire coal rate 
structure in central freight association territory. Many years of effort 
have been required to build up this rate structure amidst the power 
and pressure of carrier and commercial competition. Bituminous coal 
has by far the largest tonnage of any commodity that moves by rail 
and likewise produces greater rail revenue than any other commodity. 
It is the main-stay of railroad revenue which those carriers are solicitous 
to protect. The Norfolk & Western in particular is opposed to a low 
transshipping rate to Clyffeside on water movements of coal to Ironton 
as it would likely break down their all-rail rate on coal of $1.24 to 
Ironton and would lower the rates to intermediate points as well. There 
is a possibility that such a rate situation would encourage the back-haul 
of coal by trucks from Ironton. This rail carrier has built up its 
present stability and efficiency around the coal traffic and it feels that 
if its services are not to be impaired the coal rate structure should not 
be allowed to deteriorate. 


The examiners said that, in support of the reasonableness 
of the present rates the defendant showed that the local rate 
of 87 cents to Ashland was published to meet the competition 
of water-carrier rates. They said that the 55-cent rate factor 
assailed had been reduced to that amount from 78 cents on 
October 21, 1938, by reason of active and compelling water 
competition, and after referring to compared rates, they ob- 
served that the defendant had emphasized that the transship- 
ping rate of 55 cents had never been applied for distances over 
100 miles to meet the competition of water rates. 


The examiners said the defendant had suggested that the 
primary purpose of the complaint of the Solvay Co. was to 
obtain a lower rate on coal to the Solvay plant at Ironton and 
that the post-war plans of both companies to retail coal at 
Cincinnati were merely tentative and secondary and incidental 
to the main objective. The movement of loaded barges from 
Clyffeside was with the current, down stream and obliquely to 
the opposite shore, said the examiners, requiring little, if any, 
tractive effort, and that all of the rail carriers urged that if a 
transshipping rate was prescribed to the river port it be con- 
ditioned on a substantial river haul under draft beyond, as 
distinguished from a mere flotation or ferry to the opposite 
shore of the river. They pointed out that Ironton and Ashland 
had been treated as one industrial community for transporta- 
tion considerations, and that the mere flotation of barges of 
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coal from Ashland across the Ohio to Ironton was not such a 
water movement beyond as would entitle an inbound move- 
ment of coal by rail to a special rate-factor. A different set of 
facts, they said, would prevail in connection with shipments of 
coal for Consolidation from Clyffeside to Cincinnati and points 
beyond, and that the same would be true of Solvay’s shipments 
to Cincinnati if they hired tractive power for use on the river. 

The record showed, said they, that competitors of Consoli- 
dation shipped coal under similar operating conditions to Hunt- 
ington under a 55-cent transshipping rate compared to the $1.27 
rate to Clyffeside. By reason of this advantage in rates, they 
said, these competitors might and did use the savings to pro- 
mote sales of their products and thereby enhance their favor- 
able position in the trade to the disadvantage of Consolidation. 
Such factual basis, they said, supported the conclusion, with 
respect to the section-3 allegation in the sub-titled complaint, 
that the 55-cent rate to Huntington was unduly prejudicial to 
Consolidation and its traffic and unduly preferential of their 
competitors and their traffic. 


Middle Atlantic Motor Rates 


In a proposed report in I. and S. M-2446, Delaware and 
Maryland to Trunk Line Territory—Increased Rates, Exam- 
iner L. J. Kassel has recommended that the Commission find 
that certain proposed reduced motor and water-motor common- 
carrier class rates between Baltimore and Pocomoke City, Md., 
be found just and reasonable. The examiner also recommended 
finding unjust and unreasonable -proposed changes, resulting 
generally in increases, in motor and water-motor common- 
carrier class rates between Baltimore and certain points in 
Virginia, and in the any-quantity commodity rates on fresh 
fruits and vegetables from certain points in Delaware and 
Maryland to Baltimore, and to Chester, Philadelphia, and Pitts- 
burgh, Pa., New York, N. Y., Washington, D. C., Wilmington, 
Del., and Norfolk, Va. He also recommended cancellation of 
the proposed schedules to the extent found unlawful. 


The examiner said that by schedules filed to become effec- 
tive July 15, the motor and water common carriers, parties to 
a tariff of the Middle Atlantic States Motor Carrier Confer- 
ence, Inc., proposed the aforementioned changes and also 
changes resulting generally in increases in any-quantity com- 
modity rates on fresh fruits to Norfolk. He said the rates 
applied from and to certain points taking the same rates, and 
that, on protest of the Price Administrator and the Director 
of Economic Stabilization, operation of the schedules had been 
suspended until February 15, 1945. . 


He said that two scales of class rates were maintained by 
the respondents; that the lower scale, increased by 3 per cent 
in March, 1942, applied on a limited number of articles, and 
that the higher scale, increased 6 per cent under the general 
increase of 1942, applied on almost all articles in the governing 
classification. He said both scales of class rates included the 
subsequent general increase of approximately 4 per cent, and 


= the proposed adjustment in the class rates embraced both 
scales. 


The examiner said: 


Between Baltimore and Pocomoke City the respondents’ rates are, 
for example, first class 99 cents, second class 84 cents, third class 69 
cents, fourth class 50 cents, and fifth class 35 cents; and between Balti- 
more and Chincoteague Island, Va., their class rates, in the same order, 
are 92, 78, 64, 46 and 32 cents. Although Pocomoke City is intermediate 
between Baltimore and Chincoteague Island, the present class rates from 
and to Pocomoke City are higher than those from and to Chincoteague 
Island. The respondents propose to reduce the class rates between 
Baltimore and Pocomoke City to the level of those between Baltimore 
and Chincoteague Island and thereby remove the described maladjust- 
ment in the rates. This adjustment in the class rates is just and 
reasonable. 


The examiner said the class rates maintained by the re- 
spondents between the points in Virginia and other points in 
Trunk Line Territory, except Baltimore, were generally on the 
basis of the all-rail class rates plus approximately 10 per cent, 
but that from and to Baltimore they were on a somewhat lower 
level to be more nearly competitive with the water-rail rates. 
He said their class rates, both present and proposed, were the 
same over all-motor and water-motor routes when the respond- 
ents performed pick-up and delivery services, but that some- 
what lower class rates were and would be maintained over the 
water-motor routes when pick-up or delivery was performed by 
shippers or consignees at the respondents’ Baltimore terminals. 

He said the principal reason advanced in justification of 
the proposed increased class rates was that the respondents no 
longer desired to maintain their class rates on a competitive 
level with the water-rail class rates between the same points. 
Instead, he said, they sought to establish rates between the 
points considered in this proceeding on the same bases as their 
present class rates between other points in Trunk Line terri- 
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tory, and that these were the all-rail rates plus 10 per cent. 
He also said: 






The circumstances under which the same all-rail rates were estab- 
lished from and to the points in Virginia do not exist in connection 
with the respondents’ operations, and there are no other circumstances 
disclosed by the record which would justify common rates, as here 
proposed, from and to the Virginia points. Although the distances 
between Baltimore and Oak Hall, depending on the respondents’ routes, 
are from approximately 23 to 30 per cent less than those from and to 
Kiptopeke, the proposed class rates are the same to and from these 
points. The proposed class rates from and to the points in Virginia 
do not properly reflect the substantial differences in the distances. They 
are maladjusted and unjust and unreasonable. 











The examiner said that under the suspended schedules the 
respondents’ present commodity rates on fresh fruits and vege- 
tables would be cancelled and the class rates would become 
applicable. He said the present rates had been established to 
be competitive with rates of motor carriers operating subject 
to exemptions provided in section 203 (b) (6) of the act, and 
that because such motor vehicle operation under the exemp- 
tions, since the present emergency, had practically ceased, the 
respondents desired to cancel the present rates. 

The examiner said: 












From Bellevue, Md., to Baltimore the present any-quantity rates 
of 35 cents on apples would be 65 cents on less than truckloads and 
32 cents, minimum 23,000 pounds; of 51 cents on strawberries would 
be 93 cents on less than truckloads and 90 cents, minimum 17,000 pounds; 
and of 32 cents on peaches would be 79 cents on less than truckloads 
and 51 cents, minimum 20,000 pounds, which represent increases of 
almost 150 and 60 per cent on less than truckloads and truckloads, 
respectively. It is to be noted from the foregoing comparisons and the 
others shown in appendix B (not here reproduced), that the proposed 
rates would result in increases in nearly all instances on less than 
truckloads, and increases and decreases on truckloads. 

In support of the proposed rates on fruits and vegetables the 
respondents showed that the present rates are maladjusted and that 
the competitive circumstances under which they were established have 
largely disappeared. The described evidence, however, does not estab- 
lish that the proposed rates are just and reasonable. When adjustments 
in rates are proposed which would result in increases of as much as 150 
per cent, as here, it must be shown that the proposed rates are just 
and reasonable before they may be approved. This burden has not been 
sustained. _ 


He concluded that the proposed rates on fruits and vege- 
tables were unjust and unreasonable. 


















City Transfer & Storage Purchase 


In MC F-2328, John E., and Dan W. Carroll—Control— 
City Transfer & Storage Co., embracing also MC F-2444, John 
E. Carroll—Control; Signal Trucking Service, Ltd.—Purchase 
—City Transfer & Storage Co., Examiner Frank A. Clifford has 
recommended denial of the application of Messrs. Carroll, 
brothers, of Los Angeles, Calif., for authority to acquire joint 
control of City Transfer & Storage Co., Long Beach, Calif,, 
through ownership of capital stock. The examiner also recom- 
mended approval of the purchase by Signal Trucking Service, 
Ltd., Los Angeles, of certain operating rights of City Transfer 
for $3,500, and acquisition of control of such rights by John E. 
Carroll through such purchase. 

The examiner said the Carroll brothers and Wallace L. 
Ware, formerly attorney for John E. Carroll and Signal Truck- 
ing, obtained the power to control City Transfer, and that the 
fact that 53 per cent of the stock was not held jointly by them 
did not alter the true nature of that transaction as a joint 
acquisition of control. He said that as John E. Carroll already 
controlled a carrier (Signal Trucking), the statute created a 
conclusive presumption, in view of his affiliation with his 
brother and Ware, that the transaction accomplished or effectu- 
ated control or management of City Transfer in a common 
interest with Signal. 

“Their acquisition of a majority of stock in City Transfer 
in September, 1941, without obtaining prior approval of this 
Commission, was in violation of section 5(4); and, in the 
examiner’s opinion, the circumstances surrounding such law 
violation, particularly bearing in mind that control authority 
was withheld by the Commission in No. MC F-1424, supra, are 
such as to convince him of the lack of good faith by those 
individuals requires denial of the proposed acquisiiton of con- 
trol by the Carrolls as contrary to the public interest,” said the 
examiner. ‘Procedure such as followed here does not permit 
proper consideration by this Commission of the issues involved 
under section 5, is unfair to other carriers and persons who 
endeavor to abide by the law and await such determination of 
those issues, and is definitely contrary to the public interest as 
it defeats the will of Congress as expressed in that section re- 
quiring such prior consideration and approval of transactions 
while their status is still ‘proposed.’ Hoover Truck Co.—Pur- 
chase—Johnson, 37 M. C. C. 507,510.” 

The examiner said Messrs. Carroll and Ware would be 
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expected promptly to divest themselves of their control or 
power to exercise control over City Transfer. 

With regard to the purchase by Signal Trucking of certain 
of City Transfer’s operating rights and acquisition of control 
of those rights by John E. Carroll, the examiner said the pur- 
chase would involve transportation of general commodities over 
irregular routes from Long Beach and Los Angeles Harbor to 
San Diego, and that City Transfer did not have sufficient or 
suitable equipment to perform such operations profitably, 
whereas Signal Trucking could render that service in conjunc- 
tion with its present intrastate operations from and to the 
indicated points. The purchase, he said, would be consistent 
with the public interest. 


SILVER LINE PURCHASE 

In MC F-2531, Sam Lieberman, et al.—Purchase—Silver 
Line, Inc., Examiner Fabian C. Cox has recommended that the 
Commission should deny the application of Sam Lieberman, 
Barnet Gidinansky, Isaac Schuller, Natalie F. Lieberman, Gol- 
die Bergrin, Dorothy Giddins, Yetta Gidinansky, and Libby 
Elin, a partnership, dba Silver Line Express Co., New York, 
N. Y., for authority to purchase the operating rights and prop- 
erty of Silver Line, Inc., New York, for $22,500. 

The examiner said that Barnet Gidinansky, Isaac Schuller, 
and Sam Lieberman, general partners, and the husbands of 
Dorothy Giddins, Yetta Gidinansky, Libby Elin, Goldie Bergrin, 
and Natalie F. Lieberman, limited partners, owned all out- 
standing capital stock of Interstate Dress Carriers, Inc., and 
that one general partner and two of the husbands of limited 
partners also owned all stock of Remsen Trucking Corporation, 
both motor carriers, of New York. He said irregular-route 
operations of Interstate and Remsen together, were greater in 
scope and, with certain exceptions, included all points served 
by Silver Line, Inc. He also said: 


The practice of creating interlocking interests in competing car- 
riers is contrary to the Commission’s policy of encouraging corporate 
simplification, creates conflicting interests and divided responsibilities, 
makes it difficult to determine who controls such carriers, and is not 
conducive to healthy competition and efficient and adequate service. 

By reason of affiliation of the individuals involved, it is evident 
that control and management of the partnership, Interstate and Remsen, 
would be in a common interest if the instant proposal were approved, 
and all three carriers would render substantially the same service largely 
in the same territory. No sufficient reason is of record for the creation 
of a new entity, the partnership, to take over vendor’s operations. 


CENTRAL OF GEORGIA REORGANIZATION 


In Finance No. 12950, Central of Georgia Railway Co. Re- 
organization, Examiner J. V. Walsh has proposed a plan of 
reorganization described as being much the same as the 
amended plan submitted by the debtor trustee, as modified at 
the hearing and on brief. The report said the principal change 
proposed was a reduction of new capitalization to about $68,- 
182,343. It said another proposed change was that holders of 
Chattanooga, Rome & Southern bonds should be offered new 
divisional mortgage bonds or an extension of the bonds now 
held. ; 

A summary of the report issued by the Commission said: 


Existing capitalization (including lessors’ stocks in the hands of the 
public) was $86,170,919 on December 31, 1943, including $574,978 of in- 
terest on debt owing to the affiliated companies unsecured or not fully 
secured as to principal. The debtor trustee’s plan calls for a new capi- 
talization of about $84,408,798 after application of the proceeds of subse- 
quent sale of pledged assets having a book value of $1,633,835. 

As does the debtor trustee’s plan, the plan recommended by the 
examiner makes provision for the retention of the steamship lines (not 
at present in operation) and for consolidation, merger or purchase of 
transportation properties of lessors in lieu of continued operation under 
leases. Two of the lessors have not indicated consent to the consolida- 
tion, and have asked that the existing leases be continued in effect after 
reorganization. The third has asked for a higher valuation of its 
properties. 

Details as to the proposed treatment of existing securities and 
claims are shown in the appendixes to the report. 


WATER CERTIFICATE CHANGE 


Developments since the issuance of the prior report in this 
proceeding, on October 19, 1942, had shown that the applicant 
who had been found entitled to operate as a common carrier by 
water did not have such a status in the company as would en- 
title him alone to the certificate, but that the certificate should 
be issued jointly to the applicant’s mother and to the applicant, 
in the capacity of managing owners of the company, Examiners 
G. H. Mattingly and C. B. Gray concluded in a proposed report 
in W-738, Wathen & Co. Contract Carrier Application. 

They recommended, on the record as supplemented and on 
reconsideration, that the finding in the prior report that Robert 
B. Wathen, of Baltimore, Md., doing business under the trade 
name and style of Wathen & Co., was entitled to a certificate 
authorizing certain transportation as a common carrier by non- 
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self-propelled vessels with the use of separate towing vessels. 
They proposed, further, that Lottie V. Wathen (John H. Skeen — 
and Harry E. Silverwood, Committee), doing business as 
Wathen & Co., and Robert B. Wathen, in the capacity of man- 
aging owners, be found entitled to continue such operations in 
the transportation of commodities generally between ports and 
points along the Atlantic coast, the Atlantic Intracoastal Water- 
way and inland tributary waterways, from Massachusetts to 
South Carolina, inclusive, but not including Hudson River points 
not within New York harbor and contiguous harbors. They said 
a revised certificate should be issued. 

The examiners noted that the original application was filed 
on behalf of Wathen & Co. by “Robt. B. Wathen, partner,” 
without information as to the identity of any other partner or 
partners. They said the Wathen & Co. business now consisted 
of operation of two tugs and 26 barges; that Robert B. Wathen, 
though last June he held a 48 per cent interest in the barges, 
while his mother, Lottie V. Wathen, owned 37 per cent, man- 
aged the business as a salaried employe, and that in 1943 he had 
stated that the Wathen & Co. business was the sole property of 
his mother. 


SERVICE CONTINUITY QUESTION 

In MC C-402, Anderson Motor Service Co., et al., vs. Wil- 
liam F. Leahey, Operating as Leahey Motor Service, joint 
board No. 135 has recommended that the Commission order 
the defendant, William F. Leahey, St. Louis, Mo., to restore 
reasonably continuous and adequate service to the public with- 
in 30 days after the effective date of its order, and that if the 
service is not restored within that period, it revoke his certifi- 
cate. 

The joint board said the complainants, motor common car- 
riers of general commodities operating, among other places, 
between St. Louis and Alton, Ill., alleged that the defendant, 
in violation of the terms of his certificate, discontinued and 
abandoned all operations and service thereunder, and that they 
asked that the Commission take steps toward revoking his 
certificate. 

Because of personnel losses, principally through the selec- 
tive service act, and ill health, the board said, the defendant 
found it necessary to give up his trucking operations. It said 
that the defendant entered: into a plan with Tom B. Smith, of 
St. Louis, an experienced trucker, for the latter to take over 
the business, and that this was done, but that Smith, finding 
the outstanding obligations he had assumed were more than 
he had anticipated, ran into financial difficulties and found it 
necessary to discontinue the business. It said that as a solu- 
tion of the problem, Leahey and Smith, with the approval of 
creditors, proposed that the operating rights be sold and trans- 
ferred to Aalco Express Co., Inc., of St. Louis. 

The board said Leahey’s certificate contained a condition 
that the holder should render reasonably continuous and ade- 
quate service and that failure to do so should constitute suffi- 
cient grounds for suspension, change, or revocation of the cer- 
tificate. It said that from the admitted fact that no operations 
had been conducted since October 15, 1943, it was evident that 
this condition had been “breached.” 


CHILDS TOWAGE OPERATIONS 


Reversal of the findings by division 4 in the prior report, 
decided August 24, 1943, that the applicant was entitled to 
continue operation by non-self-propelled vessels with the use 
of separate towing vessels in the transportation of commod- 
ities generally between ports and points on the Mississippi 
River from Minneapolis, Minn., to Memphis, Tenn., inclusive, 
the Ohio River and the Illinois Waterway was recommended 
in a proposed report by Examiners M. J. Walsh and Morris H. 
Konigsberg in W-125, George N. Childs, Kirkwood, Mo., Con- 
tract Carrier Application. 

The examiners said the proceeding had been reopened for 
reconsideration and hearing on petition of the Mississippi Val- 
ley Barge Line Co., American Barge Line Co. and Union Barge 
Line Corporation, and that several other barge lines entered 
appearances .at the hearing in opposition to the application. 
Evidence with respect to the applicant’s past operations, before 
and after the statutory date, was discussed at length in the 
proposed report. The examiners said that the services per- 
formed by the applicant in three years before January 1, 1940, 
and since that date did not warrant a finding that he was 
engaged in the transportation of commodities generally in 
interstate commerce aS a common carrier by water. 

“Those services, with few exceptions,” they said, ‘“con- 
sisted of the transportation of commodities such as sand, gravel, 
coal, scrap iron, crude oil, fuel oil, gasoline and floating equip- 
ment specifically exempted under the provisions of section 
303(b) of the act, or under orders promulgated under section 
303(e). Moreover, at the time of the hearing applicant had 
disposed of all equipment by which he could engage in trans- 
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portation as a common carrier by non-self-propelled vessels 
with the use of separate towing vessels. Since May, 1943, his 
services have been confined to the towing of petroleum prod- 
ucts and coal for certain shippers in their own barges, and to 
the towage of empty barges and certain floating equipment.” 


FORWARDER APPLICATION OF TRUCKER 


Observing that section 410(c) of the interstate commerce 
act provided that no forwarder permit should be issued to any 
common carrier subject to part I, II, or III of the act, the 
Commission’s Bureau of Water Carriers and Freight For- 
warders, in a proposed report in FF-160, Beverly Hills Trans- 
fer & Storage Co. Application, has recommended that the ap- 
plication be denied because, it said, the applicant was a com- 
mon carrier subject to part II of the act. It was not, there- 


fore, qualified to receive a freight forwarder permit, the bureau 
said. 


Proposed Reports 
Trisodium Phosphate 


MC C-396, S. Strunz & Son, Inc., vs. Hemingway Brothers 
Interstate Trucking Co., et al. By Examiner C. W. Bennett. 
Recommends finding unreasonable applicable joint rate of $1.18, 
charged by defendant motor common carriers on a truckload 
shipment of trisodium phosphate from Boston, Mass., to Pitts- 
burgh, Pa., to the extent that it exceeded the corresponding 
aggregate of intermediate rates, 80 cents. Also recommends 
dismissal of complaint. 

Mixing Rule 


No. 29111, Blaw-Knox Co., Power Piping Division, vs. 
Baltimore & Ohio. By Examiner Harold M. Brown. Recom- 
mends finding applicable rates charged on a mixed carload of 
pipe and fittings and used equipment from Pittsburgh, Pa., to 
Wilmington, Calif., and finding applicable rates not shown un- 
reasonable. Also recommends dismissal of complaint. Charges 
on 41,740 pounds of pipe fittings and used equipment at $2.08, 
published to apply on electrical appliances, machinery or ma- 
chines, or parts, minimum 40,000 pounds, 300 pounds of ladders 
at $4.03 1. c. 1., and 8,400 pounds of mechanics tools at $2.80 
l. c. 1, totaling $1,115.48 were applicable and reasonable, said 
the examiner. The rates were charged in accordance with the 
mixed carload provisions contained in item 795 of Kipp’s trans- 
continental westbound commodity tariff I. C. C. No. 1484, he 
= and that the original charges had been adjusted to this 
asis. 


Contractors’ Equipment 


No. 29110, Harrison Construction Co. vs. C. N. O. & T. Ry. 
Co., et al., embracing No. 29110, Sub. 1, Same vs. Baltimore & 
Ohio, et al., and No. 29110, Sub. 2, Same vs. Same. By Exam- 
iner R. L. Feuerstein. Recommends finding rate of 89 cents, 
charged on six carloads of used contractors’ equipment from 
Tyner, Tenn., to Scenery Hill, Pa., applicable and not unrea- 
sonable, and that complaint be dismissed in No. 29110. In No. 
29110, Sub. 1, the examiner recommended finding the applicable 
rate to be 158 cents, applying on automobile chassis, and dismissal 
of the complaint. He said the car was billed as “one contractor’s 
outfit,” consisting of one wheelbarrow and one concrete mixing 
and hauling truck; and one concrete mixing hauling truck with 
carburetors, magnetos, batteries, lights, generators, and two 
spare wheels with tires. Charges were collected on the car at 
the sixth-class rate of 74 cents applicable on contractors’ out- 
fits, and the second-class rate of 158 cents applicable on freight 
motor vehicles for the second concrete mixer and hauling truck 
included in the shipment. Complainant contended the entire 
shipment should have been charged at the rate of 74 cents ap- 
plying in “machinery and machines,” said the examiner. He 
said the concrete mixers were not freight motor vehicles, and 
the combination article could not be included as part of a con- 
tractor’s outfit in accordance with the applicable provision in 
the classification. He said the shipment, therefore, consisted of 
two automobile chassis with concrete mixers combined and one 
wheelbarrow, and should have been so described in the bill of 
lading, and that the shipment had been undercharged. In No. 
29110, Sub. 2, involving five cars, the examiner said that, while 
complainant conceded that the articles comprising the ship- 
ments were properly included in contractors’ outfits as described 
in the governing classification, it contended that this fact alone 
did not preclude the application of lower rates on the separate 
articles authorized by rule 10. He said there was nothing to 
warrant a conclusion that the articles contained in the ship- 
ments should be classified differently than used contractors’ 
outfits. 


Paperboard 
I. and S. M-2443, Paperboard—Victory Mills and Thomson, 


N. Y. to N. Y. and N. J. By Examiner C. Evans Brooks. Rec- 
ommended that proposed changed rates and charges on paper- 
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board, not corrugated, and paperboard and pulpboard boxes 
from Thomson and Victory Mills, N. Y., to New York, N. Y., 
be found not shown just and reasonable. Also recommended 
that order be entered requiring cancellation of proposed sched- 
ules and discontinuing proceeding, without prejudice to the 
filing of new schedules in conformity with views expressed. The 
report said that by schedules filed to become effective July 15, 
parties to certain tariffs of the Middle Atlantic States Motor 
Carrier Conference, Inc., had proposed to establish changed 
rates and minimum weights on paperboard, not corrugated, and 
paperboard or pulpboard boxes. knocked down flat or folded 
flat. from Thomson and Victory Mills. N. Y., to New York. 
N. Y., zones 1 and 2, 25 and 27 cents, respectively, and to 
cancel provisions permitting stop-offs in transit without charge 
on this traffic from the origins named to New York, zone 1. 
On protest of the United Paperboard Co. of New York, opera- 
tion of the proposed schedules was suspended until February 
15, 1945. The examiner recommended that the proposed charge 
of 8.5 cents a 100 pounds, minimum $5.30, for each stop be 
found not unjust or unreasonable; that the proposed minimum 
weight of 28,000 pounds, established because one of the par- 
ticipating carriers was unable to load more than 28,000 pounds 
of paperboard or boxes in its vehicles, be found just and rea- 
sonable; and that discontinuance of privilege of combining ship- 
ments of paperboard from Thomson and boxes from Victory 
Mills into truckload shipments, moving under the established 
through rate, had not been justified. 


Motor Proposed Reports 


(Recommended orders in proposed motor reports, at expiration 
2f 20 days from date of service of reports (unless otherwise stated), 
vecome effective unless exceptions have been filed within the 20-day 
period or exceptions have been seasonably filed by other parties, or 
the order has been stayed or postponed by the Commission. State 
in which applicant has home office is shown in “‘black face’? type. 
with name of town or city following.) 


lowa (Fort Dodge)—MC 52110, Sub. 28, Brady Transfer & 
Storage Co., extension. Certificate proposed. General commodi- 
ties, with exceptions, between Chicago, Ill., and Independence, 
Ia., over a described route, for operating convenience only and 
serving no intermediate points. 

Canada (Quebec)—MC 7257, Sub. 1, Provincial Transport 
Co., extension. Certificate proposed. Passengers and their bag- 
gage between the New York-Canadian international boundary, 
near Trout River, N. Y., and Malone, N. Y., over N. Y. highway 
10, serving the intermediate point of Constable, N. Y. 

Idaho (Idaho Falls)—-MC 105154, A. C. Nichols, common 
carrier. Certificate proposed. Passengers and their baggage, 
and express, newspapers and mail, in the same vehicle with 
passengers, between Idaho Falls and Salmon, Ida., over a speci- 
fied route, serving all intermediate points and the off-route 
point of Gilmore, Ida. 

New York (Brooklyn)—MC 95042, Sub. 3, Milton Godick, 
extension. Denial of permit proposed. New furniture, uncrated, 
from points in N. Y. and N. J. within 75 miles of New York, 
N. Y., to New York, N. Y., over irregular routes. 

New York (New York)—MC 27578, Sub. 1, Baldwin Trans- 
portation Corporation, extension. Certificate proposed. Paper 
and paper products, from New York, N. Y., to points in Essex, 
Passaic, Middlesex, Union, Hudson, and Bergen counties, N. J.; 
and cleaning compounds, from Jersey City, N. J., to points in 
Orange, Sullivan, and Rockland counties, N. Y., with the return 
of damaged or rejected shipments in both instances, over irreg- 
ular routes. 

Texas (Fort Worth)—MC 9259, Sub. 22, Bowen Motor 
Coaches, extension. Certificate proposed. Passengers and their 
baggage, and express, newspapers, and mail in the same vehicle 
with passengers, between Olney and Stamford, Tex., over a 
described route, serving the intermediate points of Padgett, 
Elbert, Throckmorton, and Haskell, Tex. 

Texas (Slaton)—-MC 104943, Arnold E. Alcorn, common 
carrier. Certificate proposed. Household goods between Sla- 
ton, Tex., on the one hand, and, on the other, points in New 
Mexico and Oklahoma. 

INinois (Maywood)—MC 52455, Sub. 11, Nowak Trucking 
Co., extension. (Corrected.) Permit proposed. Food business 
merchandise, from Barrington, Ill., to Akron, Cleveland, Colum- 
bus, Dayton, Toledo, and Youngstown, O., and Louisville, Ky., 
and from Louisville and from Ohio points within 25 miles of 
the six Ohio cities, points in Indiana within 25 miles of Fort 
Wayne, Indianapolis, Muncie, South Bend, and Terre Haute, 
and points in Michigan within 25 miles of Detroit, Flint, and 
Grand Rapids, to Barrington. 

New York (New York)—MC 29733, Sub. 1, Nicholas 
Ciroalo, contract carrier. Permit proposed. New and old rags 
between New York, N. Y., and Newark, N. J. 

IMinois (Centralia)—-MC 57771, Sub. 6, Charles Hinson, 
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extension. Denial of certificate proposed at applicant’s re- 
quest. Machinery, materials, supplies, and equipment for use 
in natural gas and petroleum production, and for construction 
and maintenance of gas and petroleum refineries, and heavy 
machinery or commodities requiring use of special equipment, 
between points in Ill., Ala., Ind., Ky., Miss., Mo., and Tenn. 

Colorado (Craig)—MC 58346, Sub. 1, Pete Juango, com- 
mon carrier. Certificate proposed. Agricultural commodities, 
livestock, farm supplies and equipment, and emigrant movables, 
between points in Moffat county, Colo., and that part of Routt 
county, Colo., on and west of a line running north and south 
through Mt.. Harris, Colo., on the one hand, and, on the other, 
points in Uinta county, Wyo., and Daggett county, Utah. 

California (San Francisco)—-MC 78786, Sub. 141, Pacific 
Motor Trucking Co., extension. Certificate proposed. General 
commodities between San Diego, National City, Chula Vista, 
Palm City, San Ysidro, Lemon Grove, La Mesa, Grossmont, 
and El Cajon, all in Calif., subject to the following conditions: 
(1) motor-carrier service to be auxiliary to or supplemental 
of San Diego & Arizona Eastern Railway Co. rail service; (2) 
shipments transportated by applicant by truck to receive im- 
mediately prior or subsequent movement by rail; (3) all con- 
tractual agreements between applicant and S. D. & A. E. to be 
reported to the Commission; and (4) such further specific con- 
ditions as the Commission, in the future, may find necessary 
to restrict applicant’s operation to service auxiliary to or sup- 
plemental rail service. 

Montana (Laurel)—-MC 88701, Sub. 2, Clay Greening, ex- 
tension. Denial of permit proposed at applicant’s request. 
Crude oil in bulk in tank trucks from oil fields in Park, Big 
Horn, Washakie, and Hot Springs counties, Wyo., to Warren, 
Mont., and points within five miles of Warren, at pipeline 
head. 

Tennessee (Maryville)—-MC 105213, L. B. Sutton, common 
carrier. Certificate proposed. Household goods between points 
in a described area of Tennessee, on the one hand, and, on the 
other, points in Ala.; Ga., Ky., N. C., S. C., Va., and W. Va. 

Iinois (Monmouth)—MC 105220, Joseph P. Yarrington, 
contrast carrier. Permit proposed. Merchandise, farm supplies, 
and equipment of wholesale and retail mercantile stores be- 
tween Monmouth, IIll., on the one hand, and Burlington, Mt. 
Pleasant, Fairfield, and Washington, Ia., on the other. 


Commission Water Action 


In W-587, Foss Launch & Tug Co., Temporary Authority 
Application—Tacoma, the Commission, division 4, has issued an 
amended order cancelling its order of April 15 which tem- 
porarily authorized Foss to perform freight-car ferry service, 
in interstate or foreign commerce, in the transportation of 
explosives and ammunition, by non-self-propelled vessels with 
the use of separate towing vessels, between Tacoma, Wash., on 
the one hand, and Keyport, Ostrich Bay, and Indian Island, 
Wash., on the other. The effect of the amended order, to re- 
main in force until December 31, is to grant the same author- 
ity, and to add authority to transport ammunition. It was ex- 
plained in the Commission’s Bureau of Water Carriers and 
Freight Forwarders that the authority as to ammunition was 
added, as a question had been raised as to whether or not the 
authority to transport explosives included the right to trans- 
port ammunition. 

In W-587, Foss Launch & Tug Co. Temporary Authority 
Application—Inert Commodities, the Commission, division 4, 
dismissed a Foss application for temporary authority to oper- 
ate as a common carrier in the performance of a freight-car 
ferry service, in interstate or foreign commerce, in the trans- 
portation of inert commodities, between Tacoma, Wash., on the 


one hand, and, on the other, Keyport, Ostrich Bay, and Indian 
Island, Wash. 


In W-587, Foss Launch & Tug Co. Temporary Authority 
Applications—Port Gamble and Port Townsend, the Commis- 
sion, by division 4, denied applications of Foss for temporary 
authority to operate as a common carrier, in interstate or for- 
eign commerce, in the performance of freight-car ferry service 
between Tacoma and Port Gamble, Wash., and the movement 
of empty freight cars over any available routes to or from all 
points at which it was authorized to perform fréight-car ferry 
service, and between Keyport, Ostrich Bay, and Indian Island, 
on the one hand, and Port Townsend, on the other. The order 
said Foss had failed to show that there was an immediate and 
urgent need for such freight-car ferry services by it. 

The Commission, division 4, by an order in W-360, W. R. 
Chamberlain, dba W. R. Chamberlin & Co., Temporary Au- 
thority Application—Benecia, has authorized the applicant, as 
managing owner, until December 31, to operate as a contract 
carrier by self-propelled vessels, in interstate or foreign com- 
merce, in the transportation of lumber and forest products, 
from Coos Bay, Ore., to Benecia, Calif. The order said the 
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applicant had shown that there was an immediate and urgent 
need for the service. 

By an order in W-909, Edward L. Weyhgandt Contract 
Carrier Application—Section 303(1), the Commission, division 
4, has dismissed an application of Edward L. Weyhgandt, of 
Bellevue, Ia., for a permit authorizing continuance of operation 
as a contract carrier. The order said that the applicant’s oper- 
ations consisted of the transportation of not more than three 
commodities in bulk and no commodities not in bulk in the 
same vessel or tow between points along the Mississippi River 
within 50 miles of Bellevue, and the ferrying of passengers 
across the Mississippi between Bellevue and the Savanna Ord- 
nance Depot, Proving Ground, Ill. Such transportation, the 
order said, was not subject to part III of the interstate com- 
merce act by reason of the exemptions provided in section 
303(b) and 303(g)(2), and that it had not been made subject 
to regulation by the order of the Commission, division 4, in Ex 
Parte 157, Application of Part III to Transp. of Small Craft, 
260 I. C. C. 155. 

In W-908, Rudolph Oil Co. Contract Carrier Application— 
Section 303(1), the Commission, division 4, has dismissed the 
application of Onis G. Rudolph and Ida Rudolph, dba Rudolph 
Oil Co., of Bonnville, Ind., for a permit authorizing continuance 
of operation as a contract carrier. The order said that the 
applicants were engaged solely in the operation of a towing 
vessel of not more than 100 indicated horsepower; that they 
were not engaged in transportation as a part of a through 
movement under common control, management, or arrangement 
with common carriers subject to part I, II, or III of the act; 
that the towage performed by them was exempt under the 
provisions of section 303(g)(2) of the act, and that it had not 
been made subject to regulation by the order of the Commis- 
sion, division 4. in Ex Parte 157. 

The Commission, division 4, by an order in W-609, Sea- 
board-Great Lakes Corporation Temporary Authority Applica- 
tion, has dismissed the application in that proceeding for tem- 
porary authority to operate as a common carrier in the trans- 
portation of scrap iron from New York Harbor, N. Y., to Buf- 
falo, N. Y., and of pig iron from Buffalo to New York Harbor 
and Bridgeport, Conn. The order said that no immediate and 
urgent need for such service had been shown, and that the 
applicant had requested permission to withdraw the application. 

Saying it had been shown that there was an immediate 
and urgent need for the transportation of ammunition in addi- 
tion to explosives, and that there was no other carrier service 
capable of meeting the need, the Commission, division 4, by an 
amended order in W-580, Drummond Lighterage Co. Temporary 
Authority Application—Tacoma, has cancelled its order of April 
15 in that proceeding. In effect, the amended order grants 
authority to transport explosives and ammunition, until De- 
cember 31, in the performance of a freight-car ferry service, 
in interstate or foreign commerce, by non-self-propelled vessels 
with the use of separate towing vessels, between Tacoma, Wash., 
and Indian Island, Wash. The order of April 15 had granted 
authority to transport explosives only. 

The Commission, division 4, took similar action in W-361, 
Puget Sound Navigation Co. Temporary Authority Application 
—Tacoma, cancelling its order of April 15 in that proceeding 
by an amended order, and granting Puget Sound, dba as Black 
Ball Line, authority to operate as a common carrier in the | 
performance of a freight-car ferry service, in interstate or for- 
eign commerce, in the transportation of explosives and am- 
munition, by non-self-propelled vessels with the use of separate 
towing vessels, between Tacoma, Wash., on the one hand, and 
on the other, Bremerton (including the Puget Sound Navy 
Yard), Ostrich Bay, and Keyport, Wash. The authority is to 
continue in effect until December 31. 


CONTRACT CARRIER LIMITATION 


The Regular Common Carrier Conference of the American 
Trucking Associations, Inc., has filed a reply to the petition of 
the applicant for modification of the permit in MC 48268, Sub. 
3, C. B. Fischbach, dba Fischbach Trucking Co., Extension. 
The conference said that its members were fearful of the effect 
of granting a petition by which the “Keystone” limitation in the 
involved permit, limiting the applicant’s services to persons 
operating rubber manufacturing plants, the business of which . 
is the manufacture and distribution of rubber and rubber prod- 
ucts, and to persons operating retail chain department stores, 
the business of which is the distribution and sale of genera 
merchandise. : 

The conference said that one rubber manufacturer made 
over 32,000 articles, and that, in addition to those articles, it 
was well known that the retail outlets owned or operated by 
large rubber manufacturers dealt in thousands of articles not 
manufactured by them. This swelled greatly the 32,000 items, 
it said, as did another additional list including equipment, ma- 
terials and supplies. It said that, although having established 
consistency with the act as to shipments for rubber manufac- 
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turers and for Sears Roebuck & Co., neither the applicant nor 
the shippers had made any definite statement as to the names 
of the articles to be transported, other than the generic de- 
scription. It said it was obvious that the list was so extensive 
that “even the applicant is not in a position to inform the Com- 
mission what articles it desires to transport within that terri- 
tory for all shippers.” 

It asked if the “Keystone” limitation was to be discarded 
whenever a contract carrier decided to expand its operation, 
and said it was its understanding that the limitation had been 
developed in order to assure that contract carriers would re- 
main within the sphere of contract carriage, and not be per- 
mitted to branch into the common carrier field. It asked that 
the petition be denied. 


Protection Against Cold 


No matter how the question was approached, the evidence 
was uncontroverted that the situation as to protection of perish- 
able shipments against cold should be left alone in the east, said 
the railroads of official territory in a brief filed on their behalf 
setting forth exceptions to the proposed report by Examiner 
F. L. Sharp on further hearing in No. 20796, Charges for Pro- 
tective Service to Perishable Freight—Protective Service Against 
Cold (see Traffic World, Aug. 5, p. 307). 

The examiner, in his report, made recommendations as to 
costs and maximum reasonable charges under various rules of 
the applicable tariff, proposed that the Commission find unjust 
and unreasonable the failure of eastern carriers to provide pro- 
tective service within the territory served by them, and recom- 
mended that the demands of Pacific-northwest apple and pear 
shippers for carriers’ protective service based on temperature 
within the car be found reasonable. 


“The basic controversy,” the eastern railroads said, “is not 
whether the eastern carriers will afford heaters and service 
necessary for the protection against cold in eastern territory. 
That is a shippers’ duty but for the past decade the carriers 
have assisted the shippers in the performance of their duty by 
making available heaters, fuel and service on an economic basis 
operated in accordance with the shippers’ wishes. This service 
is now available although many shippers choose to rely on the 
protection of refrigerator cars alone and take a chance rather 
than pay the moderate heater charge of $1.50 per heater day. 
The controversy therefore resolves into whether the Commis- 
sion, even assuming that Congress had the power and had given 
the power to the Commission, should upon the evidence pre- 
sented in this proceeding demand that carriers enter into the 
‘insurance business’ and underwrite perishables against their 
inherent susceptibility to the elements, decay or deterioration 
in transit... .” 


In providing, without being required to do so, an “adequate” 
protective service against cold, the eastern railroads said, they 
had complied with the dicta of the Commission in Perishable 
Freight Investigation, 56 I. C. C. 449, and the examiner had 
erred in not finding this new service adequate. They asked that 
the proposed report be entirely rewritten, “either (1) eliminat- 
ing the subject as not being within the issue of the proceeding 
which dealt with charges, (2) dismissing it as not being within 
the jurisdiction of the Commission, or (3) in accordance with 
the evidence finding that the present practices are adequate and 
reasonable and that Carriers’ Protective Service in the east will 
be wasteful, unwarranted and undesirable and that there 
already exists an economical service which is seldom availed of.” 
They requested oral argument. 

In another exceptions brief, Fruit Dispatch Co. and Stand- 
ard Fruit & Steamship Co. contended that no charge exceeding 
$1.50 a heater for each 24 hours or fraction thereof was, or 
would be, warranted for heater protective service furnished 
under rule 516 of the Perishable Protective Tariff, and they 
asked the Commission to make such a finding. They excepted 
to the cost figures on which the examiner conculded that a 
charge of not exceeding $2 a heater for each 24 hours or frac- 
tion thereof for service rendered under rule 516 would be 
reasonable. 


Respondents’ Brief 


The respondents in No. 20796 (all the railroads and the 
refrigerator car companies), joining in one exceptions brief, said 
that “the offer to furnish heaters if or when available is not 
unlawful nor does it constitute undue preference or prejudice.” 
They said they had been experimenting for a number of years 
in the interest of developing improved service for the protection 
of apples and pears from Oregon and Washington, that progress 
had been made in such development, but that they believed they 
should be allowed to proceed with that program in their own 
way and not be told by the Commission that they must furnish 
protection against cold in any specific manner. They averred 
that, in the ascertainment of costs there should be no deduction 
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whatever for inspection ventilation expenses or administrative 
ventilation expenses. Dealing with the examiner’s proposal that 
rules and regulations governing any special preparation of cars 
by papering or preheating that the carriers might hold them- 
selves out to perform should state the precise service offered 
and the charges therefor, the respondents made the following 
contention, among others: 


The establishment of a separate charge for papering and/or pre- 
heating which would be furnished only upon the instructions and at the 
option of the shipper would have the effect of disturbing compulsory 
service on potatoes inasmuch as compulsory service is a complete car- 
rier’s service, including papering and preheating, and if these latter 
services were only to be furnished upon the instructions of the shipper 
and at a separate charge then the result would be that the basis for 
compulsory service which the shippers themselves want, that is, a uni- 
form service and charge for all shipments moving under compulsory 
service, would be destroyed or else (which is more probable) the car- 
riers for their own protection would finally be required to furnish paper- 
ing and preheating as part of their compulsory service without making 
any charge. . . . Under no circumstances do the carriers desire a 
separate charge published for papering and preheating cars. 


The Gulf & Ship Island, the Gulf, Mobile & Ohio, the Illi- 
nois Central, the Missouri-Kansas-Texas, the trustee of the Mis- 
souri Pacific, the trustees of the St. Louis-San Francisco, the 
Texas & Pacific and the Yazoo & Mississippi Valley, joining in 
an exceptions brief, contended that any decision the Commission 
might render in this proceeding should recognize that “the car- 
riers perform less service and at a lower cost under rule 516 
than under rule 514.” They said the charge for service under 
rule 516 should be prescribed or approved as a maximum rea- 
sonable charge and not as a minimum or fixed charge. They said 
the end of the war was certain to mean to the railroads more 
severe truck competition than they had ever before experienced, 
and that the Commission should not fetter the railroads by im- 
posing any minimum or fixed charge for providing heater service 
under rule 516 “for the transportation of such an important item 
of traffic as bananas.” 


The North Dakota Potato Growers and Shippers Traffic 
Association and the Public Service Commission of North Dakota 
excepted to, among other things, the “lack of definite time lim- 
itations for the establishment of the various services and charges 
recommended by the examiner. They said that, ‘‘in view of the 
soundness of inside temperature control,” the Commission should 
recommend its establishment for the movement of potatoes also, 


as well as for apples and pears shipped from the Pacific north- 
west. 


Magnesium Metal Rate Protest 


The Aeronautical Chamber of Commerce of America, Wash- 
ington, D. C., has asked the Commission to suspend a note 
published in connection with a new item in Supplement No. 13 
to Agent Jackson’s National Motor Freight Classification No. 7, 
MF-I. C. C. No. 14 (item 13, including item 12), relating to 
magnesium metal or magnesium metal alloys, effective Novem- 
ber 16. 

It said the new item would increase the ratings to double 
first class, that is, 100 per cent, on those articles which, because 
of the note, no longer would be accorded the rate provided 
on castings and forgings. It also said the new item would 
establish a rating that wholly ignored transportation character- 
istics. 

“For example, if a casting is shipped and after arrival at 
destination the casting is machined, the initial movement, under 
the note, will be accorded first class rating,” said the protest. 
“Tf the same casting is shipped in the same state as in the 
example just given, but the casting is used at destination in the 
rough state without further work done thereon, double first 
class is assessed, although the transportation characteristics 
in the two examples are identical.” 

The protest quoted the Commission as saying in 52 I. C. C. 
598, In the Matter of Rates on and Classification of Lumber 
and Lumber Products, pp. 604-605: 


The stage of manufacture of an article, which is in effect the de- 
terminative factor which they employ, is only valuable as a guide in 
classification in so far as it indicates the transportation characteristics 
of the article concerned, such as its loading qualities, value, and risk 
in transportation. 


The protest further said that the practice of making rates 
in the manner followed in the instant case would permit car- 
riers to enter consignees’ plants and examine shipments of 
these castings or forgings to determine their treatment after 
arrival at destination, in order to ascertain the rate lawfully 
applicable. 


“We submit, rates made in this fashion were never con- 
templated under the interstate commerce act,” said the protest. 
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November 18, 1944 


Feeding Grains in W. T. L. 


By an order in No. 17000, Rate Structure Investigation, 
Part 7—Grain and Grain Products Within the Western District 
and for Export, the Commission has vacated and set aside all 
outstanding findings and order in that proceeding “to the extent 
that they require, or have been interpreted as requiring, a 
—— in rates on coarse grains (corn, oats, barley, etc.) and 
wheat.” 

The Commission said, in the order, that it was taking this 
action on further consideration of the record in this proceeding 
and on consideration of returns to its rule to show cause why 
the findings in No. 17000, Part 7, requiring a parity of rates 
on wheat and coarse grains should not be permanently vacated. 

The rule to show cause had been issued in the Commission’s 
report in I. and S. 5236, Feeding Grains in Western Trunk Line 
Territory, 258 I. C. C. 337, (see Traffic World, April 22, p. 1100), 
and May 15 had been set as the “deadline” for returns to the 
“show-cause” rule. The Board of Trade of Kansas City, Mo., 
in its return, asked the Commission to vacate the findings in 
No. 17000, Part 7, to the extent that they required, or had 
been interpreted to require, a parity of rates on wheat and 
<r in the western district (see Traffic World, May 20, 
p. i 

In its report in I..and S. No. 5236, dealing with a proposal 
of western railroads to re-establish so-called “normal” rates 
on coarse grains between designated areas in the western dis- 
trict east of the Rocky Mountains and north of Oklahoma and 
Arkansas, so as to conform with the “parity” provision of the 
Commission’s order in Grain and Grain Products, 243 I. C. C. 
83, after further extension of lower “temporary emergency 
rates” on coarse grains between the considered areas had been 
denied by the Commission, the Commission concluded that “in 
the peculiar circumstances here presented, the suspended sched- 
ules would result in unjust and unreasonable rates.” 

The Commission said, in its report in I. and S. 5236, that 
the record left no doubt that the “normal” or suspended rates 
were, in most instances, too high to move whole grains “against 


the present severe truck competition.” It continued, in part, 
as follows: 


The carriers should canvass the situation thoroughly and in cooper- 
ation with their shippers endeavor to work out a modified permanent 
adjustment which will fit the needs of the traffic and eliminate the 
discrepancies pointed out herein. 

In order to facilitate this consideration on the part of the carriers 
in conference with shippers, we are suspending until January 1, 1945, 
our findings in Grain and Grain Products . . . requiring maintenance of 
a parity in rates on coarse grains and wheat within the territory em- 
braced in I. and S. No. 5236. . .-. We are also issuing an order in 
Grain and Grain Products . . . requiring the parties to show cause, if 
any they have... why the parity provision referred to should not be 
permanently vacated and set aside throughout the western district. 
Respondents herein will be expected to continue the present reduced 
emergency rates until January 1, 1945, unless in the meantime they are 
prepared to submit a modified permanent adjustment which will be con- 
sistent with the views herein. . 


Water Carriage for Trucks 


H. E. Savage, Jr.,.a motor carrier and one of two persons 
who have filed applications with the Commission for authority 
to transport, by water, loaded equipment ‘of for-hire motor 
carriers of property, has filed a brief in W-911, H. E. Savage, 
Jr., Water Carrier Application. He proposes extensive service 
between east coast points. Although arguing the matter of 
exemption at some length, Mr. Savage said he conceded that 
many benefits would flow from regulation as a common carrier 
by water. He contended that there would be no adverse effect 
on any transportation service, that the proposed service would 
merely provide a better and more economical ferry service than 
that already being used by motor carriers, that the service 
would reach existing on-line points and would not extend the 
operating rights of any carrier, and that the service was de- 
sired by the industry and would benefit it, among other things. 

He said he proposed to conduct transportation by water, 
by self-propelled barges, ferries or ships, for the sole purpose 
of transporting the loaded equipment of for-hire motor carriers 
of property, subject to part II of the interstate commerce act. 
He would have no contacts with shippers, he said,‘and that the 
for-hire carriers-of property as contemplated by him were com- 
mon carriers, contract carriers, and carriers exempt from cer- 
tain regulations by reason of section 203(b) of the act. He said 
that the service as proposed was not now being performed un- 
der the Commission’s authority at any point in the United 
States and that it was, therefore, a new proposal and type of 
service in many respects. He said that, to some extent the 
proposed service partook of transportation of loaded trailers 
on ferries, of loaded trailers on flat cars; of railroad cars via 
car ferries; and of railroad traffic via truck. The scope of the 
application he summarized as follows: 
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Between Norfolk and Baltimore, with no intermediate ports included; 
between Norfolk and Wilmington (inside route), including intermediate 
port of Baltimore; between Norfolk and Wilmington (outside route), 
with no intermediate ports included; between Norfolk and Philadelphia 
(inside route via Chesapeake and Delaware Canal), including inter- 
mediate ports of Baltimore and Wilmington; between Norfolk and Phila- 
delphia (outside route), including intermediate port of Wilmington; 
between Norfolk and New York (inside route), including intermediate 
ports of Baltimore, Wilmington and Philadelphia; between Norfolk and 
New York (outside route), with service to the off-route intermediate 
ports of Wilmington and Philadelphia permitted; between New York 
and Providence, with no intermediate ports included; between New York 
and Boston, including intermediate port of Providence; between Norfolk 
and Providence, including as intermediate ports all other ports afore- 


mentioned; between Norfolk and Boston, including as intermediate all 
other ports aforementioned. 


It was explained that operations north and south of New 
York would be conducted by interchange at New York, but 
the applicant said that the right to send the same ship through 
for operating convenience in the case of full loads should not 
be restricted. No service, he said, was to be authorized from 
and to Providence and Boston; Philadelphia and Wilmington; 
New York and Philadelphia; Wilmington and Philadelphia, but 
that service was to be authorized from and to all other points 
named. Providence, he said, would be an intermediate point 
between New York and Boston, and that Wilmington would be 
an intermediate point between Norfolk and Philadelphia. He 
said that the service between Norfolk and Baltimore did not 
include any intermediate ports and would not involve service 
on any tributary of the bay or the Potomac or James rivers, 
and that the service between New York and Providence would 
not include any intermediate ports. 

Mr. Savage said he had asked for a permit as a contract 
carrier, but had asked, in the alternative, for a certificate as 
a common carrier if the Commission should conclude that any 
authority was required and that the proposed operations were 
common carriage. He said he had stipulated that he was will- 
ing to have the same limitation imposed in a certificate that 
could otherwise be applicable under a permit, in order that the 
operations might be confined to the type of service contem- 
plated and to meet the views of motor carriers who had sup- 
ported the application. 


He listed five motor carriers who had supported the appli- 
cation. Opposing the application, he listed Southern Railway 
Co.; Seaboard Air Line; Norfolk Southern; and rail carriers 
in Official Territory, although he said that none of the rail 
carriers had offered any testimony. Also included in his list 
of protestants were: National Water Carriers’ Association; 
Southern Transportation Co.; Norfolk-Baltimore & Carolina 


— Eastern Steamship Lines; and Baltimore Steam Packet 
0. 


Frisco Motor Complaint 


Three of the complainants in MC C-293, Campbell Sixty- 
Six Express, Inc., et al., vs. Frisco Transportation Co., et al., 
have filed with the Commission a reply to the defendants’ peti- 
tion for reconsideration of the order of the Commission ruling 
that Frisco, wholly owned motor carrier subsidiary of the 
St. Louis-San Francisco Railway Co., had conducted unauthor- 
ized direct motor common carrier service. (See Traffic World, 
August 26, p. 489, and September 30, p. 833.) The reply was 
filed on behalf of Gordons Transports, Inc., Gordon-Interstate, 
Inc., and Highway Express, Inc. 

In their reply the complainants said the complaint in this 
proceeding was filed because they saw that the operations 


‘conducted by Frisco Transportation Co. were “incompatible 


with the idea that such services must remain auxiliary to, or 
supplemental of, the rail-line service.” 

“The fact that the Frisco Transportation Co. now finds 
itself in a position where it will be damaged by reason of the 
enforcement of the law, is no reason why that law should be 
longer ignored,” said the complainants. “The plea of the 
Frisco Transportation Co. that it has made a tremendous in- 
vestment in motor-carrier service should be ignored, when the 
orders themselves explicitly state that approval was granted 
upon the basis of a rail-truck coordinated service, and there 
the order, itself, contains provisions to the effect that the aux- 
iliary and supplemental type of service must be assured.” 

The complainants asked that Frisco’s petition be denied 
and that division 5 institute the investigation proposed in its 
report to the end that Frisco be required to make its service 
auxiliary to and supplemental of the rail line service of the 
Frisco railroad. 

They said that the finance cases, out of which the instant 
complaint arose, were the purchases by the Frisco Transporta- 
tion Co. of the operating rights of “Cooper, Hamm, Rose, 
Parker, Tolson, Reddish, Blake, Ozark, and Bennett.” They 
said that in each case Frisco presented to the Commission a 
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proposal to operate a truck-rail coordinated service “which 
was there said to be auxiliary or supplemental to the trans- 
portation company’s parent rail company, the St. Louis-San 
Francisco Railroad.” They said that in the Rose, Cooper, Hamm, 
Parker, Tolson, Blake, and Reddish purchase cases the railroad 
provided a rail-truck coordinated service, and that in each 
instance the Commission found that such a service was one that 
could be approved under the provisions of section 5 of the 
interstate commerce act, and one that would enable the railroad 
to use the truck service to public advantage in the rail-line 
operation. In each instance, they said, the Commission stated 
that the matter was held for such further and other orders as 
would insure that the truck operation would be auxiliary and 
supplemental to the railroad service. They said further: 


In one of the first railroad subsidiary acquisition cases, that of 
Pennsylvania Truck Lines, Inc.—Purchase—Barker Motor Freight Lines, 
5 M. C. C., 49 the Commission, as a whole, pointed out in words of one 
syllable that coordinated rail-truck service, wherein the truck service 
was auxiliary or supplemental to the rail service, was the only type of 
truck service which a railroad or a rail-controlled subsidiary would be 
permitted to engage in. In that same well-considered case, the Com- 
mission said that direct all-out truck service, competitive to established 
motor carriers, or competitive to the rail line itself, were operations 
which could not be approved. 

The Frisco Transportation Co. here proclaims loudly that the Com- 
mission permitted it to make its various investments, and, now, through 
this order, would destroy those very investments. 

Certainly, the Frisco Transportation Co. and its large legal staff 
were well aware of the Commission’s decision in the Pennsylvania Truck 
Line case, and, certainly, they were aware of the quoted portions of 
the various orders which are set out above. 

It may well be that the provisions in the order were entirely dis- 
regarded by the Frisco Transportation Co., and it is apparent from 
this record, here, that they never intended to use the purchased opera- 
tions in a rail-truck coordinated service, but, rather, intended to use 
those operations in direct competition,, in all-out truck service, to the 
services performed by the existing motor carriers and the rail lines, 
including its parent, who maintained operations between the various 
points involved in these cases. 


It cannot be said that the Frisco Transportation Co. did not com- 
plete their purchase, with their eyes open, and with the sure knowledge 
that such operations as they conducted would have to be auxiliary to 
and supplemental of the rail service of the St. Louis-San Francisco 
Railroad, and not in direct competition with existing motor carriers and 
existing rail lines. 





Truck Rate on Armor for Planes 


Conflicting views of the Glenn L. Martin Co., of Baltimore, 
Md., and the American Trucking Associations, Inc., as to what 
should be the proper rating in the National Motor Freight 
Classification on steel armour plate in various forms and shapes, 
designed for installation on bomber planes before they go into 
combat, have been expressed in briefs filed with the Commis- 
sion in MC C-409, The Glenn L. Martin Co. vs. W. T. Cowan, 
Inc., in which the A. T. A. is an intervener. Joining with the 
A. T. A. in its brief were the defendant and the Branch Motor 
Express Co., intervener. ; i ; ; : 

The Martin company, in its brief, assailed classification 
procedure that it said was employed by the National Classi- 
fication Board of the A. T. A. 


The movement subjected to complaint was from the Breeze 
Corporation at Newark, N. J., to the complainant’s plant at 
Baltimore, on the line of the defendant motor carrier, W. T. 
Cowan, Inc., according to the Martin company’s brief. It said 
the shipments involved had been billed by consignors as armor 
plate and that charges had been collected on the basis of 
fourth class applicable to armor plate, but that the consignee 
(the Martin company) had recognized that the shipments had 
been processed to a point-beyond that which would entitle them 
to the rating applicable to armor plate and had sought to 
make payments on the basis of third class applicable to “hard- 
ware, N. O. L., iron or steel,” set forth in item 11, page 152 of 
the current classification. It said that the carrier refused to 
accept this basis, and that, “inspired by the National Classifi- 
cation Board, a subsidiary of the American Trucking Associa- 
tions . . . defendant has continuously presented balance due 
bills on the fantastic basis of 1% times first class, all of which 
have been declined by complainant.’”’ The defendant and the 
A. T. A., is said, contended that the applicable rating was that 
applicable to “airplane parts, N. O. I., other than cloth and 
metal or wood combined,” set forth in item’3, page 9 of the 
National Motor Freight Classification. 


It was impossible to distinguish the considered plates from 
hardware; none of them became a part of an airplane until they 
were installed (a rubber pneumatic tire was not an airplane 
part when it was shipped), and the armor plate could be re- 
moved from the plane without affecting its flying qualities, the 
Martin company declared. It cited a statement by the Commis- 
sion in Whitehead Brothers Co. vs. New York, New Haven & 
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Hartford et al., 206 I. C. C. 495, that “the character of the 
article shipped, not the use to which it is put, determines the 
rate applicable.” If the A. T. A. succeeded in having 1% times 
first class determined by the Commission as the lawful classi- 
fication on the plates here involved, it said, it would involve 
increased charges ranging from 114 to 200 per cent over the 
present charges—70 and 50 per cent of first class. 

“Not only will the charges between Newark and Baltimore 
be increased,” said the Martin company, “but also the charges 
to all aircraft companies in the United States, which today 
are manufacturing planes for use on the fighting fronts.” 

The Martin company referred to attempts by the National 
Classification Board to obtain information about internal com- 
bustion engines as an “inquisition.” 

“There was a time in this country when common carriers 
could and did get away with just such threats (of drastic 
increases, unless requested information was furnished),” said 
the Martin company. “In that era, when rates were requested, 
it was not unusual to require shippers to disclose their profits 
on the contemplated transaction; the carrier would then make 
a rate in a manner to absorb most of the profit. Thank God, 
those days have passed... .” 

It asked the Commission to find that the shipments in- 
volved in these proceedings should be rated as “hardware, 
N. O. I., iron or steel,” and that, in the event the Commission 
found that the applicable rating was that on “airplane parts, 
N. O. I., other than cloth and metal or wood combined,” the 
current rating should be found unjust and unreasonable in 
violation of section 216(d) of the interstate commerce act. 


Defendant and Interveners’ Brief 


W. T. Cowan, Inc., defendant, and Branch Motor Express 
Co., and American Trucking Associations, Inc., interveners, 
contended that the burden of proof was on the complainant. 
They said no evidence had been presented by the complainant 
with respect to rates and that such evidence as it had presented 
concerned the provisions of the governing classification. This, 
they said, proved nothing as to rates, and did not afford any 
basis on which the Commission could find the rates involved 
to be unlawful. Therefore, they said, the proceeding was 
confined strictly to the matter of classification. 

The problem of determining the applicability of the two 
contested classification items, they said, was a simple ques- 
tion of fact: Is it more specifically embraced in the term 
“airplane parts” than in the term “hardware”? The testi- 
mony of a complainant’s witness to the effect that the articles 
in question were manufactured according to blueprint specifica- 
tions of the complainant would seem to settle the point, they 
said, particularly in the light of the Commission’s findings in 
Owensboro Forging Co. vs. L. & N. R. Co. et al., 194 1. CC. 
945, and Bundy Tubing Co. vs. Michigan Central Railroad Co. 
et al., 169 I. C. C. 569. Those cases, quoted in the brief, dealt 
with products designed and manufactured for a specific use, 


the Commission finding this an important factor in determining 
what the article was. 


The brief said it was significant that the complainant’s 
witness had “passed an unqualified opinion that the articles 
could be used for other purposes, but answered evasively in 
the negative when asked whether or not they actually are so 
used.” It said also that markings on the packages showing that 
special attention to prevent delay in transit was required, 
warranted the application of higher ratings than those accorded 
ordinary freight not requiring such undue care. 





I. C. C. ACCIDENT REPORT 


A head-end collision between two freight trains on the 
Northern Pacific Railway on September 20 near Little Rock, 
Wash., which resulted in the death of two employes and the 
injury of seven employes, was caused by overlapping of author- 
ity of two opposing extra trains, said the Commission in a 
report on the accident written by Chairman Patterson, investi- 
gation No. 2831. The Commission recommended that the com- 
pany establish an adequate block system on the line on which 
the accident occurred. It said that if an adequate block sys- 
tem had been in use the opposing trains would not have been 
permitted to occupy the same block simultaneously and the 
accident would not have occurred. It said no provision had 
been made to establish a meeting point or otherwise to protect 
the movement of the two opposing extra trains, and that the 
crew of each train had no knowledge of the proximity of the 
other train. The Commission’s report said that the the train 
dispatcher understood that the movement of two opposing extra 
trains must be protected by train order, but that when he issued 
order No. 32 at 1:51 p. m. to authorize the movement of ‘extra 
1802 east he overlooked the fact that he had issued order No. 
29 at 1:07 p. m. to authorize the movement of extra 1903 west. 
It said he could give no explanation for this oversight. 
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East-South Joint Motor Rates 


Treatment of joint routes and joint rates as interdependent 
had caused the examiner to err, contended the respondent mo- 
tor carriers in an exceptions brief to the proposed report by 
Examiner B. E. Stillwell in I. and S. M-2433, East-South Joint 
Rates and Routes—Cancellation, embracing I. and S. M-2441, 
Fredrickson Motor Express—Cancellation of Joint Rates (see 
Traffic World, Oct. 28, p. 1097). 

The examiner had concluded, in the proposed report, that 
through routes of the motor carriers involved would not be 
closed merely by the cancellation of joint rates, that through 
combination rates resulting from such cancellation would be 
higher than the present joint rates, and that, in the absence of 
any justification for the higher rates, the considered proposals 
should be found not justified. 

“There was no intention to convey the idea that there were 
joint routes only for use in connection with joint rates,” said 
the respondents. ‘The establishment of joint routes is not de- 
pendent upon the establishment of joint rates. Joint routes 
may exist where no joint rates are published; one is a question 
of operating practices, establishing joint responsibility, and the 
other is a question of the applicable charges. . . . The note as 
published by the respondents only in the tariffs containing joint 
rates unequivocally shows the closing of the joint routes. After 
a joint route has been closed, there is no rate to apply over 
such route, as there is no route. No local, joint, combination, 
proportional or any other type of rate can apply over a joint 
route which does not exist... . 

“The respondents cannot prevent a shipper from having to 
pay the sum of two rates for moving a shipment over two 
different carriers under two different bills of lading. Respond- 
ents are common carriers and as such obligated to carry goods 
for all shippers within their authority. They could not refuse 
to transport a shipment on their own bill of lading simply 
because the shipment had received a prior transportation serv- 
ice or is to receive a subsequent transportation service by a 
particular motor carrier.” 

The motor carriers contended that they might have joint 
routes or might establish joint routes without the making of 
any tariff publication, and said that, under the examiner’s sug- 
gestion, they could not recreate a joint route without a tariff 
publication because they once had joint rates. They said the 
examiner’s “suggestion,” if designed to prevent recreation of 
a- joint route by a carrier unless it recreated the joint rate 
formerly in existence, was clearly beyond the Commission’s 
jurisdiction and would result in treating some motor carriers 
differently from others. They asked the Commission to find 
that under section 216(c) of the act the respondents had a legal 
right to cancel joint routes with motor carriers heretofore 
established; that when such joint routes were canceled, it was 
proper for the carriers to use some reasonable means of noti- 
fying the shippers of their intentions to cancel such a service 
formerly maintained, and that the suspended publications were 
legally effective and reasonable. They requested oral argument. 


ERIE SWITCH PROTECTION 

An order of the Commission, by Chairman Patterson, 
served on the Erie, the Nickel Plate (the New York Central, 
lessee), and on all national organizations of railroad employes, 
in No. 28750, Sub. 14, In the Matter of Installation of Block 
Signal or other Systems Intended to Promote Safety of Rail- 
road Operation under Paragraph (b) Section 25 of the Inter- 
state Commerce Act, Erie Railroad Co., requires the railroad 
and “all other interested parties’ to show cause on or before 
December 15 why the Erie should not be required to increase 
protection on its line between Cold Spring, O., and Drawbridge, 
Dayton, O. That portion of the line, the order said, was used 
by trains of the Nickel Plate. By formal return, the parties are 
required to show cause why the Erie should not be required, 
subject to approval by the Commission, to install a suitable 
block signal, automatic train control, cab signal, or other sys- 
tem to provide increased protection. 

Investigation of what the order called a “serious train 
derailment” at Deer Park, O., on the Ohio division of the Nickel 
Plate, caused, it said, by the train entering an open switch at 
a high rate of speed, had disclosed that at the point of the 
accident, and at other points on the division, there were facing 
point switches over which trains were operated at high rates 


of speed, and that protection was inadequate, according to the 
order. 


SERVICE ORDER AND FREIGHT CHARGE 
“This proceeding should be reopened, reconsidered, and 
cral argument permitted, if necessary, in order to prevent a 
miscarriage of justice,” said the complainant in No. 29072, 
Abrey B. Burton, dba A. B. Burton Co. vs. the Pennsylvania 
et al., in a petition for reopening, reconsideration and oral 
argument with respect to the decision of the Commission de- 
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nying reparation to the complainant on his contention that 
charges assessed by the rail carriers in the furnishing of cars 
longer than the complainant had ordered, under authority of 
service order No. 68, were unreasonable (see Traffic World, 
Oct. 7, p. 894). 

“The shipper had two alternatives: first, to use the larger 
size car furnished and pay a penalty to the carriers for their 
failure to furnish the car ordered, and second, decline the car 
and not use it and run the risk of never being supplied with 
the car ordered,” the complainant said. 

“Both of these alternatives are rather harsh and unjust 
and do not contribute to the prevention of car shortage or to 
the proper conservation of railway equipment. Because .. . 
had the shipper declined the larger size car and not used it 
after it was placed on his private siding, a waste of both motive 
power and railway equipment would have followed, as the car- 
rier would be compelled to move the car from the shipper’s 
private siding to some other location. 


“The carriers, on the other hand, under service order No. 
68, are not compelled to do anything, and are free to furnish 
larger size cars than ordered, with impunity, and will be com- 
pensated for their disobedience of shipper’s orders. As a mat- 
ter of fact, the carriers, if they so desire, can always furnish 
larger size cars than ordered for the sole purpose of unjustly 
enriching themselves. The shipper is absolutely helpless under 
these circumstances. These conditions should not, in equity and 
good conscience, continue. .. .” 


‘ 


Suspended Tariffs 


(Designation of a tariff below does not mean that all schedules 
in it have been suspended. Suspension orders contain many sched 
wles not reproauced here. Details of such orders are published in 
The Daily Traffic World and Bulletin and The Traffic Bulietin.} 





In I. and S. M-2477, the Commission suspended from 
November 16 until June 16 the operation of certain schedules 
published in supplements Nos. 42 and 43 to tariff MF-I. C. C. 
No. A-97, and various other tariffs, published by Middle At- 
lantic States Motor Carrier Conference, Inc., agent, Washing- 
ton, D. C. The suspended schedules propose to cancel com- 
modity rates on various commodities between points in Middle 
Atlantic States over the routes of Associated Transport, Inc., 
‘and Zentz Motor Lines, Inc. 


Craig Trucking Rights 


The applicant in MC 55811, Sub. 2, Craig Trucking, Inc., 
extension, in which Examiner George E. Proudley recommended 
that authority be granted Craig to transport, as a common 
carrier, general commodities, with exceptions, between Muncie, 
Ind., and points within 60 miles thereof in Indiana, on the one 
hand, and, on the other, points in Michigan, Ohio, and Illinois, 
except to the extent already authorized; and specified com- 
modities between certain points in Indiana, Ohio, Michigan, 
Illinois, St. Louis, Mo., Louisville, and Covington, Ky., and 
Pittsburgh, Pa., over irregular routes, has filed exceptions with 
the Commission as to authority denied by the examiner. The 
applicant excepted to denial of authority to transport com- 
modities generally between the Indiana territory and Louisville 
and Covington, Ky., St. Louis, Mo., and Pittsburgh; foodstuffs 
and articles sold in grocer stores between Michigan and Ohio 
points, and Pittsburgh, and to Illinois points and to the Ken- 


tucky points; and glass products between various points in the 
involved territory. 


At the same time protestants filed exceptions asking that 
the Commission reject the examiner’s report, each protestant 
objecting to the examiner’s finding that the authority granted 
would round out the applicant’s operations. The protestants 
who filed exceptions with the Commission were: 


American Trucking Associations, Inc., Regular Route Common Car- 
rier Conference, Common Carrier Conference of Indiana, Inc., Harwood 
Trucking, Inc., jointly; Official Classification Territory rail carriers; 
Reinhardt Transfer Co., Norwalk Truck Line Co., Security Cartage Co., 
Inc., and I. R. C. & D. Warehouse Corporation, jointly; H. H. Jenkins; 
and Tarbet Trucking Co., and Delaware Trucking Co., jointly. 


The Official Territory rail carriers said the past history of 
the applicant must be kept in mind. They said the applicant 
had bitterly fought for a contract carrier type of operation 
“with its advantages over common carrier service in the form 
of lower rates and specialized service. The record shows that 
the applicant still proposes to operate as an itinerant seeker 
of truckload movements only. This type of operation may be 
desirable for applicant but the evidence of protestants indicates 
that it plays havoc with the balance and efficiency of opera- 
tions of regular common carriers which must get some truck- 








1302 


load poy along with less-truckload traffic to operate effi- 
ciently.” 

Each of the protestants also contended that the evidence 
had failed to show that present services were not adequate. 
The group joined with the Regular Route Common Carrier 
Conference of the A. T. A., after an analysis of the evidence 
introduced by the applicant, said that it indicated that “even 
though a need for the proposed service was shown and if the 
Commission did hold there was a general breakdown of service 
of the multitude of carriers serving this area, the evidence 
would ‘not sustain or justify the wide grant of authority as to 
general commodities between Muncie, Ind., and points in In- 
diana within sixty miles of Muncie, on the one hand, and on 
the other, points in Michigan, Ohio, and Illinois.” The except- 
ants pointed out that the examiner had not only recommeded 
granting that authority, but had proposed further authority. 
Several of the protestants pointed out that a greater number 
of common and contract carriers operated in the involved terri- 
tory than in any other section of the country. 

Craig said that the “grandfather” application case, (31 
M. C. C. 705), in which it had been found to be a common car- 
rier, was “perhaps the leading case decided by the Commission 
determining the distinctions between contract and common car- 
riage.” It said that all of the points and territory included in 
the instant application were already served by it, but that it 
was limited to certain specific commodities and, in some ‘in- 
stances, specific destinations. Need for the proposed service, 
Craig contended, was shown by the fact that so many shipper 
witnesses had travelled some distance to support the applica- 
tion. That testimony warranted the grant of all the authority 
requested, it said, and that the additional authority was neces- 
sary if it was to continue to engage in transportation in the 
involved territory. 


F. E. C. DIVISIONS 


By an order in No. 26459, Florida East Coast Railway Co. 
(Scott M. Loftin and John W. Martin, Trustees) vs. Atlantic 
Coast Line Railroad Co., et al., and No. 26462, Same vs. Same, 
the Commission has discontinued the further proceedings. The 
order said that the complainant had filed a petition seeking to 
withdraw its petition of February 3, 1940, asking that the pro- 
ceedings, in which the Commission, 235 I. C. C. 211, found that 
divisions accorded the F. E. C. out of the joint rates on citrus 
fruit and fresh vegetables from points on its line in Florida to 
destinations in Eastern Trunk-Line and New England terri- 
toris, unjust, unreasonable, and inequitable, and prescribed a 
basis for determining just, reasonable, and equitable divisions, 
be reopened for further hearings. 

The instant order said that further hearings had been had, 
that no objection had been made by the defendants to the 
petition of F. E. C. to withdraw its petition for reopening, and 
that “good cause appearing therefor,” the further proceedings 
would be discontinued as of November 13. 





Fuel Costs on Jersey Central 


Referring to a report by the Commission’s Bureau -of 
Transport Economics and Statistics on “Use and Cost of Rail- 
way Fuel and Problems in Fuel Statistics” (see Traffic World, 
Aug. 26, p. 530), William Wyer, chief executive officer of the 
Central Railroad Co. of New Jersey, in a letter to Alexis P. 
Bukovsky, transport economist by whom the report was pre- 
pared, has expressed commendation of the report, but has set 
forth the contention that, as to the Jersey Central, statements 
in the report implying that some railroads have paid too much 
for their fuel are not applicable. 

Mr. Bukovsky said he had acknowledged receipt of Mr. 
Wyer’s letter but had not yet prepared any comment on the 
information it contained. . 

Mr. Wyer, in his letter, cited a statement by the late 
Commissioner Eastman urging the railroads to do away with 
the custom of paying more than the commercial market price 
for coal and a statement by Dr. Charles J. Potter that “when 
we consider the total volume of coal sold for railroad fuel 
purposes we find that size for size, that the railroad fuel price 
will yield a bit more than the commercial prices applied for 
the same coals.” Mr. Wyer noted that Mr. Bukovsky’s report 
included those comments by Mr. Eastman and Dr. Potter, and 
added that “these men are well qualified to give considered 
opinions, which seem to me to justify purchasing locomotive 
coal at favorable prices.” He said that in the effective periods 
of the N. R. A. and the Guffey act, and in the interim period 
when there was no control, the Jersey Central had paid the 
minimum price for the mine run bituminous coal it bought in 
district 1 and district 3 (the latter comprising, roughly, the 
northern part of West Virginia). Mr. Wyer stated that the 
O. P. A. recently had increased the cost of this coal from 
district 3 by raising its maximum price by 5 cents a ton, 
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while reducing its price to industrial consumers by 5 cents 
a ton “in order to keep the average price of all coal within their 
prescribed maximum.” 

“This,” said Mr. Wyer, “was contrary to a long estab- 
lished trade differential which gave the railroad coal at 10 
cents a ton less than was charged for commercial coal for the 
obvious reason that it costs less to sell coal to railroads in 
wholesale quantities. . . . We made a formal protest to the 
O. P. A. on this last arbitrary increase of 5 cents per ton. 
It could not be justified by any increase in mine expense... . 
Neither could it be justified by the assumption that it would 
increase production . . . nor did it increase the flow of coai 
to us since we were getting all the coal needed at the old price. 
Regardless of these facts, the protest was rejected by the 
O. P. A. ...I cite all this . . . to show that we do try to. keep 
our fuel expense as low as is legitimately possible. .. .” 


ATLANTIC & GULF FORWARDING APPLICATION 

The Atlantic & Gulf Forwarding Co. has filed with the 
Commission an amendment to its application in FF-25, asking 
that Chicago, Ill., be included as an origin point to points in 
Arizona, Arkansas, Oklahoma, Louisiana, Mississippi, and 
Texas. It also asked permission to amend the original appli- 
cation to include Indiana, Illinois, Missouri, and Michigan as 
origin states, adding that those states were adjacent to the 
origin territory in the application, destination points to be served 
from those states to be in Arizona, Arkansas, Oklahoma, Louisi- 
ana, Mississippi and Texas. The applicant said that Chicago 
had not been included as an origin point in the original appli- 
cation through oversight. 

The original application, it said, requested authority to 
forward general commodities, through use of the facilities of 
common carriers by railroad, water, and/or motor vehicle 
from points in Connecticut, Delaware, Maine, Massachusetts. 
New York, New Hampshire, New Jersey, North Carolina, Ohio, 
Pennsylvania, Rhode Island, South Carolina, Vermont, Virginia, 
West Virginia, and the District of Columbia, (later amended to 
include Maryland), to points in Alabama, Arizona, California, 
Florida, Louisiana, Mississippi, New Mexico, Oklahoma, Texas, 
and Mexico (later amended to include Arkansas). 


PORTLAND TUG & BARGE APPLICATION 

In W-694, Sub. 1, Portland Tug & Barge Co., of Portland, 
Ore., has asked the Commission to issue a certificate authoriz- 
ing it to institute a new extension) common carrier operation 
in the performance of general towage and the transportation 
of all commodities the year around, over irregular routes, on 
non-self-propelled vessels with the use of separate towing ves- 
sels, between all ports and points along the Pacific Coast. 

The applicant said it was seeking authority to render an 
irregular-route or “on-call” type of service. There was no reg- 
ular flow of traffic between given points, it said, and that it 
was not possible to furnish an estimate of the amount of such 
business available or expected. It said it would rest its case 
on the testimony of public witnesses having occasion to use the 
type of service proposed. 


Rocky Mountain Motor Rate Protest 


The Commission has been asked by the Price Administrator, 
on his own behalf and on behalf of the Stabilization Director, 
te suspend certain items in Rocky Mountain Motor Tariff Bu- 
reau, Inc., tariff MF-I. C. C. No. 25, effective November 29, 
proposing increased ratings on potato chips, and the elimination 
of the Burlington Transportation Co. as a participant in certain 
items. 

The Administrator said that in justification of an increased 
rating on potato chips, it had been alleged that the present rat- 
ing did not result in compensatory earnings as the shipping 
weights ranged from 3 to 4.4 pounds a cubic foot, and that in 
I. and S. M-2119, the Commission had found a rating of 1% 
times first class not unreasonable. He also said that with re- 
spect to items 3240 and 3360, it had been alleged that the Bur- 
lington Transportation Co. claimed the rates provided therein 
were not compensatory. 

“The present first class rating on ‘potato chips’ has been in 
effect a sufficient length of time to be adjudged reasonable,” 
said the Administrator. “The fact that a rating of 1% times 
first class was found reasonable in I. and S. MC-352, I. and S. 
M-2119 does not necessarily mean that such ratings would be 
reasonable in the territory now involved.” ; 

Pointing out that prices on potato chips were subject to 
Maximum Price Regulation No. 457, effective August 26, 1943, 
the Administrator said that that regulation had established 
specific dollar and cents delivered prices based on the rates in 
effect at that time. He said that manufacturers’ prices were 
frozen and that, therefore, any increase in the present rates 
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would mean that the manufacturer would have to absorb the 
increase which, under present operating conditions, he could 
not do. He said: 


There would be difficulty in maintaining the present specific dollar 
and cents prices, if the proposed rates were permitted to become effec- 
tive. Any increase in transportation charges at this time would exert 
undue pressure upon existing specific prices now established and ad- 
versely affect the potato chip manufacturers and the stabilization program. 


The Administrator said the elimination of the Burlington 
Transportation Co. from items 3240-3360 would result in the 
cancellation of the present commodity rates on flour and grain 
products and the application of higher class rates via that 
carrier. 


MOTOR WARNING SIGNAL DEVICES 

H. N. Carver, doing business as the Miro-Flex Co., Wichita, 
Kan., has filed a petition with the Commission in Ex Parte 
MC-3, In the Matter of Need for Establishing Reasonable Re- 
quirements to Promote Safety of Operation of Motor Vehicles 
Used in Transporting Property by Private Carriers, and in Ex 
Parte MC-4, In the Matter of Qualifications of Employes and 
Safety of Operation and Equipment of Common Carriers and 
Contract Carriers by Motor Vehicle. 

The petitioner asked the Commission to hold a hearing in 
Washington, D. C., with a view to entering orders modifying 
its motor-carrier safety regulations, revised, so as to permit the 
use by all types of motor carriers of reflector warning signal 
devices, subject to minimum specifications set forth in the Com- 
mission’s order of October 5, 1943. That order was drawn to 
expire December 31, and the petitioner asked that it be con- 
tinued in effect until ‘he had had an opportunity fully to describe 
the reflector type of warning devices he manufactured. 


FORWARDER RIGHTS TRANSFER 


Portland Freight Consolidators, of Portland, Ore., and 
Wells Fargo Carloading Co.. of New York, N. Y., have filed an 
application with the Commission in FF-23, Portland Freight 
Consolidators, Inc., Freight Forwarder Application, asking that 
the operating rights of Portland in that docket be transferred 
to Wells Fargo, and that the latter company be substituted for 
Portland as the applicant. The application said that Wells 
ie was operating as a freight forwarder under permit 
FF-86. 

It said that the pending Portland application involved con- 
tinuance of its freight forwarder operations from points in 
Minnesota, Iowa, Nebraska, Kansas, Oklahoma, Texas, and all 
of the United States east thereof, to points in Oregon, and 
Clark, Cowlitz, Pacific, Skamania, and Wahkiakum counties in 
Washington. It said Portland had no employes to be affected 
by the proposed transfer. The proposed transfer of operating 
rights involved purchase of the going business by Wells Fargo, 
said the application, and that no physical properties or equip- 
ment were involved in the transaction. 


CARLOADER CORPORATION APPLICATION 

The Commission, by an order in FF-122, Carloader Corpo- 
ration Freight Forwarder Application, has reopened the pro- 
ceeding for reconsideration and has assigned it for oral argu- 
ment December 13, in Washington. The applicant had asked 
the Commission to reverse that part of its decision, on recon- 
sideration, denying authority to it to operate in domestic for- 
warder operations from New York City to points in Oklahoma 
and Texas (see Traffic World, Sept. 2, p. 557). 

By another order, the Commission, by Commissioner Por- 
ter, postponed from November 27 until its further order the 
effective date of the permit and order in FF-122. 

In its petition for reconsideration and reopening, the Car- 
loader Corporation had asserted that the Commission’s decision 
on reconsideration was..contrary to the law in that it denied a 
part of the application because of failure to show continuity of 
operation. The applicant contended that part IV of the act con- 
tained neither a “grandfather” clause nor a “continuity” re- 
quirement. 


NEGRO COMPLAINT CASE 


Suit has been filed in the federal court for the District 
of Columbia by the complainant before the Commission in 
No. 28895, Elmer W. Henderson vs. Southern Railway Co., 
asking, among other things, that orders of the Commission in 
that proceeding be set aside. In that case, the Commission, 
division 2, found that the failure of Southern to furnish dinner 
service to the complainant, a Negro, in its dining car, in con- 
nection with a journey in 1942 from Washington, D. C., to 
Atlanta, Ga., had subjected him to undue and unreasonable 
prejudice and disadvantage, and further found that no basis 
had been shown for an award of reparation and that no order 
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for the future was necessary. The complaint was dismissed 
(see Traffic World, May 20, p. 1367). 

Henderson asked the court to find the Commission in 
error in refusing to issue a cease and desist order to Southern; 
to issue a preliminary injunction setting aside the Commission’s 
order of September 18, dismissing his petition for further hear- 
ing before the entire commission; to set aside the order issued 
at the time of the decision of division 2. He asked that he 
have “such other and further relief as the nature of the case 
may require and to this court may seem just and proper.” 

The suit was docketed in the district court as civil action 
No. 26682, Elmer W. Henderson vs. Interstate Commerce Com- 
mission and the United States of America. 


Motor Act Prosecutions 


(Digests of statements issued by the Secretary of the Commis- 
sion concerning prosecutions, in federal courts, for violations of 
motor carrier provisions of the interstate commerce act or of Com- 
mission rules and regulations thereunder, appear below.) 


Northern Texas district, Fort Worth division. Joseph R. 
McCook, a co-partnership composed of Joseph R. McCook and 
Newt T. Wilson, of Lubbock, Tex., was fined $300 on its plea 
of nolo contendere to an information charging the co-partnership 
with engaging in business as a motor contract carrier in inter- 
state commerce, for compensation, without having obtained a 
permit from the Commission, and the Lubbock Cotton Oil Co., 
also of Lubbock, a shipper, was fined $300 on its plea of nolo 
contendere to an information charging it with aiding and abet- 
ting the carrier in the commission of the violations charged 
against the latter. The fines were paid in full. 

Southern Ohio district, western division. The C. & D. Motor 
Delivery Co., of Cincinnati, was fined $1,000 after it had entered 
a plea of guilty to charges of granting rate rebates to shippers 
other than Cincinnati Terminal Warehouses, Inc., with respect 
to property transported by C. & D. Motor Delivery Co., as a 
motor common carrier in interstate commerce, of permitting its 
drivers to remain on duty with respect to such transportation 
for excessive weekly hours, and with failing to have in its files 
a doctor’s certificate attesting to the physical fitness of one of 
its new drivers, and after the same defendant had been found 
guilty by the court, on trial following the entry of a plea of not 
guilty, on 20 counts charging the C. & D. Motor Delivery Co. 
with granting rebates to Cincinnati Terminal Warehouses, Inc., 
also of Cincinnati, a shipper and warehouse operator. Cincinnati 
Terminal Warehouses, Inc., was fined $500 after conviction by 
the court, on trial following the entry of a not guilty plea by 
that corporation, on an information of 20 counts charging it with 
accepting and receiving rate rebates from the C. & D. Motor 
Delivery Co. in the form of allowances made by the carrier for 
services performed by the warehouse company for the carrier 
in assembling and loading shipments transported by the C. & D. 
Motor Delivery Co. without the existence in tariffs of the motor 
carrier of a provision for the payment of allowances for such 
serivces of assembling and loading when performed for its bene- 
fit by shippers. Each of the defendants was required to pay the 
fines and the costs in full. Both defendants had previously en- 
tered demurrers to the counts of the separate informations re- 
lating to the allowances on the ground that the facts alleged 
did not constitute criminal offenses. On October 18, the court 
overruled the demurrers. This action by the court was followed 
by entry of pleas of not guilty to such charges by each defend- 
ant and by trial by the court, without a jury in either case. 

Northern Texas district, Fort Worth division. B. F. Walker, 
Inc., a motor carrier, of Fort Worth, was fined $1,000, and ten 
of its drivers—E. L. Baker, R. L. Baker, C. H. Bay, W. T. 
Bowen, R. R. Brice, Eugene Burkett, Henry Cole, Hero H. 
Mitchell, W. P. Martin and Wayne Robertson—were fined $50 
each after they had entered pleas of nolo contendere to separate 
informations charging B. F. Walker, Inc., a common carrier of 
oilfield equipment in interstate commerce, with failure to have 
on file certificates of physical examination of new drivers, with 
permitting and requiring drivers to remain on duty for exces- 
sive weekly periods, and with failure to require drivers to keep 
drivers’ logs, and charging the individual defendants with falsi- 
fying drivers’ logs. The fines were paid in full. 


Northern Texas district, Fort Worth division. T. E. Mercer 
Teaming & Trucking Contractor, a co-partnership composed of 
T. E. Mercer and G. E. Mercer, both of Fort Worth, was fined 
$1,000, and ten drivers for the partnership—Hollis H. Bledsoe, 
Joseph E. McGee, David Clifford, Allan T. Edmondson, Roy 
Elkins, A. C. Myers, R. L. Pickerell, Alton Proctor, Lee Sims 
and S. M. Stoker—were fined $50 each after they had entered 
pleas of nolo contendere to separate informations charging T. E. 
Mercer Teaming & Trucking Contractor, a common carrier of 
oilfield equipment in interstate commerce, with failure to have 
on file certificates of physical examination of new drivers and 
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with permitting and requiring drivers to remain on duty for 
excessive weekly periods, and charging the individual drivers 
with falsifying drivers’ logs. The fines were paid in full. 

Eastern Arkansas district, at Little Rock. Dewell W. Hos- 
kins, dba Hoskins Truck Service, Malvern, Ark., and Herman 
I. Vaughn, Benton, Ark., were fined a total of $200 following 
entry of their separate pleas of nolo contendere to all counts of 
separate informations charging them with violations of part II 
of the interstate commerce act. Each defendant was fined $100 
and the fines were paid. They were charged with transporting 
certain demountable dwelling units by motor vehicle from 
Bauxite, Ark., to a project near McCurtain, Okla., for David W. 
Quinn, dba Quinn Construction Co., of Fort Worth, Tex., with- 
out having certificates from the Commission authorizing these 
particular operations. Quinn and his former foreman, Harry T. 
Rob, of Shawnee, Okla., were charged with having aided and 
abetted Hoskins and Vaughn in their unlawful operations. The 
cases were pending as to those two defendants. 


I. C. C. Cases in Supreme Court , 


By a “per curiam” decision in No. 473, Turner vs. United 
States, the Supreme Court of the United States, November 13, 
upheld the decision of the Commission granting to Guy M. 
Turner and Frank B. Turner, dba Turner’s Transfer, a cer- 
tificate authorizing, under the “grandfather clause” of the act, 
motor common carrier operations in less territory than asked 
and containing restrictions as to commodities applicant might 
carry (see Traffic World, Aug. 19, p. 434). The Commission 
in this case had been upheld by the federal district court for 
the middle district of North Carolina, Greensboro division, 
August 1, 1944. The Supreme Court granted the motion of the 
Commission to affirm the lower court’s decision, and affirmed 
the decision. In doing so it merely cited U. S. vs. Carolina 
Freight Carriers Corporation, 315 U. S. 475, 480-81. 

In No. 479, Public Service Commission of New York City, 
City of Yonkers et al., appellants, vs. United States, New York 
Central and the Commission, the court, in another “per 
curiam,” upheld the lower court’s action sustaining the find- 
ings of the Commission in the Yonkers Branch Abandonment 
Case No. 2 (see Traffic World, Oct. 7, p. 907). The Supreme 
Court in its “per curiam” November 13 said: 


On remand of the case of City of Yonkers, vs. U. S. 320 U. S. 685, 
to the Interstate Commerce Commission for further findings, the Com- 
mission reopened the case, took further evidence and made additional 
findings. Upon examination of the case now here on appeal we conclude 
that those findings are sufficient to support the order, and the evidence 
is sufficient to support the findings. Judgment affirmed. 


The suit was to enjoin the order of the Commission per- 
mitting abandonment of the Yonkers Branch of the New York 
Central, extending from Van Cortland Park Junction, New York 
City, to Getty’s Square, Yonkers, a distance of approximately 
3.1 miles. 

The Supreme Court noted that it had probable jurisdiction 
in the cases on appeal from the federal court for the western 
Kentucky district, Louisville division, and the federal court 
for the eastern North Carolina district, Raleigh division, where- 
in the lower courts upheld the Commission’s orders in the 
southern intrastate passenger fare cases involving passenger 
fares of the railroads in Alabama, Kentucky, Tennessee and 
North Carolina (see Traffic World, Sept. 16, p. 696). The cases 
are No. 574, State of Alabama et al. vs. United States: No. 592, 
Fred M. Vinson, Economic Stabilization Director et al. vs. 
United States et al.; No. 560, North Carolina et al. vs. United 
States et al., and No. 561, Vinson vs. United States et al. The 
Commission’s orders required the raising of the intrastate fares 
to the interstate level. The court indicated it would hear argu- 
ment in all the cases at the same time. 





PACKAGE MAIL RECORD 


Approximately 50,000,000 individual Christmas ‘packages 
are now en route to American troops overseas, according to 
the War Department. 

“These packages, mailed during the recent September 15- 
October 15 mailing period, averaged approximately four pounds 
in weight and represent the greatest mass movement of pack- 
age mail ever to leave the United States, either in peace- 
time or during war,” the Army Postal Service stated. 

No effort would be spared to see that these packages were 
delivered prior to Christmas Day, the Army Postal Service 
said in revealing that all overseas army post offices had been 
adequately staffed and prepared to handle this unprecedented 
volume of mail. 

“Delivery of packages will be effected by every conceivable 
type of Army transportation ranging from dog teams in the 
Arctic to camels in the interior of Africa and from special 
parachutes to amphibious ducks, jeeps and trucks,” it said. 
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Miscellaneous Decisions 


Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter System, 
published by West Publishing Company, St. Paul, Minn. 
Copyright, 1944, by West Publishing Company.) 





REGULATION OF COMMON CARRIERS 


(District Court, D. Minnesota.) Under tariff provisions 
giving stoppage in transit privileges on carload shipments of 
potatoes or onions originating at points north or west of Minne- 
apolis and providing that Minnesota potatoes could not be sub- 
stituted for potatoes originating in Washington or other western 
states, Minnesota on’ons could not be substituted for onions 
originating in Washington. 

In interpreting railroad tariff, a construction that prevents 
unlawful discrimination should be chosen if consistent with 
terms thereof. 

In endeavoring to ascertain intent of framers of railroad 
tariff, where there is an absence of a specific provision re- 
garding stoppage in transit privileges, the primary object should 
be to indulge a construction, if consistent with terms of the 
tariff, which would prevent unlawful discrimination. 

Transit privileges must be specifically authorized by tariff 
provisions and cannot be inferred. 

That shipper of onions, consigned to shipper, advise an- 
other named person signed a no-recourse clause of bill of 
lading as consignor, did not relieve shipper as consignee of 
obligation to pay undercharges. (Chicago, B. & Q. R. Co. vs. 
E. Bernier & Sons, 56 Fed. Supp. 691.) 


(Court of Appeals of New York.) The term “common car- 
rier,” in provision of Public Service Law defining common 
carrier by motor vehicle as any person undertaking to trans- 
port property for general public by motor vehicle for com- 
pensation, is used in common-law sense of one undertaking 
for compensation to carry and deliver goods of all persons 
choosing to employ him indifferently. Public Service Law, 
Sec. 2, subd. 30(b). 

The term “contract carrier’ in provision of Public Service 
Law defining contract carrier by motor vehicle as person trans- 
porting property by motor vehicle for compensation under spe- 
cial and individual contracts, embraces common-law term of 
private carrier who, before enactment of such law defining 
term, was customarily one who did not undertake to carry 
for public, but transported property solely under contracts 
with customers. Public Service Law, Sec. 2, subd. 30(d, i). 

Whether Public Service Commission applies legislative 
standards validly set up by statute defining common carriers 
and contract carriers by motor vehicle, acts within or goes 
beyond authority conferred on it by such statute, and satisfies 
pertinent demands of due process in its proceedings, pursuant 
to legal requirements fixing its province and governing its 
actions, are law questions for court to decide. Public Service 
Law Sec. 2, subd. 30(b, d). 

Whether a carrier by motor vehicle is contract carrier or 
common carrier within Public Service Law is law question 
under uncontradicted facts. .Public Service Law, Sec. 2, subd. 
30 (b, d). 

A corporation, not engaged in transporting property for 
general public, but rendering special services under private con- 
tracts with customers for transportation of goods by trucks, 
some of which it took over from customers, along with drivers 
thereof, was not “common carrier,” but “contract carrier,” 
within Public Service Law. Public Service Law, Sec. 2, subd. 
30 (b, d); Sec. 63-j subd. 2; Secs. 63-k, 63-n. 

A private carrier cannot be converted into common carrier 
against his will by mere legislative command consistently with 
due process of law clause of Fourteenth Amendment. U. S. 
Cc. A. Const. Amend. 14. (Motor Haulage Co. vs. Maltbie, 57 
N. E. Rep. 2d 41.) 


Negro Passenger Complaint 


That it was no violation of law for carriers in interstate 
transportation to assign separate accommodations to members 
of different races was “so well settled as to be now unques- 
tioned,’ and the Commission had so held from its earliest days, 
said the Gulf, Mobile & Ohio in a brief on its behalf in No. 
29130, John L. LeFlore and Alfred S. Crishon vs. Gulf, Mobile 
& Ohio Railroad Co., a case in which the complainants alleged, 
among other things, that the defendant had refused to serve 
them a noon meal in the dining car of its train on a trip 
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between Meridian, Miss., and Mobile, Ala., and that, as a result, 
they became ill (see Traffic World, May 13, p. 1304). 

The G. M. & O. cited from Councill vs. Western & Atlantic 
Railroad Co., 1 I. C. C. 339, conclusions by the Commission 
that ‘‘public sentiment, wherever the colored population is 
large, sanctions and requires this separation of races” and that 
“we cannot, therefore, say that there is any undue prejudice 
or unjust preference in recognizing and acting upon this general 
sentiment, provided it is done on fair and equal terms.” 


An allegation by the complainants that the defendant had 
refused to sell Pullman space to them “although there was 
ample space available” was denied by the G. M. & O., the 
latter asserting that it went so far as to exclude white passen- 
gers up to the last minute from “separated space” in order 
that accommodations for the colored race might, in any event, 
be adequate. The G. M. & O. contended that the complainants 
had an evening meal and breakfast, satisfactory to them, on 
their train trip; that the food supply on the train was insuffi- 
cient for a “regular” noon meal, but that sandwiches were 
served, and that service to the complainant at a table in their 
coach was offered, but that they refused that offer and insisted 
on service in the diner. Noting that the complainants sought 
damages of $2,500 each, the railroad said it was difficult to 
understand how the complainants could seriously contend that, 
under the circumstances, they were subjected to “undue or 
unreasonable prejudice or disadvantage.” It asked the Com- 
mission to find that the complainants had suffered no damage 
and to dismiss the complaint. 


The complainants, in their brief, cited from the Supreme 
Court’s decision in Mitchell vs. United States et al., 313 U. S. 
80, the declaration, among others, that “the denial to appli- 
cant of the quality of accommodations because of his race 
would be an evasion of a fundamental individual right which 
is guaranteed against state action by the Fourteenth Amend- 
ment.” They maintained that citizenship under that amend- 
ment entitled every man, white or black, to all civil rights 
and privileges “unabridged . . . by the rules or customs of any 
railroad.” They insisted that the defendant’s conduct toward 
them constituted an unlawful discrimination. 


Railway Express Status Suit 


The Railway Express Agency has filed its answer in the 
federal district court at Chicago to the suit brought by the 
Office of Price Administration seeking $19,119 in treble dam- 
ages from the agency for alleged violations of the emergency 
price control act. The O. P. A. contends that the agency is a 
contract carrier subject to the price act, and that in renting 
its trucks to the Illinois Central it charged higher “prices” than 
those approved for contract motor carriers by the O. P. A. (see 
Traffic World, Sept. 9, p. 639). 


In its answer, the agency said complainant had failed to 
state a claim on which relief could be granted, and that the 
court had no jurisdiction. It said the transportation business 
of defendant was transacted by it as agent and facility for the 
300-odd railroads owning the agency; that agency net revenues 
were distributed to the owning railroads; that such a distribu- 
tion constituted a pooling arrangement as permitted by the 
interstate commerce act and as approved by the Commission; 
that the so-called miscellaneous business of defendant, such as 
renting trucks, as involved in the present case, was conducted 
to aid the railroads in fulfilling their obligations as common 
carriers; that such service by the agency was not the “sale or 
delivery of any commodity subject to the emergency price con- 
trol act,’’ and that the services for the Illinois Central had been 
conducted by the agency at no profit to itself, its rates having 
been set to meet operating costs only. 


The agency said further that the administrator of the 
O. P. A. had not applied its regulation to the agency’s so-called 
miscellaneous operations for 17 months after the price control 
act was enacted in May, 1942. It said that the violation in the 
complaint allegedly occurred in February, 1943; that in March, 
1943, the O. P. A. advised the agency that no penalties would 
be imposed for supposed past violations of the price act; that 
the agency had relied on the absence of regulations for the 
17-month period after the act was enacted, had thereafter 
relied on the advice received from the administrator of O. P. A., 
and had at all times acted in good faith. 


It asked that the court hold a hearing on the agency’s 
answer, before trial in the matter, and dismiss the case. 


Cc. A. B. APPOINTMENT 


President Roosevelt has nominated Harllee Branch for re- 
appointment as a member of the Civil Aeronautics Board for 
the term of six years from January 1, 1945. 
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S. A. E. Air Cargo Meeting 


The Society of Automotive Engineers will hold a national 
air cargo meeting at the Knickerbocker Hotel, Chicago, De- 
cember 4,5 and 6. John A. C. Warner, general manager of the 
society, is in charge of arrangements for the meeting, in which 
the Chicago section and the aircraft engineering and air trans- 
port engineering divisions of the society will cooperate. 


Ray D. Kelly, United Air Lines, Chicago, will preside at 
the morning session December 4, at which R. J. Nebesar, Uni- 
versal Moulded Products Corporation, Bristol, Va., will speak 
on “A Study of the Efficiencies of Cargo Airplane Designs,” 
and H. E. Hoben, American Airlines, New York, on “Cargo 
Plane Design from the Operators’ Standpoint.” At the after- 
noon session, at which Charles Froesch, Eastern Air Lines, 
New York, will preside, Charles Graddick, United Air Lines, 
Chicago, will speak on “Transport Operation Experience with 
Cargo Airplanes”; Jared B. Morse, Boeing Airplane Company, 
Seattle, Wash., on “The Relation of Cargo Handling to Air 
Terminal Services,’ and Carlos Wood and A. B. Croshere, Jr., 
Douglas Aircraft Company, Santa Monica, Cal., on “A Pro- 
posal for the Establishment of Commercial Air Cargo Service.” 
There will be a military session in the evening. 


W. C. Lawrence, American Airlines, New York, will pre- 
side the morning of December 5, when C. L. Moon, Mechanical 
Handling Systems, Inc., Detroit, Mich., will speak on “Cargo 
Handling Equipment Design,” and H. S. Pack, Pennsylvania 
Central Airlines, Washington, D. C., on “Saving Ground Time 
in Air Cargo Handling.” In the afternoon, Irving Metcalfe, 
Whiting Corporation, Harvey, Ill., will preside, and the speakers 
will be W. C. Mentzer and E. C. Mitchell, United Air Lines, Chi- 
cago, on “Tie-Down and Stowage Equipment,” and M. J. Parks, 
airplane division, Curtiss-Wright Corporation, Robertson, Mo., 
on “Accessory Provisions Peculiar to the Cargo Airplane.” 


The Chicago section of the society will sponsor a dinner 
the evening of December 5. The presiding officer the morning 
of December 6 will be Phil S. Delaney, Pan American Airways, 
New York, when J. A. Wooten, American Airlines, New York, 
will speak on “Manufactured Goods, Including Merchandise’; 
Allen Dean, Detroit, Mich., Board of Commerce, on “The Cargo 
Factor in Manufacturing’; A. W. French, Transcontinental and 
Western Air, Inc., Kansas City, Mo., on “Specialties,” and 
Thomas Wolfe, Western Air Lines, Los Angeles, Cal., on 
“Packaging Problems.” In the afternoon, J. M. Shoemaker, 
Chance-Vought Aircraft Company, Stratford, Conn., will pre- 
side. The speakers will be Herb Rawdon, Beech Aircraft 
Corporation, Wichita, Kan., on “Airplane Design for Feeder 
Operation,” and A. B. Schultz, All American Aviation, Inc., 
Wilmington, Del., on “Design Requirements for Pickup Air- 
craft.” W. W. Davies, United Airlines Transportation Corpora- 
tion, is general chairman for the meeting. 


International Air Conference 


The most significant development at the international civil 
aviation conference in Chicago this week was the closed meet- 
ing of nine conferees—three each representing the United 
States, Canada, and the United Kingdom—seeking to reconcile 
conflicting views as to the power of a permanent authority for 
regulating post-war international trade routes and services. 
Except for Australia and New Zealand, only the United States, 
Canada, and the United Kingdom, of the 51 nations represented 
at the conference, had submitted drafts of plans for permanent 
international authority over air transport. Australia and New 
Zealand, which proposed before a plenary session of the con- 
ference that an international authority own and operate air- 
planes flying over international “trunk lines,’ had insisted 
earlier on immediate consideration of their plan and it had been 
rejected (see Traffic World, Nov. 11, p. 1245). 


No further plenary sessions of the four principal commit- 
tees or of the full conference were held this week up to Novem- 
ber 17, though a plenary session of the committee on technical 
standards and procedures was set for the afternoon of Novem- 
ber 18 and it was considered likely that a plenary session of 
the committee on establishment of a permanent multilateral 
aeronautical body might be held the same day. 

C. D. Howe, minister of reconstruction for Canada, and 
chairman of its delegation, said November 16 that “good prog- 
ress is being made” at the meeting of the United States, 
Canadian and British conferees. The following took part in the 
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AND INLAND Ait the productive, transporta- time when we shall be released for peace- 
tion, and storage genius of America time pursuits; the process probably will be 
is backing the attack against world-wide gradual. At the earliest possible moment, 
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under reconstruction will continue heavy chain of coastal and inland warehouses. 
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meeting, which ran “almost continuously” beginning Novem- 
ber 12: 


For the United States: Adolph A. Berle, Assistant Secretary of 
State; L. Welch Pogue, chairman of the Civil Aeronautics Board, and 
W. A. Burden, assistant Secretary of Commerce for Air; for Canada: 
Mr. Howe, H. Y. Symington, president, Trans-Canada Air Lines, and 
Escott Reid, first secretary of the Canadian embassy at Washington 
for the United Kingdom: Lord Swinton, Minister of Civil Aviation; Sir 
Arthur Street, Permanent Under Secretary, Air Ministry, and W. C. G. 
Cribbett, Assistant Under Secretary. 


It was learned that the conferees had reconciled the dif- 
ferences contained in their earlier proposals, and had begun 
making a draft that would represent the reconciliation. There 
was some doubt as to whether or not the completed draft would 
be ready early enough for presentation before the full confer- 
ence this week. Presumably, after it is presented, the conference 
will recess for a while to enable the other nations to decide 
whether or not it will meet their views. The conferees said that 
representatives of other nations had been called into the three- 
way meeting this week to take part in the discussion where 
those nations interests were involved. They said that if the 
draft proved acceptable, it should clear the way for quick 
action in the matter of setting up an interim aeronautical or- 
ganization for handling problems in the time between the end 
of the war and the setting up of the permanent body. 

Up to the present, the position of United States has been 
that the permanent organization should exercise regulatory 
powers over privately-owned airlines, which should be allowed 
to operate on a free competitive basis, whereas, the United 
Kingdom position has been that the authority should permit 
only a limited number of privately owned companies to operate, 


adians have proposed that there shall be freedom of competi- 


tion but with rates fixed by operators subject to regulation by 
the international authority. 


Technical Committee Resolution 


Considerable progress was reported for the committee on 
technical matters and procedures. Its steering sub-committee 
November 12 adopted a resolution, to be submitted for approval 
at the next plenary session of the full conference, urging gen- 
erally that drafts presented by the United States delegation for 
uniform standards for rules of the air and air traffic control 
practices, registration and identification of aircraft, and the 
like, with some exceptions, be accepted by the participating 
nations for immediate and continuing study and “as consti- 
tuting models of the desirable scope and arrangement” of such 
matters under consideration. It recommended that the various 
nations submit any recommended changes to the drafts to the 
interim council by May 1, 1945, and that they meanwhile accept 
the drafts, as prepared at the conference, ‘in the status of 
recommended practices.” 


The sub-committees of the technical committee continued 
to meet throughout the week, despite the fact that the major 
work of the full committee had been completed with the draft- 
ing of the resolution. 


Air Agencies’ Activities 


Many inquiries for clarification of the distinction between 
the Civil Aeronautics Administration and the Civil Aeronautics 
Board have been received by the C. A. A. with the result that 
a statement outlining the duties of the two organizations has 
been prepared by the C. A. A. 


These two organizations, functioning under the civil aero- 
nautics act of 1938, came into being as the result of reorgan- 
ization orders issued by President Roosevelt in 1940 and legis- 
lation enacted by Congress approving the orders (see Traffic 
World, July 6, 1940, p. 26). These orders transformed the 
Civil Aeronautics Authority, created by the civil aeronautics 
act of 1938, into the Civil Aeronautics Board abolished the 
Air Safety Board created by that act, and transferred from 
the authority to the administrator of civil aeronautics certain 
functions, and placed the Office of Administrator of Civil Aero- 
nautics in the Department of Commerce. The Civil Aeronautics 
Board and its functions were placed ‘within the framework of 
the Department of Commerce,” but, said an official statement 
issued at the time of the transfer, all the board’s functions 
“are to be exercised with complete independence of the Secre- 
tary of Commerce.”’ In the explanatory statement C. A. A., in 
part, said: 


The Civil Aeronautics Board prescribes civil air regulations which 
deal with competency of airmen, airworthiness of aircraft and air traf- 
fic control. This board also issues certificates permitting persons to en- 
gage in air transportation as a business and fixes air mail rates which 
they may charge and may establish maximum and minimum rates for 


with rates and fares fixed at a certain minimum, and the Can- ° 
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transportation of passengers and goods. It also has the duty of inves- 
tigating accidents in air transportation. 

In addition to these rule-making and investigative functions the 
board acts as ‘‘judge’’ in prosecutions brought by the Administrator of 
Civil Aeronautics in connection with the revocation and suspension of 
airman and air carrier certificates as result of violations of the civil air 
regulations. 

The Civil Aeronautics Administration, formed at the same time, oper- 
ates six main services: Federal airways, airports, safety regulations, 
information and statistics, foreign operations and aviation training, in 
addition to the Washington National Airport and the Standardization 
Center at Houston, Texas. While the board is an independent organiza- 
tion, the Administration is under the Department of Commerce, with 
an Assistant Secretary directly in charge. 

The airways service constructs and operates the vast system of 
civil airways, which includes the control of scheduled and non-scheduled 
air traffic, radio range stations, weather reporting stations, teletype and 
telephone communications systems and other aids to air navigation. The 
service also develops air navigation facilities, aircraft, aircraft engines, 
propellers and appliances. 

The airports service acts in an advisory and developmental way in 
design and construction of airports, except during the war, when its 
experience was used in the planning and actual supervision of construc- 
tion of airports for military use. 

The safety regulation service enforces regulations in the certifica- 
tion of pilots, planes, mechanics, and air agencies such as flight and 
ground schools. It checks the design and performance of new planes to 
insure the safety of the flying public. It works in close collaboration 
with the safety bureau of the Civil Aeronautics Board, referring viola- 
tions of regulations to the board and administering the civil air regula- 
tions passed by the board. 

The information and statistics service disseminates news, informa- 
tion and statistics on aviation generally and publishes a monthly journal 
of Civil Aeronautics Administration and Civil Aeronautics Board news. 

Through a special act of Congress in 1939, the Civil Aeronautics Ad- 
ministration was empowered to train civilian pilots for a period of five 
years, and the Civilian Pilot Training Service was established as a fifth 
service. Several hundred thousand pilots were trained‘both for peace 
and war flying, and in 1944, Congress extended the War Training Service 
(as the C. P. T. later became known) for two more years. An extension 
of this training became the air education program now in effect in 
thousands of secondary U. S. schools in which the Civil Aeronautics 
Administration cooperated with the U. S. Department of Education. 


FEDERAL AIRPORT PROGRAM 


In an address in which he stressed a contention that there 
was a need for reduction of the “noise factor” in airplanes and 
that that factor had to be considered in the location of airports, 
T. P. Wright, Administrator of Civil Aeronautics, said that 61 
per cent of the Civil Aeronautics Administration’s estimate of 
$1,250,000,000 for postwar construction, land and buildings other 
than hangars would go for the construction and improvement 
of ‘“‘airports required to bring or continue the benefits of airline 
service to all sections of the population.” 

He spoke before the National Aviation Clinic at Oklahoma 
City, Okla., November 16, on the subject, “The Federal Pro- 
gram for Airport Aid and Development.” 

“Our survey shows that of the 964 places now receiving 
airline service or listed in applications for certificates, only 205 
have suitable airports,” Mr. Wright said. “It will be necessary 
to improve 174 presently designated air carrier stops, and 385 
proposed stops, and to construct new fields at 200 places pro- 
posed for service. 

“The types of airports we plan to build are premised on 
the types of aircraft now in use or nearing the production 
stage. For standard airline service, we see runways of 5,000 
feet required at sea level, and of 7,000 feet for non-stop flights 
of considerable distance... . 

“It would appear to be a relatively simple matter to de- 
velop castered wheels or other devices which would make single 
runway airports safe landing places, and thereby greatly re- 
duce the land area necessary both for the airport itself and 
for the approach path. . . . I have assigned a C. A. A. specialist 
to study this problem and to work with manufacturers toward 
a practical solution. 

“Even if we lick the problem of landing in the wind, so 
that airports can be located in built-up areas with only one 
clear approach strip, we are sure to find many residents of 
those areas objecting to airports in their neighborhoods, unless 
we make aircraft less noisy than they are today.” 


WESTERN AIR LINES ROUTE 


The Civil Aeronautics Board, in No. 519, Western Air 
Lines, Inc., et al., Denver-Los Angeles Service, embracing also 
Nos. 582, 1028, 1040, and 1131, has granted Western Air Lines, 
Inc., a route between Los Angeles, Calif., and Denver, Colo., 
via Las Vegas, Nev., and Grand Junction, Colo. It said appli- 
cations of Transcontinental & Western Air, Inc., United Air 
Lines, Inc., and Continental Airlines, Inc., for the same route, 
were denied. The majority opinion was signed by Chairman 
Pogue and Members Branch, Ryan, and Lee. Vice Chairman 
Warner filed a separate concurring expression. 
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November 18, 1944 


Future of Air Transport 


That some time in the ten years after the present war 
overseas travel of American citizens would be double the yearly 
average of 352,271 in the decade 1921-1930, that a major part 
of the overseas traffic would be carried by air, and that, by the 
end of the ten years following the war, the annual revenue 
from air cargo would exceed that received from passengers 
were predictions made in an address prepared for delivery by 
Chairman L. Welch Pogue, of the Civil Aeronautics Board, and 
delivered by Russell B. Adams, assistant director of the board’s 
economic bureau, in a meeting of the Academy of Political 
Science November 15 in New York City. Chairman Pogue 
could not appear personally at the meeting because of inability 
to leave his duties as one of the American delegates at the in- 
ternational aviation conference in Chicago. 

Mr. Pogue’s subject was “The Next Ten Years in Air 
Transportation.” 

“If you had lived in 1835 and had had the imagination to 
foresee the then unbelievable growth of the railroads,’ he said, 
“you might have spoken in a manner to reflect that growth as 
it would appear in 1920. Your contemporaries would have 
thought you crazy. Much the same problem exists with respect 
to prophecies in aviation. . . . The fundamental fact with re- 
spect to air transportation is that it is still new. It has not yet 
found the level of its full economic utility.” 


Route Mileage Expansion 


He said that this country’s domestic air transport system 
in 1938 consisted of 38,564 route miles, serving 237 separate 
cities, and that “at a recent date” there were 55,200 miles of 
permanently certificated routes, serving nearly 400 separate 
cities, with hundreds of applications on file with the C. A. B. 
for hundreds of thousands of miles of new routes. The foreign 
air transport system of U. S. flag air lines had grown from 
30,781 route miles in 1938 to 63,001 route miles at the present 
time, he said, adding that the C. A. B. itself had proposed for 
consideration a system of world air transport routes for U. S. 
flag carriers over nearly 75,000 additional route miles. 

Mr. Pogue predicted that after the war there would be 
“an entirely new phenomenon in the travel habits of the nation, 
that the change would consist principally of a great increase 
in long-distance travel and that such travel would be by air. 
He said that both the railroad and the automobile had satisfied 
a particular appetite for travel, and added: 


But the appetite to travel long distances in a short time at low 
cost remained unsatisfied. This is the function of air transportation. In 
the decade after the war, rates will be much lower than they are now. 
...In 1942, the Civil Aeronautics Board . . . made an estimate of 
6,000,000,000 passenger miles for 1946. I am certain that when equipment 
becomes available that figure will quickly be reached and in time greatly 
exceeded. ... 

The speed and inexpensiveness of air transportation is certain to 
produce a wholly new era of foreign travel. . . . I expect ultimately to 
see the developments in foreign travel as the result of air transportation 
even more striking than those which were set in motion by the displace- 
ment of the sailing vessel by the steamship.... 


Chairman Pogue: said he considered it “a very natural 
step” in this country for all first-class mail that could thereby 
be expedited to be carried by air. In the international field, he 
said, “we must certainly carry all our mail by air. If only the 
international letter mail were sent by air, the average daily 
load on world air routes could be “well over 500 pounds,” and 
if prints and parcel post were added, an average daily load of 
over 8,000 pounds of mail and cargo could be provided, he said. 


Outlook for Air Cargo 


His address included the following discussion of air cargo 
prospects: 


I have predicted that by the end of the ten years following the war 
it is probable that the annual revenue from air cargo will exceed that 
received from passengers. . . . My belief in this fundamental develop- 
ment in air transportation has always been predicated upon the convic- 
tion that air cargo rates will come down. They are...coming down in 
advance of the time which I had anticipated. ...In the decade after the 
war, I expect to see... rates come down to around 15 cents a ton- 
mile. ... 

Even these much lower rates for air cargo, however, will not imperil 
the heavy commodity shipments made at the still much lower rates of 
rail and ocean shipping. By what fantastic logic is it that people assume 
that the airplane is going to drive the surface shipping companies out 
of business?... Undoubtedly air transportation will affect profoundly 
the passenger business of surface transport, but I am one of those who 
anticipate an increase in their bulk cargo business because of the intro- 
duction into the relations of mankind of the new facility for doing 
business provided by air transportation. 

As air transportation produces more opportunities for wider and 
more frequent business contacts, more business will be done. If, for 
example, a manufacturer of ice boxes in Chicago can send his salesmen 
and his trouble shooters to a market in South Africa and back in the 
course of a few days, ice boxes will be sold in South Africa. If they 
can be shipped to South Africa by steamship at three or four mills per 
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ton mile, where will be the inducement or the economic sense of ship- 
ping by air at a good many cents per ton mile? The airplane will be 
a carrier of cargo, but it will also in its swift carriage of business men 
and mail provide a stimulant to the increased bulk cargo of surface 
transport.... 


Chairman Pogue averred that air transport could become 
“the political, economic and social instrument of an interna- 
tionalism with new power and promise” in the development of 
world civilization. 


U. 8.-Hawaiian Air Service 


Public counsel of the Civil Aeronautics Board, in a brief in 
“Docket No. 851 et al., the Hawaiian Cases,” involving applica- 
tions of six companies for authority to institute air transport 
services between Hawaii and points in the Pacific coast (see 
Traffic World, Sept. 23, p. 773, and Nov. 11, p. 1247), has advo- 
cated that competition be provided for the U. S.-Hawaiian route 
of Pan American Airways, that United Air Lines, Inc., be se- 
lected to furnish such competition, and that the applications of 
the five applicants other than United be denied. 

The C. A. B. public counsel’s brief said that the Matson 
Navigation Co., one of the applicants, should be eliminated from 
consideration “for reasons of public policy and failure to meet 
the requirements of section 408” of the civil aeronautics act. It 
said that Pan American’s local service to Hawaii in the past had 
been “expensive, undependable and inadequate” and that Pan 
American’s plans for postwar operation of its presently certifi- 
cated U. S.-Hawallian route was “speculative, tentative and not 
likely to be carried out without the spur of competition.” Re- 
liable estimates of the applicants, it- said, indicated that the 
potential air traffic to Hawaii required two carriers, and the 
consideration of public policy also required certification of a 
competitor to Pan American to fly the route. Public conveni- 
ence and necessity, the board’s public counsel averred, required 
additional service between Hawaii and California points rather 
than a new air route between Hawaii and the Pacific northwest. 

Approval of the application of Northwest Airlines, said the 
C. A. B. public counsel, should be denied because the proposed 
route would be economically unsound and would require a heavy 
subsidy. It asserted, in that connection, that Matson Navigation 
Co. had been unsuccessful in attempts to inaugurate steamship 
service out of the Pacific northwest. 


“Sea Monopoly” Alleged 


The C. A. B. public counsel contended, further, that Matson 
now had a virtual sea monoply between Hawaii and the main- 
land, and that the strong financial position of Matson would be 
further enhanced to the detriment of Pan American Airways if 
Matson were awarded a certificate for a U. S.-Hawaiian air 
route. 

Consideration of public convenience and necessity and fail- 
ure of Hawaiian Airlines, Ltd., to divest itself of practical con- 
trol of Inter-Island Steam & Navigation Co. required denial of 
the application of Hawaiian Airlines, said the C. A. B. public 
counsel. Ryan School of Aeronautics, it continued, did not meet 
the requirements of public convenience and necessity as well as 
the existing air carriers that were applicants in this case. United 
Air Lines should be selected in preference to Western Air Lines, 
it said, because United’s proposed service was more extensive, 
comprehensive and convenient to the public than that proposed 
by Western. It added that United could offer advantages of one- 
carrier service from population centers of the United States to 
Hawaii and probably could develop traffic to Hawaii better than 
Western. It contended that “Pan American’s intrenched present 
monopoly in the Hawaiian trade indicates the necessity of choos- 
ing the strongest possible competition, and that United could 
furnish such competition. 

The Department of Justice, in its brief in ‘“Docket No. 851 
et al.” opposed the granting of the applications of Matson Navi- 
gation Co. and Hawaiian Air Lines. It said that no certificate 
should go to a surface carrier or surface-controlled carrier ex- 
cept on proof that the requirements of section 408 of the civil 
aeronautics act had been satisfied and that “public advantage” 
would result from the use of aircraft in furnishing service aux- 
iliary, supplemental or incidental to surface transportation. It 
cited several court decisions to show that ‘‘unlawful elimination 
of competition results when competing carriers are brought 
under common control,’ and asserted that, besides the anti- 
trust laws, there was other legislation, such as the Panama 
Canal act, to give effect to ‘‘the public policy of preserving com- 
petition.” It contended that Matson was “obviously” subject to 
the requirements of section 408 (relating to acquisition by a 
common carrier of an air carrier), and that the proof Matson 
had submitted as constituting compliance with those require- 
ments was “manifestly” insufficient to satisfy them. The serv- 
ices proposed by Matson, said the Justice Department, were in 
no way auxiliary, supplemental or incidental to its steamship 
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services, but were simply an alternative mode of transportation 
between origins and destinations served by the ships. Such oper- 
ation would afford Matson a competitive advantage over inde- 
pendent air carriers, the department said. It declared that Pan 
American’s present monopoly was not a vested right, and that 
additional service between Hawaii and the mainland might be 
authorized if the board found that circumstances warranted it. 
The “plan of divestiture” of Hawaiian to establish it as an inde- 
pendent enterprise, free of surface carrier control or influence, 
was unsatisfactory, in the Justice Department’s opinion, because, 
it said, it was questionable whether the proposed plan would 
suffice to accomplish a bona fide separation of the airline from 
the Inter-Island Steam & Navigation Co. 


Seattle and Tacoma 


The ports of Seattle and Tacoma, Wash., joining in one - 


brief, requested favorable action by the board on the application 
of Northwest Airlines, proposing service from Pacific northwest 
gateways to Hawaii, and said that the public interest demanded 
the breaking of Pan American’s monopoly between California 
and Hawaii. They contended that existing discrimination against 
Puget Sound points would be increased if additional service 
were authorized between California and Hawaii. 

The Ryan School of Aeronautics asked denial of the appli- 
cations of Hawaiian, Matson, Northwest, Western and United, 
and granting of its own application. 

Pan American Airways, on brief, said no showing had 
been made that public convenience and necessity required 
duplication of the presently authorized service between Cali- 
fornia and Hawaii, but that authorization of such duplicate 
service would prevent the public from receiving the benefits it 
was entitled to receive through the operation of the large 
modern equipment that Pan American proposed to acquire for 
this service. It said service between the Pacific northwest and 
Hawaii was not required. ; 

Western Air Lines, Inc., said it was the only applicant that 
would be on an equal footing with the existing carriers and at 
the same time would be able to provide energetic competition, 
and that it was the only applicant that would offer to the 
public the type of competition that would be productive of the 
good results the public had a right to expect from constructive, 
fair and equal competition. 


Contentions of Matson 


Matson Navigation Co., in its brief, said it was a company 
owned and managed by residents of the area proposed to be 
served, and that it was seeking authority to continue transpor- 
tation services in which it’ had been engaged more than 20 
years and which it had built up over the years by its own effort 
and expenditures. It said it would operate without a subsidy, 
and that the granting of a certificate to it would effectuate “the 
basic principles of the act—the development of an air trans- 
portation system adapted to the needs of the domestic com- 
merce of the United States, the postal service, and of the na- 
tional defense.”’ By granting of the authority sought to Matson, 
it said, the national defense would be assured of the continued 
availability of vessels designed for and vital to naval military 
use in time of war. It maintained that section 408 applied to 
acquisition by a common carrier of an existing air carrier, that 
one requirement was that such acquisition would not restrain 
competition, and that there was no such consideration here. 

United Air Lines, Inc., asserted that it could furnish better 
service for more travelers between California and Honolulu, at 
lower cost, sooner, and could develop a greater amount of 
wholly new traffic and compete more effectively with Pan 
American than any other applicant in this proceeding. It said 
it did not object to a third Hawaiian-mainland carrier with ter- 
minals at Seattle and Portland, Ore. It said it did not maintain 
that Matson was prohibited, as a matter of law, from acquiring 
a certificate of public convenience and necessity under the act 
because it was a steamship company. However, it contended 
that Matson would have a far greater amount invested in its 
steamship operations than in its air operations, and that ef- 
forts directed by Matson toward promotion of air travel would 
increase diversion from its steamship travel, where it had most 
of its capital invested, and would have a depressing effect on 
air transport. 


Northwest Airlines said that the northwest Pacific area 
should receive direct air service to Hawaii before any addi- 
tional service was provided for the California gateways. Pros- 
pective traffic would be ample to support its proposed opera- 
tions from Washington and Oregon, it averred. 

Hawaiian Airlines, Ltd., in its brief, declared that the so- 
called “Big Five’ sugar interests of Hawaii exercised no con- 
trol or influence over the affairs of this carrier. Failure of 
United to seek any foreign overseas routes did not entitle it to 
preference so far as a route to Hawaii was concerned, and the 
bulk of the mainland-Hawaiian traffic had no need for the one- 
carrier service offered by United, it said. It contended that, by 
linking local operations of Hawaiian Airlines in Hawaii to its 
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proposed operations to the mainland, it would directly benefit 
the public in Hawaii. Tourist traffic would be moved best by a 
Hawaiian-owned company, it maintained. 


Taxation of Air Commerce 


Saying that delegation by Congress of an air tax study to 
the Civil Aeronautics Board rather than to a federal agency 
directly concerned with taxation was an indication that Con- 
gress was deeply interested in the possible effect of multiple 
taxation on air commerce, Oswald Ryan, member of the Civil 
Aeronautics Board, addressed the members of the National 
Aviation Clinic at Oklahoma City, Okla., November 15. 

He said this was also an indication that Congress was 
deeply concerned over the advancement of a transportation 
that was of vital importance to the nation’s welfare in time 
of peace and its security in time of war. 

Referring to the board’s directive from Congress to study 
the situation and to recommend a means for eliminating and 
avoiding burdensome multiple taxation of air carriers and their 
employes, Mr. Ryan said the Board’s first objective was to see 
that air commerce should not be subjected to such taxation. 

“A closely related objective is that air commerce should 
not be influenced in its development by considerations having 
to do with inequalities in the tax policies of the several states 
through which the airline operates; the planning of the air 
carrier’s routes, the scheduling of its operations, the selection 
of its equipment, the location of its maintenance bases, and the 
place where its employes make their homes,—all of these should 
be determined with reference to the requirements of an eco- 
nomical and efficient air transportation system and not in re- 
sponse to artificial conditions created by chance variations in 
state and local tax policies,” said Mr. Ryan. 

He said the tax problem confronting the air transport in- 
dustry was dramatized in the Supreme Court decision in North- 
west Airlines vs. Minnesota—the litigation involving a property 
tax assessed on the aircraft of Northwest Airlines by Ramsey 
county, Minn. He said that while upholding the right of Minne- 
sota to tax the entire fleet operated by Northwest Airlines, the 
Supreme Court “did not, significantly, deny the right of other 
states in which these planes operated to levy a tax on equip- 
ment used within their boundaries.” He said the court did 
not have before it the right of any state other than Minnesota 
to make these assessments, but that dicta favorable to the 
rights of other states to tax were to be found in both the con- 
curring and dissenting opinions. 

“These opinions in the Northwest Airlines case raised all 
of the major issues as to the alternative bases of taxing the 
aircraft of interstate carriers,’ said Mr. Ryan. “The several 
opinions in the Supreme Court pointed to the desirability, even 
the necessity, for congressional initiative in evolving a sound 
program for the taxation of air commerce and for the avoid- 
ance of burdensome double or multiple taxation.” 

He said the Supreme Court members seemed to have little 
doubt that Congress had adequate power to deal with prob- 
lems of the multiple taxation of air commerce. 

“The law realistically recognizes that at the present time 
the problem is not primarily one of the total tax burden or 
of federal taxation, but that it is a problem of discovering 
ways and means of preserving to the states their rights as to 
air commerce while at the same time avoiding the duplication 
now inherent in much of the taxation of interstate business.” 

Mr. Ryan said he desired to emphasize the importance, 
that the board attributed to its consultation with state and 
local officials. He also said that without the “splendid co- 
operation of the industry, it would have been impossible for 
the Board to approach the deadline of December 30, 1944, 
fixed by Congress for the submission of this report.” 





AIR TRAFFIC CONTROL PROGRAM 


Glen A. Gilbert, chief of the air traffic control division of 
the Civil Aeronautics Administration, in an address November 
16 before the National Aviation Clinic at Oklahoma City, Okla., 
said that improvements that the C. A. A. now had under way 
would, when completed, assist materially in providing a more 
effective air traffic control service. These improvements, he 
said, consisted of approach control, automatic communication 
system, and “VHF” two-way radio and navigation facilities, 
and constituted an “interim” program: 

“Beyond this program,” he said, “steps must be taken which 
include: (1) simplifying rules of the air and adopting them on 
an international basis; (2) relieving pilots of distractions 
caused by present day traffic control requirements; (3) dele- 
gating to pilots substantial responsibility for the avoidance oi 
collision between aircraft, and (4) improving dependability and 
reliability of air transportation by providing an air ‘traffic con- 
trol service capable of handling traffic with a high degree of 
efficiency regardless of weather conditions.” 
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Surface Carriers and Air Transport 


Applications by railroads, steamship companies, and motor 
carriers for permission to engage in air transportation should 
be considered on their merits and not subjected to special legal 
restrictions not imposed on similar applications by other con- 
cerns, says William L. Grossman, assistant professor of trans- 
portation in the New York University School of Commerce, 
Accounts, and Finance. He has issued a 97-page study, “Sur- 
face Carrier Participation in Air Transportation,” containing a 
critical analysis of the arguments for and against such par- 
ticipation. 

He points out that, though the civil aeronautics act “does 
not forbid a surface carrier to engage in air transportation, its 
provisions, as interpreted, place far greater obstacles in the 
way of a surface carrier applicant (or an applicant affiliated 
with a surface carrier) than they place in the way of an inde- 
pendent applicant.” 

In particular, he indicates that, unless the surface carrier 
would be able to use aircraft in connection with its surface 
carrier operations, it is forbidden by the act to engage in air 
operations or to combine with an airline. On the basis of his 
analysis, he concludes that surface carrier proposals vary widely 
as to their desirability, and he therefore, recommends that 
Congress repeal the special restrictions on the approval of such 
proposals, so that the Civil Aeronautics Board may be free to 
grant any surface carrier application that it finds to be in the 
public interest. 


‘Doubtless, the net balance of advantage or disadvantage 
will vary greatly from proposal to proposal,” he says. “In one 
case, the surface carrier will be air minded and progressive, 
the combination will make possible great economies through 
avoidance of duplication, and so on. In another case, the pur- 
pose and probable effect of the proposed combination will be 
to retard the development of air transportation, no substantial 
economies will be achieved, and so on. 


“The obvious goal of sound regulation with regards to 
the instant problem must be to separate the chaff from the 
wheat—that is, to approve the desirable and to reject the un- 
desirable combinations. However, under the civil aeronautics 
act of 1938, as interpreted, the Civil Aeronautics Board will 
apparently have to forbid some combinations that are desirable 
in the public interest. 


“Our analysis of arguments has indicated that some argu- 
ments in favor of air-surface combinations apply exclusively 
or with greater force—and some of the adverse arguments 
apply with less force—to air-steamship combinations in inter- 


national transportation than to domestic air-land carrier com- 
binations. 


“The relatively high cost of establishing the necessary traf- 
fic personne] and experience for transoceanic service indicates 
the possibility of relatively large economies through avoidance 
of duplication in such service.. The need to meet the competi- 
tion of foreign air-surface combinations does not arise in do- 
mestic transportation. 

“The promotion of safety by exchange of weather informa- 
tion between surface vehicles and aircraft is significant if and 
only if the surface vehicles are steamships. Precedent for a 
policy against combination of modes of transportation is vir- 
tually confined to domestic transportation, but there is clear 
evidence of a Congressional policy favorable to the use of air- 
craft by steamship companies. 


“Accordingly, the provisos that limit CAB approval of 
combinations are likely to be particularly mischievous in their 
application to air-steamship combinations in international trans- 
portation. 

“We conclude that the prerequisites for approval of air- 
surface carrier combinations and for the issuance by the Civil 
Aeronautics Board of certificates of public convenience and 
necessity to surface carriers or their affiliates ought to be .con- 
fined to the requirements of public interest under the declared 
policy of the Act and (for the issuance of certificates) the re- 
quirements of willingness and ability imposed upon all appli- 
cants. 

“That conclusion is indicated with regard to all surface 
carriers and all air-surface combinations, but is particularly 
clear and inescapable with regard to international water car- 
riers and international air-water carrier combinations.” 


NONSCHEDULED AIRLINE INQUIRY 


The Civil Aeronautics Board has announced that it has 
tentatively assigned February 12, 1945, as the date for opening 
of a public hearing in its investigation of nonscheduled air serv- 
ices, Docket No. 1501 (see Traffic World, Aug. 5, p. 342). 

It noted that nonscheduled air transport services were at 
present permitted without specific authority of the board under 
terms of a general exemption order, and called attention to 
the fact that ‘the certificate provisions of the (civil aeronautics) 


1311 


act do not apply to contract operations not conducted on a 
common carrier basis.” 

“in general,” it said, ‘the purpose of the present investiga- 
tion is to determine what should be the nature and extent of 
any permanent economic regulation of nonscheduled operations. 
. . . The success of the instant proceeding depends to a large 
extent upon participation by those in a position to assist the 
board in a full development of all relevant facts. Thus, al- 
though the need for early disposition of the proceeding becomes 
more apparent as time goes on, the necessity of affording those 
desiring to take part an opportunity to fully prepare and de- 
velop their presentation prior to the opening of the public hear- 
ing is of paramount importance... .” 


AIR CERTIFICATE APPLICATIONS 


Air transportation of cargo only, in scheduled operations 
between Boston, Mass., and Barranquilla, Colombia, over two 
different routes has been proposed by Globe Freight Airlines, 
Inc., of New York City, in an application (No. 1669) filed with 
the Civil Aeronautics Board. On one of the proposed routes, 
the applicant would serve Hartford, Conn., New York City, 
Baltimore, Md., Richmond, Va., Charlotte, N. C., Atlanta, Ga., 
Birmingham, Ala., New Orleans, La., and Cuba as intermediate 
points. Intermediate points on the other proposed route would 
be Albany and Buffalo, N. Y., Cleveland and Toledo, O., Chi- 
cago, Ill., Indianapolis, Ind., St. Louis, Mo., Memphis, Tenn., 
Atlanta, Ga., Jacksonville and Miami, Fla., and Cuba. 

In an application docketed as No. 1668, the Florida Avia- 
tion Engineering Service (Peter Hubert, owner), of St. Peters- 
burg, Fla., asks authority to engage in scheduléd transporta- 
tion of persons, property and mail by conventional aircraft over 
various “feeder” routes, principally within Florida, having as 
their termini Jacksonville, St. Petersburg, Miami, Tampa and 
Tallahassee, Fla., and New Orleans, La., and serving many 
intermediate points. 


AIRPORT AREAS 


The average size of all airports in the United States is 
368 acres, according to a table prepared by the airport service 
of the Civil Aeronautics Administration. 

“Another table, showing the size of airports, indicates there 
are more airports between 80 and 160 acres in size than in any 
other classification,” says the C. A. A. Several strange situa- 
tions are revealed in the tables. There are three Class 3 air- 
ports, having a runway or runways between 3,500 and 4,500 
feet in length, which are only 40 acres in size, and there are 
9 Class 1 airports with more than 1,280 acres. There is one 
Class 5 airport, having runways longer than 4,500 feet, on a 
plot of less than 80 acres. Military as well as civil airports 
are included. 

_“Another table shows the number and class of hangars at 
various airports. Dividing the hangars into two classes, (a) 
commercial hangars having one dimension in excess of 50 feet, 
and (b) individual hangars with no dimension in excess of 
50 feet, the number of such hangars on each airport is given. 
Example: There are 157 airports which have three commercial 
hangars each. None of these has an individual hangar. There 
are three airports having three commercial hangars each, and 
each having two individual hangars.” 


SOUTHWEST AIR SERVICE 


The Civil Aeronautics Board has authorized American Air- 
lines to extend its route No. 23 from Nashville, Tenn., to Okla- 
homa City, Okla., via Tulsa, Okla. It has also authorized 
American Airlines to extend its route No. 4 from E] Paso, Tex., 
to Tulsa via Oklahoma City. These extensions would provide 
an alternate transcontinental routing for American and trans- 
continental service for Tulsa and Oklahoma City, it said. 
—— is also authorized to serve Joplin, Mo., on its route 

o. 30. 

In the same decision Braniff Airways was authorized to 
extend its route No. 15 from Oklahoma City to Memphis, Tenn., 
— and Muscogee, Okla., and Fort Smith and Little Rock, 

rk. 

Chicago and Southern Air Lines, Inc., obtained a permanent 
authorization to serve Little Rock, Ark., on route No. 53 be- 
tween Pine Bluff and Memphis. It had been serving this point 
on a temporary basis. 

The majority opinion was signed by Chairman Pogue, and 
Board Members Warner and Lee. Members Branch and Ryan 
submitted a separate concurring and dissenting opinion in which 
they disagreed with the extension of Braniff from Oklahoma 
City to Memphis and proposed that the local service to Fort 
Smith and Muskogee, as well as to Wichita Falls and Lubbock, 
Tex., be provided by American on local schedules. 


N. Y. AIR COMMERCE CONFERENCE 


The aviation section of the New York Board of Trade will 
hold an air commerce luncheon and conference at the Hotel 
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Astor, New York, November 28. There will be an air transpor- 
tation exhibit, and the following will speak: 


Benjamin H. Namm, president, Namm Department Store, Brooklyn, 
first vice-president, National Retail Dry Goods Association, and a direc- 
tor of the Aviation Corporation, on ‘‘The Effect of Air Transportation 
on Merchandising”; K. N. Merritt, general manager, public relations, 
Railway Express Agency, on ‘‘Railway Services Are Helpful to Air 
Cargo Transport’’; George W. Gerlach, president, Manhattan Storage 
and Warehouse Company, New York, on ‘‘The Warehouse as a Unit 
in the Distribution of Goods by Airplane’; A. M. Strong, manager, 
foreign department, Public National Bank and Trust Company, New 
York, on ‘‘How Can the Bank Aid Air Commerce?’’; John V. Lawrence, 
managing director, American Trucking Associations, Inc., on ‘‘Linking 
Motor and Air Carrier Service in the Air Age’’; Chester Mack Mayer, 
president, Air Express International Agency, Inc., on ‘‘The Part of the 
Foreign Freight Forwarder and Customs Broker in International Air 
Transport’; L. F. Bauman, United States representative, Royal Dutch 
Airlines, and director, Royal Dutch Netherlands Indies Airways, on 
“Coordination of Services of the Air Carrier and Those of Other Groups 
for Best Development of Air Commerce.”’ 


John F. Budd, Air Transportation Magazine, is chairman 
of the aviation section of the New York Board of Trade. George 
F. Bauer, international trade consultant, is chairman of the 
arrangements committee. 





AERO-TRANSPORTES AIR PERMIT 


Subject to approval by the President, the Civil Aeronautics 
Board, in an opinion in No. 1512, Aero-Transportes, S. A., 
Temporary Foreign Air Carrier Permit has authorized issuance 
to the applicant, an air carrier operating between points in 
Mexico, to engage in scheduled foreign air transportation with 
respect to persons, property and foreign mail between Monter- 
rey, Mexico, and Brownsville, Tex., and between Monterrey 
and Eagle Pass, Tex., via the intermediate points Monclova 
and Nueva Rosita, Mexico, effective for a period of 90 days 
from the date of its approval by the President. 

The board’s opinion showed that the applicant proposed 
use of the Eagle Pass and Brownsville airports, in lieu of air- 
ports presently used by the applicant at Matamoros, five miles 
from Brownsville, and at Piedras Negras, seven miles from 
Eagle Pass, and that, in the rainy fall and winter months the 
Matamoros and Piedras Negras airports were not safe for use 
by large-type planes now placed in service by the applicant. 
It said that unless the applicant was permitted temporary use 
of the Brownsville and Eagle Pass airports, operations over 
its routes between Monterrey and Matamoros and between 
Monterrey and Piedras Negras would have to be curtailed or 
discontinued until the airport improvement program was com- 
pleted. The board said the permit might be extended for a 
further period of 90 days, but that “in no event shall the dura- 


tion thereof, including an extension, exceed an aggregate of 
180 days.” 





St. Lawrence Waterway 


Senator Aiken, of Vermont, after a conference with Presi- 
dent Roosevelt, November 13, said he would seek congressional 
approval of the St. Lawrence waterway and power project 
through adoption of an amendment to the pending rivers and 
harbors authorization bill. He had advised the Senate of this 
purpose some time ago. 

Hearing on the question of whether the proposed agree- 
ment with Canada for construction of the St. Lawrence water- 
way and power project requires ratification as a treaty by the 
Senate will be begun November 21, by the subcommittee of the 
Senate commerce committee in charge of the matter (see Traf- 
fic World, Nov. 11, p. 1254). Senator Overton, of Louisiana, 
chairman of the subcommittee, announced this decision after a 
meeting of the subcommittee, November 15. The other mem- 
bers of the subcommittee are Senators Radcliffe, of Maryland; 
Mead, of New York; Vandenberg, of Michigan; and Burton, of 
Ohio. Senator Bailey, chairman of the commerce committee, 
is an ex-officio member of the subcommittee. 

The only question considered at the subcommittee meeting, 
said Senator Overton, was whether the hearing should be held 
on the treaty issue. In answer to questions of newspapermen, 
Senators Bailey and Overton said they personally felt that 
the agreement should be embodied in a treaty and submitted 
to the Senate for ratification. Senator Bailey said that, in his 
opinion, that was the only constitutional way to proceed. 

Should the decision be reached by the commerce committee 
that the agreement should be embodied in a treaty, the matter 
would be referred to the foreign relations committee of the 
Senate. If the committee should decide, however, that approval 
might be made by a majority vote approval of a bill authoriz- 
ing the project, as proposed by Senator Aiken, the subcommit- 
tee would then proceed with hearings on the merits of the 
project, said Senator Overton. Witnesses for the Department 
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of State, who are expected to contend that the project may be 

approved by passage of a bill, and opponents of the project, 

par . expected to contend that a treaty is necessary, will be 
eard. 

Asked what the chances were for action on the St. Law- 
rence project at the present session of Congress, Senator Over- 
ton said that if the bill approving the project were offered as 
an amendment to the pending rivers and harbors authorization 
bill, it was his opinion that long debate would ensue and that 
passage of the river and harbor bill would be endangered. 

When asked if he had any comment on the question 
whether the St. Lawrence seaway project should be authorized 
by treaty or by legislation, President Roosevelt, in his press 
conference November 14, said that he thought that, constitu- 
tionally, it could be done either way. A reporter wanted to know 
if the President favored immediate action on the project by 
Congress. President Roosevelt wondered if the reporter meant 
the current session that would end in January, and, when the 
reporter answered affirmatively, the President said that he 
thought that was a question of legislative preference, explaining 
that he thought it was for Congress to decide. 

A question as to his views about the proposed Missouri 
Valley Authority brought forth a long discussion by President 
Roosevelt of flood control and other developments that would 
be effected if, as he said he hoped, there would ultimately be 
seven different ‘‘authorities,” patterned after the Tennessee 
Valley Authority, for as many different river systems in the 
country. He mentioned, specifically, the Arkansas River, the 
Columbia River, the Mississippi River, the Cumberland River, 
the Missouri River and the Tombigbee and what he described 
as a dozen other Tombigbees emptying into the Gulf of Mexico, 
saying that the latter rivers probably should be put into a 


_ Separate authority. 


He said there was competition between the Interior De- 
partment and the War Department as to which of them should 
build the dam in the Missouri Valley project; that it had been 
the theory for many years that irrigation projects were for the 
Interior Department and navigation projects for the army engi- 
neers, but that he did not much care who built the dam, and 
that probably it was a good thing to have two agencies in the 
government building dams. He said that the people in the 
states in which the T. V. A. was located seemed to like the 
T. V. A., and that there were no local disputes between states 
in the T. V. A. area. 


“LAMSA” FOREIGN AIR PERMIT 


The Civil Aeronautics Board, by an opinion in No. 1577, 
Lineas Aereas Mexicanas, S. A., Temporary Foreign Air Carrier 
Permit, has authorized issuance to Lineas Aereas Mexicanas, 
S. A., a Mexican airline referred to as “LAMSA” in the opinion, 
of a temporary foreign air carrier permit authorizing scheduled 
transportation with respect to persons, property and foreign 
mail between Cananea, in the province of Sonora, Mexico, and 
Nogales, Ariz., effective from the date of its approval by the 
President of the United States. 

The board said in its decision that the airport at Nogales, 
Sonora, a little over three miles south of the U. S.-Mexican 
border, was surrounded by foothills and rolling country so that 
only small single-engine planes could use it, and that the record 
showed it was unsafe for planes of a larger type now acquired 
by LAMSA. It said that the closest airport in Mexico suitable 
for such equipment was at Cananea, a distance of 45 miles. 
Continuing, it said: 


LAMSA desires a temporary permit authorizing scheduled air trans- 
portation . . . to and from Nogales, Ariz., for the purpose of rendering 
service at Nogales, Sonora, with the larger equipment. The airport at 
Nogales, Ariz., is adequate for operations with this equipment. The 
cities of Nogales, Ariz., and Nogales, Sonora, are practically one com- 
munity on the border between Mexico and the United’ States, with 
only a boundary fence separating them. The airport at Nogales, Ariz., 
is about five miles north of the city. If granted the temporary permit, 
LAMSA will provide transportation for its passengers to and from the 
Mexican border, clearing them through the customs and immigration 
authorities. ... 

The permit will be effective for a period of 90 days from the date of 
its approval by the President . . . but in no event shall the duration 
thereof, including an extension, exceed an aggregate of 180 days.... 


U. S. RUBBER BUYS BELT BUSINESS 


The United States Rubber Company has agreed to pur- 
chase the assets and business of the L. H. Gilmar Company, 
Philadelphia, Pa., according to an announcement by Herbert 
E. Smith, U. S. Rubber Company president. The Gilmer Com- 
pany makes V-velts for industrial, automotive and household 
appliance use, and flat and road endless belts for power trans- 
mission. It also makes moulded tire treads for industrial truck 
manufacturers. No change in the management or operation 
of the Gilmer Company is contemplated. John S. Kraus, its 
president, will continue in the management of the business. 
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N. LT. L. Annual Meeting 


Traffic League Urges Withdrawal of Government s Rate-Making Suit Against Railroads—Proposes 
Foundation in Memory of Eastman—Tables Recommendation for I. C. C. Regulation of 
All Transport Agencies—Action on User Charges Deferred 


(By Stanley H. Smith, Staff Correspondent, at New York City) 


The National Industrial Traffic League at the opening 
session of its thirty-seventh annual meeting held at the 
Pennsylvania Hotel in New York City November 16 and 17, 
adopted a statement submitted by its executive committee con- 
demning the action of the Department of Justice in bringing 
its anti-trust suit attacking the rate-making practices of rail- 
roads. It urged withdrawal of the suit by the department. 
Submitted on behalf of the executive committee by John 
S. Burchmore, League counsel, the statement follows: 


Suit was instituted August 23, 1944, at Lincoln, Nebraska, in the 
name of the United States, by the Department of Justice, against the 
Association of American Railroads (A. A. R.), Western Association of 
Railroad Executives (W. A. R. E.), 47 railroads, 19 officials and 28 
individual directors, seeking equitable relief for the future by way of 
requiring dissolution of A. A. R. and W. A. R. E. and injunctions 
against operations of carrier rate committees or bureaus. 


The National Industrial Traffic League representing many and varied 
types of industrial concerns shipping and receiving freight and repre- 
senting others indirectly through the membership of Chambers of Com- 
merce and Trade Associations is enabled to express the experience of 
shippers generally for many years, going back of the passage of the 
Hepburn Acts of 1906 and the Elkins Act of 1903, which is that’ under 
the able administration of the Interstate Commerce Act and supple- 
mental legislation, fair and free competition has been preserved among 
carriers. Shippers and receivers of freight and the public generally 
instead of suffering the disadvantages that would have resulted from 
unbridled cut-throat competition have enjoyed on the whole the better 
service and facilities and the reasonable economies made possible under 
effective regulation. 

The original railroad act of 1887 was passed at a time when the 
railroads and their patrons were suffering the practices and ill effects 
of cut-throat competition. The Sherman Act, passed three years later 
obviously was not prompted by any combinations among carriers in 
restraint of trade. This law, however, as long ago as 1897 was held 
by the Supreme Court to be applicable to rate agreements and opera- 
tions of carrier rate bureaus, when such agreements or operations are 
in unreasonable restraint of commerce. The League points to the fact 
that through successive administrations, under both of the major polit- 
ical parties, the Department of Justice while at times invoking the Sher- 
man Act against attempted mergers of competing carriers, has not 
received complaints nor found it appropriate or necessary to attempt 
prosecutions or civil suits against the publicly recognized operations of 
the rate bureaus, committees and organizations of the railroads. 


Further, the Interstate Commerce Commission repeatedly has an- 
nounced the need for cooperation among carriers and shippers in pre- 
serving the elasticity of the general rate structure and meet the demands 
of commerce for desirable changes in local and joint through rates, 
rules and practices; and Congress in amending the Interstate Commerce 
Act from time to time has acquiesced in that position and has preserved 
the initiative in carrier managements to propose and publish rate changes, 
exercising managerial discretion, subject to review by the Commission 
in administering the substantive requirements as well as prohibitions 
of the Act. The result has been healthy competition among carriers 
and between types of carriers, on the whole, with adequate rights of 
redress to any shipper or community for any unfair or unjust charges, 
preferences, prejudices, or discrimination. The prohibition of the Sher- 
man Act, while not written into the Interstate Commerce Act, has 
been a healthy restraining influence. 


In these years of development of carrier regulation, the League 
along with other shippers has welcomed the adoption of the committee 
plan and its general observance, whereby changes in rates desired by 
any shipper or proposed by carriers have been docketed in advance 
with due notice to all who might be interested for or against the pro- 
posal, informal hearings have been granted and held and the carriers 
have voted on the action to be taken, always (in theory and in general 
practice) reserving to each carrier the right of individual and inde- 
pendent action regardless of the views of the committee or carrier 
group. The plan or system has not always worked perfectly but it has 
been highly satisfactory and it has implemented the regulations and 
rulings of the Interstate Commerce Commission in the general enforce- 
ment of the law. To destroy the plan or system or to punish the carriers 
as though they had been guilty of secret and unlawful conspiring 
would be greatly against the public interest. It would create the infer- 
ence that the Department of Justice, the Interstate Commerce Commis- 
sion and the Congress have been neglectful of the law’s mandates in 
openly countenancing such rate procedures through the past many years. 

Similarly the Association of American Railroads and other carrier 
organizations have cooperated with the Commission and with the ship- 
ping interests in matters of operating practices, car service and the like 
with generally beneficial results to the entire public. 


With this condensed historical statement, The National Industrial 
Traffic League in annual meeting assembled adopts and records the fol- 
lowing principles and conclusions for the benefit of its members and 


to be transmitted to the authorities in the Government at the proper 
times: 

1. While appreciating the fact that the Department of Justice pro- 
ceeded on the civil side instead of by indictment, the League deplores 
the broad scope of the civil suit at Lincoln (whether or not the specific 
allegations of facts as to the organizations are sustained) to the extent 
that the purpose is to destroy the railroad associations and committees 
and that it threatens to destroy the beneficial cooperation among rail- 
roads through the Association of American Railroads, the Western Asso- 
ciation and similar organizations. 

2. The League, by reason of the general reported experience of its 
members, is greatly astonished by the sweeping averments in the Gov- 
ernment’s bill that ‘‘defendants have unlawfully vested in financial, 
industrial and railroad interests, acting collusively, ultimate control 
over rates, charges, practices, and facilities of railroads operating in 
the western part of the United States; and that such unlawful control 
is exercised in such manner as to bring about a cartelization of trans- 
portation in the western part of the United States under the domination 
of a combination of financial, industrial and railroad interests.’’ It is 
the position of the League that this allegation cannot be substantiated. 

3. The League urges that the Department of Justice withdraw the 
pending suit on the ground that the broad prayers (if granted) would 
tend to destroy beneficial practice and procedures of long standing, 
contrary to the public interest and to the disadvantage of shippers of 
the country. 

4. The League heretofore has not considered necessary, any Con- 
gressional enactment to preserve the desirable and long standing gen- 
eral plan and procedure whereby proposed rate changes are docketed 
and considered in meetings of associations of carriers with notice to the 
interested public and opportunity to be heard. Its views and the reasons 
for its position were fully stated by the chairman of its Legislative 
Committee, Mr. Charles R. Seal, at the hearing before the Senate Com- 
mittee on Interstate Commerce on June 21, 1943, in connection with the 
bill S. 942 proposing to regulate carrier rate committee procedure. 

5. In the light of the suit at Lincoln and to remove any doubt of 
the lawfulness of the whole plan of carrier rate bureau procedure, prop- 
erly: conducted, the League now urges enactment by Congress of an 
amendatory law with specific provisions, first, to the effect that no 
action of a bureau or committee under rules and regulations established 
by the Commission shall operate to impede, prevent or deny the right 
of independent, individual action by any carrier in the establishment of 
rates, etc.; second, to the effect that carriers operating through bu- 
reaus or associations shall be relieved under the anti-trust laws only to 
the extent that their activities are authorized by and are within the 
scope of the regulations prescribed by the Commission; third, other 
statutory reservations to insure against coercions or unreasonable pres- 
sures against individual rights of particular carriers. The League will 
support a proper bill with these objectives. 

6. The principle of the Sherman Act forbidding coercions and agree- 
ments or combinations in unreasonable restraint of commerce should 
remain otherwise applicable to common carriers although subject to 
regulations by the Commission, and the League opposes exemption of 
the carriers from the provisions of the Sherman Act so long as it re- 
mains in force as to other branches of commerce. 


In discussion from the floor objection was voiced to para- 
graphs two and three of the statement on the ground that in 
paragraph two it was proposed that the League pick out a 
particular allegation of the government’s suit for attack and 
that in paragraph three the action proposed to be urged ought 
to be taken in court and not in such a statement as before 
the meeting. These objections were voted down on rejection 


of a motion to delete the paragraphs and the statement was 
approved as submitted. 


Eastman Foundation at Amherst 


In submitting the report of the executive committee, which 
met as usual on the two days preceding the annual meeting, 
Edward F. Lacey, executive secretary, brought before the meet- 
ing action of the executive committee looking to the establish- 
ment of the Joseph B. Eastman Foundation at Mr. Eastman’s 
alma mater, Amherst College. After referring to the death 
of Mr. Eastman last spring, Mr. Lacey said suggestions had 
been made by Mr. Eastman’s friends that steps might well be 
taken to perpetuate his memory in a suitable manner by the 
establishment of the foundation. By unanimous vote, said he, 
the executive committee proposed that the League’s president 
be authorized to take the initiative in calling together for 
conference such national groups as in his judgment should be 
interested, for the purpose of exploring the possibilities of rais- 
ing the suggested funds and with authority to participate in 
any plan adopted to accomplish establishment of the foundation 
on which the group might ultimately act. The committee fur- 
ther proposed that the League be prepared to donate $10,000 
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to the foundation fund at the rate of a third of the total for 
three consecutive years, “provided that the ultimate objective 
can be attained.” 

W. H. Day, formerly president of the League, in expla- 
nation of the foundation proposal, read a letter written by Fay- 
ette B. Dow, Gilbert H. Montague and Frank C. Wright, friends 
of the late commissioner, to Stanley King, president of Amherst, 
and members of the board of trustees of the college, proposing 
that the trustees accept the responsibility of administering the 
foundation the objectives of which would be to engage in in- 
struction, research, and publication regarding boards, com- 
missions, departments and other administrative governmental 
agencies in the fields of transportation, public utilities, insur- 
ance, finance, industry and other branches of American busi- 
ness and industrial life. The foregoing would include, it was 
stated, in respect of such agencies, matters of appointment, 
tenure and qualifications of personnel, relationship to other 
governmental departments, including judicial reviewability and 
conformability to the nation’s welfare and the American way of 
life. Mr. Day read from the remarks made by Mr. Eastman at 
the dinner given in Washington shortly before his death, re- 
ferred to as his primer with respect to administrative procedure 
and processes. 

Mr. Day said President Stanley and the Amherst trustees 
had accepted the proposal. The action of the executive com- 
mittee was approved by the League. Mr. Day said it was esti- 
mated that a fund of at least $400,000 ought to be raised, the 
income therefrom to be used for the work of the foundation 
along the lines indicated. 

The League approved a recommendation of the executive 
committee making honorary life members of Phillip Croxton, 
formerly traffic manager of P. Lorillard Company, New York 
City, and who retired December 31, 1943, and Charles A. Sulli- 
van, formerly general traffic director, Fisher Body Division, 
G. M. C., Detroit, Mich., and who retired December 31, 1943. 

The executive committee voted to hold the 1945 annual 
meeting at the Palmer House, Chicago, Ill., November 29 and 
30, with a two-day meeting of the executive committee on No- 
vember 27 and 28. This was approved by the League. The 
question of holding a spring or special meeting was left to 
the officers of the League. 

The nominating committee, I. W. Whitaker, chairman, rec- 
ommended reelection of John B. Keeler, president, who pre- 
sided at the meeting; Alonzo Bennett, vice-president, and Roy 
W. Campbell, treasurer. 

In remarks to the League Mr. Day appealed for discon- 
tinuance of discussion with non-League members by League 
committee members of proposals under consideration by the 
committees before the League had acted on them. He said 
word of action under consideration had reached outsiders with 
the result.that pressure was brought to bear to prevent pro- 
posed action in certain instances being taken. He said the 
effectiveness of the League would be undermined if such de- 
velopments continued. 


Transportation Policy 


Proposals in the report of the special committee on trans- 
portation, submitted by Charles W. Braden, chairman, in some 
instances, provoked considerable discussion and rejection of 
recommendations made. This committee was established by the 
League at its 1943 annual meeting. The League, said Chairman 
Braden, directed the committee to study all questions of na- 
tional policy and program concerning transportation with a 
“view to formulating an affirmative declaration of the League’s 
policy and position as to legislation, regulation, and the preser- 
vation and development of the national system of transporta- 
tion under proper fundamental principles.” The committee’s 
report contained much historical information with respect to 
transportation and reviewed major problems involved in that 
field. The committee made a number of recommendations. 

Its number one recommendation was in favor of regulation 
of all forms of for-hire domestic transportation by a single 
federal agency. Specifically, it was as follows: 


The special committee recommends that the League go on record as 
favoring the regulation by a single federal agency of rates, fares, 
classification and charges, services and practices in connection there- 
with, including the granting of certificates of public convenience and 
necessity and the rate of pay for mail, of all regulated forms of domestic 
for-hire transportation, including domestic air transportation, and that 
such regulation shall be entrusted to the Interstate Commerce Commis- 
sion under proper mandate of Congress. 


After discussion in which argument was made against tak- 
ing away from the Civil Aeronautics Board the authority it 
now had over air lines, the recommendation was finally tabled. 
The executive committee had recommended insertion of the 
words “with respect to interstate transportation” after the word 
“recommends” and the words “and permits” after “necessity.” 

Chairman Braden, as did President Keeler, in discussion, 
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pointed out that the recommendation contemplated transfer to 
the Commission of regulatory but not promotional activities of 
the C. A. B. but Kenneth McAuliffe said that if regulation of 
mail pay were transferred to the Commission that body would 
then have assigned to it a promotional activity in arranging 
mail subsidies for the air lines. Allen Dean asserted that the 
granting of certificates was a promotional activity. The motion 
that the recommendation be tabled was made by H. R. Brashear 
chairman of the League’s aeronautics committee, who spoke 
against the recommendation as one that should not be ap- 
proved now. President Keeler felt that there would be a clear 
line of demarcation between the activities of the Commission 
and C. A. B. if the committee recommendation were made ef- 
fective. He indicated he felt that, under the change proposed 
the Commission’s duty, with respect to mail pay, would be to 


determine what was a fair rate of pay as it did in the case of 
the railroads. 


A voice vote on the motion to table the recommendation 
left President Keeler in doubt. He called for a standing vote. 
Relatively, so few stood in opposition to the motion as com- 
pared with those who stood “for” it, that Mr. Keeler declared 
the motion to table carried. 


User Charge Recommendation Out 


The special committee recommended that the League go 
on record as endorsing the principle that users of inland water- 
way facilities created at public expense and now in existence 
should pay a reasonable user charge for navigation maintenance 
and special services or special facilities provided, and that with 
respect to new projects reasonable user charge should be paid 
in proportion to the benefit received and navigation maintenance 
and special services or special facilities provided; and that be- 
fore Congress “appropriates any money for any waterway proj- 
ects for which a transportation value is claimed, it should have 
a finding from the Interstate Commerce Commission that addi- 
tional transportation is necessary and that there is sufficient 
traffic to justify utilization of such waterway project.” 

In proposing the foregoing recommendation the committee 
pointed out, among other things, that at its 1933 annual meeting 
the League had adopted a recommendation of its executive 
committee that it opposed assessment of tolls against water- 
borne traffic designed to return the prior investment in water 
facilities “but does not oppose such tolls as will provide for the 
future maintenance and improvement thereof, such tolls to be 


determined after an unbiased investigation as to the reason- 
ableness thereof.” 


The special committee said that adoption of such a policy as 
recommended by it would have the following advantages: (1) 
It would remove. the element of unfair competition inherent in 
the present system of subsidizing water transportation; and 
(2) it would cause a careful scrutiny of particular waterway 
projects which are proposed from time to time to see if they 
would be self-supporting. User charges should be adjusted 
somewhat in accordance with the ability of the traffic to stand 
the charge and assessed where they were justified by special 
services and special facilities, said the committee. 


The executive committee recommended that part of the 
matter preceding the recommendation, the recommendation 
and the foregoing paragraph be deleted from the report, it was 
announced. The executive committee also recommended that 
this part of the report be referred back to the special committee 
for its further consideration and study. 

The recommendations of the executive committee were ap- 
proved by the League without discussion. 


Control of One Form of Carrier by Another 


The special committee discussed the issues involved in 
ownership or control of one form of carrier by another, saying 
that some held that the general national policy to date had been 
one of cleavage between carriers of different types, between 
surface carriers and air; between rail lines and water lines and 
motor lines, etc. It said whether this interpretation was in ac- 
cordance with the public interest and the intent of Congress “‘is 
a question which must have consideration in post-war trans- 
portation planning.” 

The committee recommended that the League endorse the 
principle that it should be permissive by law for operators of 
one form of transportation to operate, through ownership or 
contractual arrangements, other forms for performing of a 
complete transportation service for the convenience of the pub- 
lic upon making an adequate showing to the appropriate regu- 
latory authorities “that it would be in the public interest and 
would not unduly restrict competition of any form of trans- 
portation, or through the medium of. geographical transporta- 
tion systems.” The committee said. that, furthermore, that 
operators of different forms of transportation should be en- 
couraged under proper safeguards in the public interest to 
adopt any advancements in means of transport which “will tend 
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to a more complete or economical their service to the 
ublic.” 

' The executive committee recommended that the above 
recommendation be approved. In discussion fear was expressed 
that the committee’s words with respect to “through the medium 
of geographical transportation systems” indicated approval of 
creation and use of such systems. The contrary was intended, 
it was explained, and the League accepted that interpretation 
and adopted the recommendation. A suggestion by Mr. Dean 
that carriers of any kind be permitted to operate in the air 
under law requiring establishment and preservation of separate 
entities was referred to the committee for study. 


Consolidation—Government Ownership 


On the subjects of consolidation of railroads and govern- 
ment ownership the special committee recommended adherence 
to the League’s previous positions on these subjects and the 
recommendations were adopted. The League favors only volun- 
tary consolidation of railroads subject to Commission approval 
and opposes consolidation plans involving regional railroad sys- 
tems under which competition would be substantially curtailed. 
It opposes government ownership of the transportation agencies. 

Alluding to information in the special committee’s report 
on the proposed repeal of the land grant rates, submitted for 
information only, President Keeler appealed to members to urge 
their congressmen to see to it that the land grant repeal bill 
was passed at this session of Congress. 


The League received as information and adopted a section 
of the report on the merchant marine relating to overseas 
trade routes and coastwise and intercoastal routes. This part 


of the report reviewed the situations involved, but no recom- 
mendations were made. 


Air Transportation Aids 


The special committee had considerable to say about air 
transportation, reviewing aspects of regulation, data on airports 
and public aids, and air express. As to public aids the commit- 
tee said it was its view that air transportation could no longer 
be considered in the pioneering stage ‘as we once knew the 
meaning of such expression.” 


“The facility of air transport, the plane, has been largely 
perfected, terminal facilities (airports) are largely provided at 
public expense,” it said. “No investment is necessary in road- 
way or highway. The special committee is therefore of the 
view that ultimately all phases of aviation should be put on a 
self-sustaining basis, including a reasonable user charge for 
airports, just as has been the progressive objective in regard 
to highways. The characteristics of air passenger transporta- 
tion are such as to include in passenger rates due recognition 
of the economic cost of the service so as to enable the service 
to be placed on a self-sustaining basis as soon as practicable.” 

The foregoing remarks of the committee appeared in black- 
face type in the report—committee recommendations being so 
presented. The executive committee recommnded that this part 
of the report be reset in plain type and that at the end thereof 
anew paragraph be added in bold face type reading: “Reported 
as information.” This was done, the effect being that the 
League took no position on the committee’s views as set forth. 

The League adopted a recommendation of the committee 
that the League go on record as favoring over-all responsibility 
and security to users of air express service and continued co- 
ordination of transportation facilities such as now provided for 
by the Air Express Division of the Railway Express Agency in 
planning for the future of air express service of country-wide 
coverage. Mr. Brashear expressed fear that the declaration 
might be in opposition to establishment of air cargo services by 
air lines but on behalf of the committee it was asserted that 
there was no such intention. President Keeler said the lan- 
guage used did not exclude the creation of other air services. 
The League approved the declaration. 


Rate-Making Policies and Rules 


The special committee said that the most conspicuous fea- 
ture of transport regulation “is rate making and this presents 
major post-war problems.” It said the established feature of 
docketing, public hearing and consideration of rate changes by 
railroad and motor carrier bureaus had proved beneficial to 
carriers and shippers. It recommended that the League instruct 
its legislative committee to propose and sponsor legislation 
providing that “it shall be lawful for common carriers subject 
to the interstate commerce act to adopt and follow procedure 
with regard to the consideration and publication of rates, rules, 
regulations and practices, provided such procedure has been 
approved by the Interstate Commerce Commission as being in 
the public interest.” 

In view of the earlier action of the League in adopting the 
statement with respect to the anti-trust suit against the rail- 
roads, the League inserted as a substitute paragraphs four and 
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five of the statement for the recommendation of the committee 
and as changed the recommendation was approved. 


Deferred Maintenance 


The special committee discussed taxes, depreciation and 
postponed maintenance and recommended that the League sup- 
port appropriate legislation by Congress, amending income tax 
laws so as to permit the carriers, within appropriate regula- 
tions of the Commission, to accrue charges for postponed main- 
tenance and accelerated depreciation, against operating ex- 
penses thereby reducing their net income for tax purposes. 
Such deductions from current revenues, it said, should be per- 
mitted under strict safeguards of the Commission to insure that 
the funds thus set aside would be used only to do the work 
after the war was over. 

H. D. Fenske recommended that the League support the 
adoption of the depreciation method of accounting for transpor- 
tation companies and work with the Association of American 
Railroads for an amendment of the Internal Revenue Code to 
allow accumulated depreciation reserves, or at least a percent- 
age thereof, over a period of years to be created by setting off 
sums against current gross income as a means of promoting 
improved transportation facilities and ultimately lower trans- 
portation costs for shippers. This was referred to the special 
committee for study and consideration. The committee’s recom- 
mendation on accounting for deferred maintenance was 
approved. 

The report of the special committee, as amended, was 
adopted, with President Keeler explaining that the League 
merely accepted those parts of the report in which the commit- 
tee expressed its views as apart from formal recommendations. 
A report of information only was received from the bill of lading 
committee, E. S. Gubernator, chairman. 

The report of the classification committee, S. L. Felton, 
chairman, was one of information except as to objections to pro- 
visions of the Commission’s service order No. 68. The committee 
recommended a proposed amendment to the order to meet com- 
plaints “because of the assessment of charges at the carload 
minimum weight on a second car when an overload is trans- 
ferred to such second car en route.” The committee’s recom- 
mendation was approved. 

A verbal report was made by Chairman Felton with respect 
to a proposed rule limiting carriers’ liability on articles of high 
value—Subject 14—Consolidated Freight Classification Docket 
105. The executive committee recommended that the rule be 
opposed and this was approved by the League. It was contended 
that, as proposed, the rule would apply to ordinary articles of 
commerce. 

William Ferguson, president of the Canadian Industrial 
Traffic League, addressed the meeting. 


A. A. R. Annual Meeting 


The Association of American Railroads, at its annual meet- 
ing at Chicago, November 15, authorized its board of directors 
to set up a department of research to take over activities of the 
association’s committee for the study of transportation. That 
committee was organized in the spring of 1942 by R. V. Fletcher, 
vice-president, law, who assumed the chairmanship. The board 
of directors, following the membership meeting, elected Mr. 
Fletcher vice-president, research, and elected J. Carter Fort 
vice-president, law. Mr. Fort will also continue as general 
counsel, and Mr. Fletcher’s only legal work for the association 
will in the future be confined to his duties as chief counsel for 
the association in the anti-trust suit against the A. A. R., the 
Western Association of Railway Executives, and individual rail- 
roads pending in federal court at Lincoln, Neb. The board re- 
elected all other officers. 

Director Johnson of the O. D. T., speaking at the annual 
meeting, said that this nation was engaged not in one war but 
in two wars; that until recently the war in Europe engaged most 
of our armed forces, and that now both the war in Europe and 
the war in the Pacific were in full tide and would continue so 
for at least several more months. The need to wage war suc- 
cessfully on both fronts at one time would put an “incredible” 
strain on the nation’s railroads, he said. He praised the rail- 
roads for their remarkable success in handling war traffic in 
the last three years, but pointed out that, though “we don’t need 
a better job, we need more.” He said that passenger traffic con- 
tinued to increase, and that the year-end holiday passenger con- 
gestion would be the worst in the nation’s history. He said he 
“would like to see” an addition of 100,000 freight cars in 1945, 
but had little hope such an increase would be made. 

Following the meeting, J. J. Pelley, president of the A. A. 
R., said that the members had discussed car supply in the light 
of what Director Johnson had said, with the result that a num- 
ber of railroad officials agreed to place orders at once for addi- 
tional cars to be delivered late-in 1945. He said the member 
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railroads at present had 20,000 freight cars on order for delivery 
in 1945, and that they would place orders for an additional 
35,000. The total of 55,000 new cars represented not only the 
capacity production possible next year but the number of new 
cars desired, in the aggregate, by the various railroads, he said. 
He said there had been some discussion concerning the possible 
increase in car per diem charges, which for many years have 
been $1 a car. Costs of labor and materials in building freight 
cars had increased about 27 per cent in the war period, and 
some railroads took the position that those costs should be re- 
flected in an increase in per diem charges, he said, adding that 
no decision in the matter was reached at the meeting. He said 
there had been no discussion concerning the pending anti-trust 
suit or the offer of the Pullman Company to sell its sleeping car 
business to the association. 

Robert S. Henry, assistant to the president, said the asso- 
ciation had decided to spend $1,550,000 on advertising and public 
relations in 1945, compared to $1,435,000 this year. Expendi- 
tures on advertising alone would be increased from $1,092,000 
to $1,103,000, and of the balance of the increase, $100,000 would 
be used on material to be sent to grade- and high-school teach- 
ers and their students, he said. He added that hundreds of re- 
quests for material on railroads were received daily by the asso- 
ciation from teachers and students, reflecting a marked increase 
in school interest in the industry over recent years. 


The association re-elected all directors, with two exceptions. 
F. G. Gurley, recently elected president and chairman of the 
executive committee of the Santa Fe System, succeeding E. J. 
Engle, and Gustav Metzman, new president of the New York 
Central, succeeding F. E. Williamson, were elected directors 
succeeding Mr. Engle and Mr. Williamson. 


Car Supply Report 


Railroads are now handling about two and one-half times 
the amount of freight traffic and more than four times the 
volume of passenger business than they did before the war, 
the Car Service Division of the Association of American Rail- 
roads said in a report submitted to the annual meeting. 

“They are carrying,” the report added, “virtually double 
the load of the first World War, and they are doing it with 
one-fourth fewer freight cars, about one-fourth fewer passen- 
ger train cars, and one-third fewer locomotives than in 1918. 
The reduction in freight cars alone amounts to about 600,000 
units. The traffic has been handled without serious car short- 
ages, or loss of production time at factories, or loss of food- 
stuffs, account spoilage, for want of transportation by rail. 

“Today, after almost three years of handling the con- 
stantly mounting war load in a manner satisfactory to every- 
one, the old Iron Horse may be puffing and blowing, but he is 
still going strong and showing no signs of faltering.” 

The report pointed out that, in the first half of 1944 com- 
pared with the same period in 1939, there were increases of 
153.4 per cent in revenue ton-miles, 114.5 per cent in ton-miles, 
350.3 per cent in passenger-car miles, and 223.2 per cent in the 
amount of freight moved by rail to various ports for export. 

One of the most serious problems facing the railroads is 
the handling of passenger traffic. Excluding commutation 
travel, railroads in the first half of 1944 carried 21,854,000 
more passengers than in the same period last year, while pas- 
senger miles increased 7,401 million. 


“The total revenue passenger miles, including commutation, 
for the first six months of 1944,” the report said, “was four 
per cent greater than for the entire year of 1920, which was the 
peak prior to this war.” 


Due to the demands of both war and commerce, the re- 
port said, the box car supply, had been extremely tight in all 
parts of the country throughout the last year. Cooperation be- 
tween the railroads and shippers had resulted in requirements 
being met with a minimum of delay and inconvenience. Despite 
an indicated all-time record production of wheat this year, the 
number of country elevators blocked daily for want of cars 
in both the southwest and northwest areas had been sub- 
stantially less than one year ago. Requirements of open top 
cars for coal, coke, ore, iron and steel as well as finished mili- 
tary impediments also had been heavy this year. By reason of 
the increased loading of slightly more than three tons a car 
in 1944 compared with 1927, the report said, a greater tonnage 
of coal had been transported by rail in the first 40 weeks of 
1944 than in any previous corresponding period. 


“New records in the volume of movement or distribution 
of coal,” the report added, “have been established in the cur- 
rent year. Among these is the dumping of 42,601,744 net tons 
over the lower Lake Erie docks up to September 30. This is the 
largest coal tonnage ever dumped in any corresponding period 
via the lower Lake Erie ports. The total dumpings of coal 
for the year over these several docks, barring the unforeseen, 
will, at the close of navigation on the Great Lakes, establish an 
all-time high record for any one year.” 


TRAFFIC WORLD 


There also had been an exceedingly heavy demand ‘or 
all other types of freight cars, the report. said. 

Despite unprecedented movement of export freight, al] 
ports were open and free of congestion. In September, when a 
record average of 5,659 cars of export freight was unloaded 
at the ports daily, the amount on hand awaiting unloading 
was less than five days’ supply. 


0. P. A. and Rates 


The Traffic World Washington Bureay, 


The Office of Price Administration has announced that 
freight rates proposed for reestablishment in the reconversion 
period, after a period of obsolescence because of war conditions 
such as curtailed production, dislocated shipping, rationing, etc, 
though they have been and will be flagged as reductions in 
compliance with the governing tariff circulars, must be con- 
sidered as increases by the Economic Stabilization Director 
and the Price Administrator if published on a level higher than 
that in effect September 15, 1942, and are, therefore, subject 
to the requirement that the OPA be notified about such publica- 
tions, as in the case of other rate increase proposals. It said 
a trend toward establishing rates at a level higher than that in 
effect when they were canceled had become apparent. 


TRUCK-TRAILER ASSOCIATION MEETS 

The Truck-Trailer Manufacturers Association, Inc., held a 
special meeting at the Stevens Hotel, Chicago, November 10, 
for consideration of reconversion and contract termination. 
Col. C. G. Pratt, director of the contract termination division, 
U. S. Army Service Forces, urged the trailer manufacturers 
to go through a “theoretical termination” as soon as possible 
so that. as soon as the war ended, they could quickly inform 
the government what their inventories were, what government 
equipment they wished to retain, and the like. He said Army 
officers would cooperate in working out such “pretermination” 
planning. 

John H. Middlekamp, director of the automotive division 
of War Production Board, speaking briefly, said that as soon as 
Germany was defeated, W. P. B. controls over civilian produc- 
tion would end. He said manufacturers at that time could 
produce whatever they wished once their military orders had 
been filled. 

Harry F. Chaddick, president, American Transportation 
Company, Chicago, speaking at a luncheon session, said that 
many truck operators had been dissatisfied with trailers built 
in the last two years. Granting that trailers might be defec- 
tive largely because of the need to use substitute materials, 
he said that motor carriers needed trailers that were designed 
to last much longer than three years. He said, some operators 
had considered building their own trailers, but that he did 
not think it would be practical. The truckers’ financing prob- 
lem was a difficult one, he said, admitting that he did not 
know the answer. He said truckers would need to operate 
much larger units in the post-war period, to meet increased 
competition. He pointed out that state weight and length bar- 
riers hindered the operation of large, economic trailer units, 
and urged those present to lend their support any way they 
could to the fight against state barriers. 

E. J. Lucas, sales manager, Kingham Trailer Company, 
Louisville, president of the association, presided. 


TRUCK W. & I. BUREAU 


The directors of the Central States Motor Freight Bureau, 
meeting at Chicago, November 14, accepted the report of a 
special committee on formation of a truck weighing and in- 
spection bureau, in which the committee recommended that the 
directors set up a budget of $60,000 for operations, in the first 
year, of a weighing and inspection bureau for motor carriers 
in Central Territory. It also recommended that one chief in- 
spector be employed at Chicago and eight local inspectors be 
employed at key points in the C. S. M. F. B. territory (see 
Traffic World, Nov. 4, p. 1189). 

After accepting the recommendations, the directors in- 
structed Chester Moore, chairman of the special committee, to 
present the budget figures to each local bureau member with 
the recommendation that the local bureaus hold mass meetings 
of their members to decide how to raise the funds necessary to 
maintain the proposed weighing and inspection bureau. The 
directors assumed that at such mass meetings, individual motor 
carriers could indicate whether or not they wished to contrib- 
ute to maintenance of the proposed bureau and how they wished 
to make such contributions. It was believed that the local 
bureaus would ratify the proposition and that the $60,000 
budget would be met by direct assessment of motor carriers 
based on annual gross revenues of each carrier. 
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N. A. R. U. C. War Conference 


State Commissioners Oppose New Federal Transportation Agencies, Support Land-Grant Rate 
Repeal, and Ask Tightening of Rail Abandonment Provisions of the Act—Thirty- 
Eight States Represented—McConnaughey Elected President 


(By Robert J. Bayer, Staff Correspondent, at Omaha, Neb.) 


e The national association of Railroad and Utilities Com- 
missioners, at its annual meeting at Omaha, Nebraska, 
November 14 to 17, adopted a series of resolutions, on the rec- 
ommendation of its committee on legislation, placing the asso- 
ciation on record as favoring amendment of the railroad aban- 
donment provisions of the Interstate commerce act; opposing 
recommendations of the defunct Board of Investigation and 
Research for the formation of new federal transportation agen- 
cies; opposing proposals to change the relationship of state and 
federal regulatory agencies; favoring the repeal of land-grant 
rates, and putting it on record in a number of: other legislative 
matters, as well as reaffirming earlier stated policies of the 
association in other matters. 

The convention was designated the ‘1944 War Conference” 
of the association. Its action on the several matters put for- 
ward by its legislative committee, Walter R. McDonald, Georgia, 
chairman, varied somewhat from its usual procedure. Ordi- 
narily, the association merely receives the reports of its com- 
mittees, and refers them for recommendations on affirmative 
action to its resolutions committee. In the case of the legisla- 
tive committee’s regular report, however, as well as its special 
report on uniform state air commerce legislation, the executive 
committee, at a meeting the day before the opening of the gen- 
eral meeting, had decided to ask the meeting to act on the 
reports as presented. 

Action was to “favor the enactment of legislation which 
shall provide that no certificate shall be issued by the Inter- 
state Commerce Commission authorizing the abandonment of 
any railroad line, or any portion thereof, unless said Commis- 
sion shall first find that the continued operation of such line, 
or portion of line, will entail such financial loss as to be 
prejudicial to the public interest.” The pending Reed bill, S. 
1489, the resolution said, was what the association thought 
ought to be adopted, and it instructed the committee and its 
legal representatives to work to that end. 

The report discussed the recommendations of the Board 
of Investigation and Research on the creation of new federal 
transportation agencies at length and said that the Hill bill, 
S. 2085, designed to carry out those recommendations, made 
no distinction between interstate and intrastate commerce, its 
language applying ‘without limitation” to “any carrier’ and 
to “any administrative proceeding.” The committee, the report 
said, believed “that the time has come when a halt should be 
called to the creation of federal bureaus which duplicate the 
activities of existing bureaus and waste the money expended on 
their maintenance.” The resolutoin adopted on the committee’s 
recommendation said that the proposed agencies “would serve 
no useful purpose but, on the contrary, would represent a waste 
of public funds and would complicate and render more difficult 
the heavy task which now rests upon the Interstate Commerce 
Commission.” It instructed the committee and the association’s 
staff to appear before congressional committees in opposition to 
the instant and similar legislation. 


The association, in a resolution, expressed opposition, and 
instructed the committee and its legal representatives to op- 
pose S. J. Res. 146 and H. J. Res. 304 for the establishment of 
an air policy commission, and S. J. Res. 287, for the creation 
of a committee on state and federal relations. It particularly 
opposed participation in such commissions and committees of 
representatives of federal administrative bodies and representa- 
tives of the public, holding that “the character of such legisla- 
tion, if any should be necessary, should be determined by Con- 
gress itself, and any investigation with respect thereto should 
be conducted by a committee or committees representative only 
of the Congress.” It also said that “no agency outside the 
Congress created to make recommendations concerning such 
legislation should, in any event, be created without affording 
the state governments adequate representation thereon.” 


Land-Grant Repeal Favored 


The resolution on the repeal of land-grant rates was brief, 
Stating only that the association favored the enactment of the 
Boren bill, H. R. 4184, and urged “final action thereon at the 
present session of Congress,” and instructing the committee 
and the legal staff to appear at hearings on that and similar 
bills to present the. association’s view. There were a few dis- 


senting votes on the resolution. Ben C. Larkin, North Dakota, 
rose to explain the position of the North Dakota commission, 
which he said was that repeal of land-grant rates should be made 
contingent on the return to the federal government of unused 
land grants by railroads. Some of those lands, he said, included 
rich resources of coal, oil and timber, adding specifically that it 
was estimated they encompassed 250,000,000,000 tons of coal. 
Whatever the association did, he said, his commission was going 
to oppose the Boren bill, on the theory that “someone should 
protect Uncle Sam.” 


Several additional resolutions, adopted at the recommen- 
dation of the committee, reaffirmed stands on proposed legisla- 
tion taken at earlier meetings of the association. These included 
opposition to federal legislation for the federal specification of 
minimum standards of weights and size limitations for vehicles 
operating on the roads within the states; approval of the 
Wheeler bill, S. 942, for regulation of rate bureaus, “providing 
the proceedings of carriers with respect thereto are conducted 
in conformity with general regulations prescribed by the Inter- 
state Commerce Commission’; opposition to the amendment of 
section 77 of the bankruptcy act, as proposed in H. R. 4960, 
because it would be contrary to the association’s view. that 
“railroads shall be reorganized with their capitalization prop- 
erly related to the prospective earning capacity of such rail- 
roads, taking into account, among other factors, the value of 
the transportation service rendered to shippers’; support of 
S. 236, a bill to authorize the Commission to require the pooling 
of proceeds of general rate increases; opposition to so-called 
administrative procedure bills, which would “have the effect 
of depriving the federal regulatory commissions or the respon- 
sibility for the initiation and control of proceedings and investi- 
gations before such commissions deemed necessary by them, 
in the public interest, or of the appointment and control of 
their own examiners and other staff representatives, or which 
will operate to prevent the participation of state commission 
representatives in the hearing of cases before such federal 
commissions in cooperative proceedings as now authorized by 
law’; opposition to the Lea-Baily aviation bill and “any legisla- 
tion which will operate to destroy or interfere with the right 
of the states to regulate the rates and services of air carriers 
operating in intrastate commerce.” 


C. V. Shannon, general counsel, Federal Power Commis- 
sion, characterized as ‘a tempest in a teapot’”’ concern expressed 
by the committee over the need for amendments to the federal 
power act to exempt specifically from the jurisdiction of the 
Federal Power Commission sale of power wholesale intrastate 
by generating companies. John E. Benton, general solicitor of 
the association, however, insisted the need for the amendments 
was great and said that the objections voiced by Mr. Shannon 
had been met by the elimination of two sections of the bill 
proposed last year. A resolution reaffirming the position of the 
association in support of the amending legislation was adopted 
with dissenting votes from, among others, members of the 
California commission, who said they had been instructed not 
to vote in favor of the amendments until that commission as 
a whole had had an opportunity to study them more closely. 


Uniform State Air Law 


The special report of the committee concerned with uni- 
form state air commerce legislation included a recommended 
draft of such legislation which it urged the states to adopt. The 
draft had been prepared by the committee on instructions from 
the executive committee, the report said, in cooperation with 
a civil aviation joint legislation committee on which seven na- 
tional organizations concerned with aviation was represented. 
State legislation was important, the report said, to prevent the 
federal government from blanketing the field, thus creating a 
precedent, ‘repugnant to the constitutional concept of the re- 
served power of the state,” and leading to “impairment of 
state jurisdiction in other regulatory fields.” Federal regula- 
tion, it said, would make local operators dependent on slow 
and difficult federal processes. Local rates and fares ought to 
be regulated by the states, it said, because of the tremendous 
organization that would be necessary to regulate them from 
Washington and because local patrons ought not be “compelled 
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to resort to a board in Washington to obtain relief from inade- 
quate service, undue discriminations and unreasonable rates.” 

Uniform state legislation was recommended by the com- 
mittee ‘to avoid conflict and duplication with federal regula- 
tion.” It was not designed to cover safety, navigation, airports, 
qualification of pilots, airworthiness of aircraft, and the like, 
except by requiring compliance with federal laws, rules and 
regulations as a prerequisite to the obtaining of state certifi- 
cates for operation, the report said. 

A copy of the proposed bill was attached to the report. An 
accompanying resolution, putting the association on record as 
approving the draft and recommending its adoption in the 
states, was adopted. The report was presented and the resolu- 
tion adopted after a discussion on “State Regulation of Air 
Commerce,” in which Harvey P. Apperson, chairman of the 
Virginia commission, and Frederick G. Hamley, assistant gen- 
eral solicitor of the association, participated. 


Opening Session 


The meeting opened the morning of November 14, with 
an invocation by the Rev. Elwood A. Rowsey, pastor, Dundee 
Presbyterian Church, Omaha. Wade O. Martin, Louisiana, presi- 
dent of the association, was in the chair. There were addresses 
of welcome, on behalf of the governor of Nebraska, by Frank 
B. Fogarty, general manager, Omaha Chamber of Commerce; 
on behalf of the mayor of Omaha by Harry Tunison, city com- 
missioner, and by Duane Swanson, chairman of the Nebraska 
commission. George C. McConnaughey, Ohio, first vice-pres- 
ident of the association, responded. 

President Martin, in his annual address, said that all of 
the energies and powers of the various commissions must at 
present be devoted to the prosecution of the war. The meeting, 
he said, was called for that purpose and for the consideration 
of problems of the immediate post-war period. 

He said there must be cooperation between state and fed- 
eral commissions if the traditional American system of dual 
state-federal regulation was to be preserved, because there 
were at the moment, and would be in the future, attacks on 
that system. Legislation which would give federal authorities 
more jurisdiction over local rates and regulations of transpor- 
tation companies and public utilities, he said, would break 
the system down. 

He spoke affectionately of General Solicitor Benton, who, 
he said, had asked to be retired after twenty-five years of 
service with the association. He said the executive committee 
had expressed the hope of persuading Mr. Benton to remain 
active in an advisory capacity. 


Reporting for the executive committee, Mr. McConnaughey 
said that the committee had reviewed committee reports which 
were to come before the meeting and that appropriate action 
on those reports would be taken, by resolution, at the proper 
time. His report was accepted. 


Director Johnson Speaks 


At the afternoon session, Director Johnson of the Office of 
Defense Transportation, spoke on “War Transportation.” There 
were altogether too many conventions these days, he said, but 
he considered this one as part of the war effort. He spoke 
of the magnitude of the contribution of transportation to the 
war, saying that, in the twenty minutes he had alloted him- 
self for his talk, the railroads would move 31,000,000 ton-miles 
of freight and 5,000,000 passenger miles. This, he said, was 
“a miracle of transportation.” 


He spoke of cooperation in transportation conservation. 
Busses in Washington, D. C., by moving their terminals, had 
already saved 8,500,000 tire miles and nearly 500,000 gallons 
of gasoline, said he; 36 retail grocers in Jefferson City, Mo., 
by arranging joint deliveries, were saving 40,000 truck miles 
a year, and seventeen coal dealers in Chicago, by pooling trucks, 
were saving 137,000 truck miles a year. These, he said, were 
merely examples of what was going on all over the country. 

“This kind of transportation conservation can be trans- 
lated into terms of direct aid to the war effort,” said he. “If 
we had not tightened our transportation belt and made what 
we had do, it would have. been necessary to take away from 
the Army and Navy enough critical material to build more 
than 140,000 additional freight cars. We would have had to 
deprive the Army and Navy of enough desperately needed 
tires to equal 71,000,000,000 tire-miles. We would have had 
to take away from our air force nearly 2,000,000,000 gallons 
of gasoline. These phenomenal savings are computed only for 
commercial transportation. If we add the savings from the 
conservation of our private automobiles, tremendously greater 
results will be reached. It is to the everlasting credit of Amer- 
ican transportation that its tremendous job has been and is 
being done without depriving our armed forces of things they 
need to win.” 

There would be no slackening of the pressure on transpor- 
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tation for some time to come, he said. Its burden was greater 
today than at any time up to the present, he said, and reporis 
of possible immediate cut-backs in war production were belied 
by recent statements of the Secretaries of War and Navy that 
the production of war material had to be increased rather than 
reduced. 

“The War Production Board announced last Thursday that 
war production in critical programs was still short of require- 
ments,” said he. ‘‘While military secrecy does not permit me 
to give you the exact figure, I can tell you that during the month 
of October there was far more tonnage shipped out of our east- 
ern ports than any previous month since the war started. And 
the tonnage leaving our Pacific ports, to feed McArthur’s ever- 
increasing demands for the stuff with which to march to Tokyo, 
is reaching awesome proportions. 

“A few months ago, before the war fires in the Pacific were 
fanned into full flame, it was hoped that the war in Europe 
would be approaching its end. It was hoped then that much of 
the equipment and manpower could be transferred from the 
Atlantic to the Pacific. It was hoped by many that, after this 
year, we would have only one war to fight at a time. These 
hopes have not been realized. So, today, we face not simply a 
westward shift in transportation, but two enormous transporta- 
tion jobs superimposed one on the other—the burdens of two 
widely separated wars to move on a transportation system long 
over-burdened with the load of a single war. 

“T do not look for 1945 to offer any real relief or any sizable 
reduction in the burden on American transportation will be 
called on to carry—either freight or passenger. And, no matter 
when the German war ends, let no one tell you that licking the 
Japs is going to be a simple job. The Jap is no bush league foe. 
To beat him we will need all the power of America. 

“TI continue unshaken in my confidence that American trans- 
portation is going to do the enormous job which remains to be 
done just as it has tackled and licked every job to which it has 
been assigned. But we are not going to get the job done unless 
every American transportation worker, whether he be president, 
clerk or switchman, gives the same full measure of devotion to 
the task ahead as he has done in the past... . 


“There is one postwar suggestion I want to make. During 
this war we have learned what amazing,results can be achieved 
through cooperation. We have learned that, when the carriers, 
the shippers, the public, labor and the government (local, state 
and federal) get together on the same team, learn the same set 
of signals and plays, almost any desire can be attained. I think 
that is a pretty sound pattern to follow after the war. 


“We do not know today what problems peace will bring to 
transportation. But I am convinced that, if we can get together 
after victory, all of us, as we are doing now during these dark 
days of war, no one need fear that we will not carry the miracle 
of transportation in peace as well as in war.” 


Homer Hoch Speaks 


The only other guest speaker at the convention was Homer 
Hoch, justice of the Kansas supreme court, former congressman 
from Kansas, and co-author of the Hoch-Smith resolution of the 
late 1920s, which brought about interminable investigations by 
the Commission into the rates on agricultural products. He 
spoke on the second day of the convention. His subject was: 
“To What Extent Is It Practicable to Separate the Judicial and 
Administrative Functions of Regulatory Commissions?” In his 
extemporary address, however. he confined himself to a discus- 
sion of charges of the usurpation of judicial functions by admin- 
istrative bodies and advice to state and federal commissions on 
the manner in which they ought to conduct their business so as 
to prevent such charges being against them. The charges, he 
said, had their inception largely in the acts of recent administra- 
tive bodies, set up under presidential orders. They did not apply 
to commissions such as those making up the association, he said, 
but those commissions, by reflection, were ‘victims of those 
charges.” There was no doubt in his mind that the constitu- 
tional ideal was complete separation of administrative, judicial 
and legislative functions of government. Intermingling of them, 
he said, “sewed seeds of tyranny,” but he added that, as a 
matter of cold realism, such intermingling was necessary to an 
extent. Transportation and utility commissions, he continued, 
sometimes fell under the accusation of acting as “both prosecu- 
tor and judge” in cases before them. Such a state of affairs in 
the courts would be intolerable, he said, because there indi- 
vidual and isolated cases were dealt with. On the other hand, 
he pointed out, the processes of transportation and utilities reg- 
ulation was a continuing one, and the function of the commis- 
sions was as much to set a pattern of services and rates as to 
adjudicate specific litigation. 


They dealt with highly technical matters and were the 
repositories of information and experience which had to be 
drawn from if regulation was to be equitably maintained. He 
asserted that a complete separation of the judicial and admin- 
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istrative functions of the commissions would “rob the public 
of this vast store of information and experience.” Because of 
the rather anomolous position they held, however, he added, 
it was imperative that the commissions maintain their affairs 
on the highest planes of honesty, integrity and intelligence so 
as to forestall criticism. It was also important that the stat- 
utes under which they operated made provisions for judicial 
review of their decisions, said he. 


Committee Reports 


The report of the special war committee told of the ways 
in which that committee had cooperated with federal bureaus 
in war matters. It said that its only complaint was that calls 
on it by the War Production Board, Board of War Communi- 
cations and the O. D. T. had been “too infrequent.” It dis- 
cussed the attempt made by the Office of Price Administration 
to assume control over transportation and utility rates and 
the clarification of that situation through decisions of the U. 
S. Supreme Court. The existing provision in the price control 
law, requiring notification to the O. P. A. in cases of rate in- 
creases and giving that agency the right to intervene in rate 
litigation “has served every possible need and purpose in the 
protection of price ceilings,” the report said. The record of 
the commissions in supervising rates and charges in the war 
period, it continued, had been “uniformly commendable,” and 
had justified the refusal of Congress to permit control by O. 
P. A. 


The report asked that the committee be continued in ex- 
istence for the period of the war “or until discharged by vote 
of the association.” 'The executive committee later recom- 
mended the adoption of a resolution to that effect. The asso- 
ciation complide. 

A resolution submitted by the committee on cooperation 
with the Federal Power Commission, empowering the commit- 
tee to prepare changes considered to be necessary in the light 
of changed conditions, in the existing agreement between the 
association and the federal body for the joint handling of 
cases, and instructing the committee to submit the proposed 
changes to the executive committee for submission at the next 
annual meeting of the association, was also adopted. 

Much of the third day of the convention was spent dis- 
cussing alternate resolutions concerning a report of the com- 
mittee on depreciation of public utilities, Nelson Lee Smith, 
Federal Power Commission, chairman. The executive commit- 
tee submitted a resolution differing in wording from that sub- 
mitted and recommended by the committee. The committee 
wanted the principles laid down in its report recommended to 
the commissions for guidance, while the executive committee 
thought the report ought to. be distributed for consideration 
and application. The resulting discussion and parliamentary 
snarl was not resolved until the afternoon session, when, on a 
vote by states, the executive committee’s resolution prevailed 
by a single vote. 


The report of the special committee on excess profits 
taxes, Justus F. Craemer, California, chairman, contained rec- 
ommendations for legislation to make dividends in the hands 
of stockholders nontaxable income; to permit the deduction of 
normal income tax and surtax from income before the compu- 
tation of excess profits tax, and to broaden the definition of 
invested capital to include all borrowed capital instead of only 
fifty per cent of specific kinds of borrowed capital as at pres- 
ent. A resolution supporting those views, presented by the 
executive committee, was adopted. 

Other reports required no special action. Most of them 
were statements of progress in the fields covered in the year 
since the association’s last meeting. The report of the com- 
mittee on uniform motor freight and railroad classification, 
Claude Swain, New Hampshire, chairman, for instance, dealt 
almost entirely with the Commission’s general classification 
case, Docket 28310, and reproduced at length excerpts from 
the examiners’ report in that case, which it called “a rather 
curious statement.” The committee, it said, would “follow de- 
velopments and report to the association.” 

The report of the committee on services and facilities of 
transportation agencies, Charles F. Shaefer, Washington, 
chairman, described the success with which the railroads and 
the highway carriers had handled the extraordinary war traf- 
fic, and devoted much space to a consideration as to what the 
picture of air services and rates would be after the war. 

The committee to promote uniformity of regulations af- 
fecting motor carriers, Harry M. Miller, Ohio, chairman, said 
that “due to the demands of the war, federal agencies acting 
under their war powers have practically taken over the entire 
field” of motor regulations. The cooperation of the states in 
the effort, it said, was significant as to future progress in uni- 
formity of those regulations. It warned against the possibility 
of the invasion of the states’ field in this respect, however, 
pointing to the recent referendum of the U. S. Chamber of 
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Commerce, overwhelmingly in favor of federal regulation of 
truck weight and size limitation as a reason why the state com- 
missions should remain alert on that matter. It stressed the 
need for reciprocity in operations in states where no such ar- 
rangements had as yet been made. 

The report of the committee on safety of operation of 
transportation agencies, C. L. Doherty, South Dakota, chair- 
man, contained statistical information on railroad and highway 
accidents and suggested that the committee make a study to 
develop a program of grade crossing improvements in the post- 
war years. 

Reporting for the committee on progress in the regulation 
of transportation agencies, Frank Southard, Maine, chairman, 
summed up advances in state legislation on truck and bus size 
and weight legislation in the year, and touched also on the need 
for state air regulatory laws. It stressed the need for amend- 
ment of the abandonment provisions of the interstate commerce 
act, saying that “abandonment of railroad lines must stop at 
some point” because “mistakes leading to or resulting from 
abandonments cannot be easily corrected.” 

Other reports dealt chiefly with utility matters. They in- 
cluded the report of the committee on rates of public utilities, 
Francis M. McKeown, Massachusetts, chairman; accounts and 
statistics, Fred Kleinman, Illinois, chairman; corporate finance, 
Edwin A. Rosenstone, Illinois, chairman; services and facilities 
and safety of operations of public utilities, George H. Flagg, 
Oregon, chairman; special committee cooperating with the Fed- 
eral Communications Commission in Studies of telephone regu- 
latory problems, Leon Jourolmon, Jr., chairman. None of those 
reports required affirmative action. 


Forum Discussions 


There were also several forum discussions on utility mat- 
ters, including one on problems in transition to peace economy 
of electric, telephone and gas companies, with R. W. Peterson, 
Wisconsin, and Ray C. Wakefield, Federal Communications 
Commission, participating, and one on the disposition of excess 
earnings of utilities resulting from war conditions, with Flor- 
ence M. Kiely, Michigan, leading. Harry Miller, leading a dis- 
cussion on deferred maintenance, touched briefly on that prob- 
lem with reference to railroads, pointing out the difficulty of 
clearly marking just what charges constituted deferred main- 
tenance as differentiated from excessive cost of maintenance 
because of war conditions, and added maintenance necessitated 
because of inability to obtain good maintenance material in 
wartime. He asserted that most of the war injury to transpor- 
tation and utilities had already been done and that the problem 
of preserving funds for deferred maintenance should have been 
solved by legislation long ago. He expressed the opinion that 
— was not much that could be done about it at this late 

ate. 

The meeting adopted a number of changes in its constitu- 
tion to make it conform to the setting up of a new office of 
advisory council and to eliminate from the membership article 
the now non-existent Board of Investigation and Research. 


Election of Officers 


The association elected George C. McConnaughey, Ohio, 
president, the afternoon of November 16. John D. Biggs, IIli- 
nois, was elected first vice-president. Duane T. Swanson was 
elected second vice-president, defeating Carroll L. Meins, 
Massachusetts, and William H. Barry, New Hampshire, in a 
spirited contest. Frederick G. Hamley, for several years as- 
sistant general solicitor under retiring General Solicitor Ben- 
ton, was elected general solicitor and Ben Smart was reelected 
secretary. 

There were 152 members from 38 states registered for the 
convention. In addition, 26 visitors and 26 women registered. 
For the latter there were sightseeing trips and other enter- 
tainment on the four days of the convention. There was no pro- 
gram of entertainment for the members and male visitors other 
than the association’s annual dinner dance the evening of No- 
vember 16, at which there was no speech making. 


POST-WAR HIGHWAY PLANS 


If Congress failed to enact the pending post-war highway 
bill, S.2105, in its current session, there would be needless de- 
lay in the planning of “essential, war-deferred highway con- 
struction,” said H. E. Foreman, managing director of the Asso- 
ciated General Contractors of America, in a statement advocat- 
ing immediate enactment of the bill, passed by the Senate and 
sent to the House in September (see Traffic World, Sept. 23, 
p. 792). He said that unless the bill was passed before adjourn- 
ment of the present Congress, a new bill and a new beginning 
of the program would be necessary, since a new session of 
Congress would begin in January, and state legislatures meet- 
ing in 44 states in 1945 would be “at a complete loss as to 
what to do” with respect to needed highway legislation. He 
said the legislatures would meet in all states next year except 
in Kentucky, Louisiana, Mississippi and Virginia. 
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Cc. A. & E.. North Shore Strike 


Commuter trains of the Chicago and North Western, Mil- 
waukee Road, and Burlington Route serving the Chicago subur- 
ban area were packed and jammed as the result of the shut- 
down of operations on the Chicago, Aurora and Elgin and the 
Chicago, North Shore and Milwaukee railroads that began the 
morning of November 10 when about 600 operating emlpoyes on 
those two electric lines struck for higher wages (see Traffic 
World, Nov. 11, p. 1236). 


Even before the strike began, both unions representing the 
strikers—the Brotherhood of Locomotive Firemen and Engine- 
men and the Brotherhood of Railroad Trainmen—and the single 
management of the two railroads admitted that only interven- 
tion by the government could end the strike, but President 
Roosevelt had not acted in the dispute over the weekend and 
there was no indication that he soon would. Military authorities 
at installations at Fort Sheridan and Great Lakes, both served by 
the North Shore, had not made appeals to the brotherhoods to 
operate trains for personnel stationed at those installations. The 
National Médiation Board November 8 said the matter was in 
the hands of the President. 


Spokesmen for the companies admitted that they hoped the 
President would act immediately to place the railroads under 
control of either the War Department or the Office of Defense 
Transportation. 


Up to November 16, military officers had not taken the posi- 
tion that the strike interfered with the war effort, and, failing 
a certification to that effect, it seemed unlikely that the Presi- 
dent would take any action, though officials,of the affected 
suburban towns have besought him to do so. 


Refusing to meet the operating -mployes’ demands for a 
full 9-cent hourly wage increase, the ngle management of the 
two lines November 16 laid off abouc 750 of the other 1500 
employes because it lacked work for them. Additional employes 
would be laid off later if the strike continued, company officials 
said. O. D. T. officials reported that they had learned that the 
strike had not resulted in increased absenteeism at war plants 
in the Chicago suburban area served by the two railroads. 


Persons in the. federal government in close touch with the 
situation indicated, November 16, that there was no immediate 
prospect for the taking over of the two strike-bound lines by 
the government. It was stated that such action would not 
materialize unless some war agency certified to the President 
that the tieup of service on the lines was interfering with the 
prosecution of the war, and that no war agency had, until that 
time, shown an inclination to make such a certification. 


Rerouting Service Order 


Rerouting of traffic to and from points on or by way of the 
Chicago, Aurora & Elgin and the Chicago, North Shore & Mil- 
waukee railroads has been ordered by the Commission, division 
3, by service order No. 253, effective November 10. Because 
of the “stoppage of work” on those lines, the Commission said, 
the two carriers were unable to transport freight traffic and an 
emergency existed. 

The order said: 


i All common carriers by railroad subject to the interstate commerce 
» act, operating in the states of Illinois and Wisconsin, shall forward 
) freight traffic routed to, from or by way of the Chicago, Aurora, and 
» Elgin Railroad Co. (A. A. Sprague and Bernard J. Fallon, Receivers), 
, and the Chicago, North Shore & Milwaukee Railroad Co. (John B. Gal- 
| lagher and Edward J. Quinn, Trustees), and which cannot be trans- 
ported by said named carriers, by routes most available to expedite its 
movement and prevent congestion, without regard to the routing thereof 
made by shippers or by carriers from which the traffic is received, and 
practices of said carriers with respect to car service are hereby sus- 
pended and superseded in so far only as conflicting with this order. 


The order also said that its provisions should apply to in- 
trastate commerce as well as interstate commerce. It said that 
inasmuch as such disregard of routing was deemed to be due to 
the carriers’ disability, the rates applicable to traffic so for- 
warded by routes other than those designated by shippers, or 
by carriers from which the traffic was received, should be the 
rates that had been applicable at the date of shipment over the 
‘routes so designated. 


With respect to divisions of rates, the order said: 


(d)* Division of rates. In executing the orders and directions of 
the Commission provided for in this order, common carriers affected 
shall proceed, even though no division agreements are in effect, over 
j}the routes authorized; divisions shall be, during the time this order 
j}remains in force, voluntarily agreed upon by and between said car- 
‘riers; and upon failure of said carriers to so agree, the divisions shall 
be hereinafter fixed by the Commission in accordance with pertinent 
authority conferred upon it by the interstate commerce act. If division 
agreements now exist on the traffic affected, over the routes herein 
authorized they shall not be changed or affected by this order. (40 Stat. 
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101, secs. 402, 418, 41 stat. 476, 485, secs. 4, 10, 54 stat. 901, 912; 49 
U. S. C. 1 (10)-(17), 15 ()). 


JOBS FOR RETURNING VETS 

“Many American soldiers are seeing for the first time what 
American commercial vehicles can do in time of extreme ne- 
cessity,” said L. C. Allman, vice-president of the Fruehauf 
Trailer Company, in a speech to the Tennessee Motor Trans- 
port Association in Nashville. ‘With new vision, fresh enthu- 
siasm and driving enterprise, these men will return to teach 
you and all of us that motor transport is but a youthful in- 
dustry—that it’s only the beginning of a new day in America’s 
system of rapid, efficient, low-cost transportation. Modern ma- 
chines frequently reduce the need for manpower. But com- 
mercial vehicles, used for the haulage of merchandise and ma- 
terials over roads and streets—what effect do they have on 
manpower? They do the marvelous job of speeding up trans- 
portation, pulling down the costs, while creating jobs for more 
and more people. 

“Liberalize the laws, with due regard for safety and the 
public interest, and watch the good jobs open up for men and 
women everywhere.” 





RAIL WAGE STATISTICS 


Class I steam railways, exclusive of switching and terminal 
companies, reported a total compensation of $335,015,119 paid 
to employes in August, 1944, and a total of 1,449,191 employes 
as of the middle of that month, according to a compilation of 
wage statistics of those roads, statement M-300, prepared by 
the Commission’s Bureau of Transport Economics and Statis- 
tics. 

The employment was an increase of 69,617, or 5.05 per 
cent, over the number of employes reported for August, 1943. 
The total number of hours paid for was 5.57 per cent greater 
and the total compensation was 16.81 per cent greater in Au- 
gust, 1944, than in August, 1943. A comparison of the number 
of employes who received pay in the month with the total hours 
paid for, showed 221 hours an employe in August, 1944, and 
218 hours in August, 1943. Employes paid on an hourly basis 
in August, 1944, received pay for 31,637,495 hours of overtime, 
which was 11.09 per cent of the straight time paid for. The 
corresponding percentage for August, 1943, was 11.38. 

Compensation for “time paid for but not worked’ for 
August, 1943, was reported as follows: Executives, officials, 
and staff assistants, $133,507; professional, clerical, and general, 
$3,034,115; maintenance of way and structures, $1,021,237; 
maintenance of equipment and stores, $3,076,770; transporta- 
tion, (other than train, engine, and yard), $959,061; and trans- 
portation (yardmasters, switch tenders, and hostlers), $344,971. 

In the train and engine service, compensation for August, 
1944, was reported as follows: Straight time actually worked, 
$63,521,360; straight time paid for, $76,434,751; overtime paid 
for, $9,894,864; constructive allowances, $6,034,891; total $92,- 
364,506. Miles actually run totaled 576,946,715, and miles paid 
for but not run totaled 68,005,481. 


RAIL VACATION DEMANDS 


Conferences between the eastern, southern, and western 
railroad conference committees and the fourteen rail employe 
non-operating unions on union demands for longer vacations 
with pay will begin at Chicago December 7. The unions last 
summer served demands on the individual railroads for 12 
days’ paid vacation for all non-operating employes who have 
one year of service; 15 days for employes with two years of 
continuous service, and 18 days after three years of continuous 
service. At present the employes get six days of vacation only, 
except for telegraphers and clerical employes, who get 9 days 
after two years of service and 12 days after three years (see 
Traffic World, July 8, p. 88). 


MERCHANT MARINE RECRUITMENT 


Steps to accelerate the recruitment of seamen and to re- 
tain men on the merchant ships supplying the fighting fronts 
have been agreed on in an industry-wide conference in Wash- 
ington, the War Shipping Administration has announced. 

The conference was attended by Selective Service Director 
Hershey, War Manpower Commission Chairman McNutt, War 
Shipping Administrator Land, Deputy War Shipping Adminis- 
trator Macauley, in charge of recruitment, manning and train- 
ing activities, representatives of maritime unions and ship 
operator’s associations, navy, coast guard, Army Transport 
Service, Immigration and Naturalization Service, and other 
major officials of War Shipping Administration. 

Admiral Land, in opening the conference, said: 


In my considered opinion our present merchant marine will have 
to be operated for at least three and one half years after cessation of 
hostilities at full capacity. There will be troops, supplies, rehabilita- 
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tion materials and the work of the United Nations relief and rehabilita- 
tion organization to be carried on. 

The merchant marine is in a far better position than other industries 
ashore to promise continued employment for merchant seamen. 


W. M. C. Chairman McNutt indicated that manpower re- 
cruitment efforts would be stepped up to meet the growing 
demands of the merchant marine. He also indicated that much 
of the job would have to be accomplished within the industry 
itself, by the unions and ship operators, and by the Recruit- 
ment and Manning Organization of W. S. A. who had been 
given mandates by both the W. M. C. and Selective Service to 
control the entry and exit of merchant seamen from the in- 
dustry. 

Admiral Land emphasized a statement that “the shorten- 
ing of the war now depends to a very great extent upon the: 
merchant marine, and our ability to keep ships sailing with 
cargoes for the battlefronts.” 

General proposals agreed upon by both unions and oper- 
ators, according to the W. S. A., were: Freer exchange of in- 
formation concerning manpower between unions, operators and 
the R. M. O.; special measures to induce experienced seamen 
to stay aboard their ships during the Christmas holiday season, 
and the active support by both unions and ship operators of a 
merchant seaman’s “G. I. bill of rights’ extending benefits to 
seamen similar to those enjoyed by members of the armed 
services. 


BINGHAM AND GARFIELD DISPUTE 


President Roosevelt has appointed Richard F. Mitchell, of 
Ft. Dodge, Ia., Walter C. Clephane, of Washington, D. C., and 
A. G. Crane, of Cheyenne, Wyo., as members of the emergency 
board created to investigate and report on a dispute between 
the Bingham and Garfield Railway Company of Utah and em- 
ployes represented by the Brotherhood of Locomotive Firemen 
and Enginemen (see Traffic World, No. 11, p. 1237). Mr. 
Mitchell and Mr. Clephane are lawyers and have served as 
emergency board members before. Mr. Crane is a former pres- 
ident of the University of Wyoming. 


T. P. & W. Notes 


Taking the position that the payment of $39,600 a year by 
the Toledo, Peoria & Western Railroad for the services now 
rendered by its president, George P. McNear, was excessive 
when compared with the amounts of annual salary received by 
presidents of various other railroads, Director Sweet, of the 
Commission’s Bureau of Finance, has advised Mr. McNear, in 
a letter, that a recommendation that the Commission authorize 
issuance of promissory notes by the T. P. & W. in an amount 
sufficient to continue the payment of a-.salary of $39,600 a year 
for the service at present rendered by Mr. McNear as president 
of that road is, in Mr. Sweet’s opinion, not justified. 

Director Sweet’s letter, dated November 9, was placed in 
the docket of Finance No. 14605, Application of Toledo, Peoria 
& Western for Authority to Issue Notes (see Traffic World, 
Oct. 21, p. 1041). By that application, the T. P. & W. sought 
authority to issue $100,000 of promissory notes to provide work- 
ing capital for the railroad corporation. Denial of the applica- 
tion was recommended in a proposed report by Examiner H. C. 
Howard (see Traffic World, Aug. 19, p. 436). The letter from 
Director Sweet was in response to a letter he had received 
from Mr. McNear, dated November 4, setting forth the conten- 
tion, among others, that the burdens placed on the T. P. & W. 
president since the taking of the T. P. & W. by the federal 
government had been “far more severe and exacting upon him 
personally than the activities he handled prior to the taking” 
of those properties, and referring to plans for improvement of 
the railroad’s grade and alignment wherever possible. 

“With respect to the information requested in your letter 
of October 13, 1944, relating to the corporate affairs, minority 
stock ownership and financial standing of companies over which 
Toledo, Peoria & Western has no control whatsoever,” Mr. 
McNear wrote, “we do not understand how such matters are 
pertinent to our loan application or to the reasonableness of 
the compensation which the board of directors of this railroad 
has authorized be paid to its president.” 

Director Sweet, after acknowledgment of Mr. McNear’s 
letter of November 4, said, in his reply: 


It is noted you do not understand the statement in our letter of 
October 20, 1944, that there is little or nothing in the record at present 
which would indicate the propriety of the applicant’s paying a salary 
of $39,600 per annum for the services now rendered by its president. 

Please be advised that section 20a of the interstate commerce act 
requires the Commission to find as a fact in granting its approval that 
the proposed issue and the use of the proceeds thereof are appropriate 
for or consistent with the proper performance by the carrier of service 
to the public as a common carrier and are necessary or appropriate for 
such purpose. The applicant’s president is the owner of 1,000 shares, 
out of a total of 1,171 outstanding, of the Railroad Securities Corpora- 
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tion. This corporation is the owner of all applicant’s outstanding capital 
stock, except directors’ qualifying shares. In the present proceeding 
there is much to indicate that in the selection of its president and the 
fixing of his salary the applicant was not entirely governed by the kind 
and character of the service rendered, as records on file with this Com- 
mission indicate that the president of the Atlantic Coast Line receives 
an annual salary of $30,000 for his service in connection with the opera- 
tion of 4,956 miles of road, the president of the Bangor & Aroostook 
Railroad Company receives $30,000 per annum in connection with the 
operation of 596 miles of road, the president of the Chicago & Illinois 
Midland Railway Company receives an annual salary of $18,705 for his 
service in connection with the operation of 131 miles of road, the presi- 
dent of the Denver & Salt Lake Railway Co. receives $20,000 per annum 
for his service in connection with the operation of 231 miles of road, the 
president of the Duluth, Missabe & Iron Range Railway Company re- 
ceives $30,000 a-year as his salary in connection with the operation of 
543 miles of road, whereas the president of the Toledo, Peoria & Western 
Railroad receives $39,600 per annum for his service in connection with 
the operation of 239 miles of road. 

We are of the opinion that the foregoing will not justify a recom- 
mendation that the division authorize the issue of promissory notes by 
the applicant in an amount sufficient to enable it to continue the pay- 
ment of a salary of $39,600 per annum for the service at present rendered 
by the president of the Toledo, Peoria & Western Railroad. 


RETIREMENT BOARD FIGURES 


Retirement benefit payments to railroad employes in Sep- 
tember totaled $11,641,893, compared with $11,226,592 in Sep- 
tember last year, the Railroad Retirement Board said in its 
November report. The new payments brought to $857,656,813 
the total benefits paid since the board began operations. The 
month’s payments included: Employe annuities, $9,706,344; 
pensions, $1,182,193; survivor annuities, $122,864; death-benefit 
annuities, $28,330; lump-sum death benefits, $602,160. 

The board reported that claim filed in September for un- 
employment insurance totaled 1,851, compared with 2,036 in 
the same month last year, and that benefits certified totaled 
1,469 in the amount of $40,068, compared with September, 1943, 
figures of 1,576 and $41,951. Average payments for first regis- 
tration periods were $21.48, compared with $20.52 in Septem- 
ber, 1943; payments for subsequent periods averaged $28.72, 
as against an average of $29.14 for the same month in 1943. 

The board’s employment service made 101,131 placements 
in September, compared with 26,688 placements in September, 
1943, and about 4 per cent more than the 97,156 placements 
made August, 1944, the previous record month. The railroads 
reported fewer openings in the month, however, indicating that 
ar demand for workers had lessened somewhat, the report 
said. 

Reporting on railroad employes in military service, the 
board said that more than 326,000 employes had acquired about 
3,346,000 months of creditable military service in 1943-1944, 
and that the board “is requesting an appropriation to the retire- 
ment account from the federal government of $34,795,000 plus 
interest, to cover the cost of the additional benefits payable.” 
Military service may be credited toward employe annuities and 
— lump-sum death benefits under the railroad retirement 
act. 


O. D. T. OPERATION OF TRUCK LINES 


The Office of Defense Transportation has announced the 
release from government possession and control of Riss & Co., 
Inc., extensive motor carrier system with headquarters at Kan- 
sas City, Mo. It said this line was the tenth of 103 midwest 
trucking concerns taken over by the O. D. T. last August which 
now had been returned to private operation. O. D. T. said the 
company’s operations extended from Kansas City to Denver, 
Colo., Boston, Mass., and to points in Texas, and that it was 
returned (Notice and Order of Termination No. 8) because 
possession was no longer considered necessary for the success- 
ful prosecution of the war. 


T. P. & W. COMPENSATION 


Director Johnson, of the Office of Defense Transportation, 
had replied to the letter of George P. McNear, president of 
the Toledo, Peoria & Western Railroad, in which Mr. McNear 
said he had been ordered out of Mr. Johnson’s office in the 
course of a conference at which the question of compensation 
for the federal use of the T. P. & W. property was discussed. 
it was stated at the O. D. T., in response to an inquiry. It was 
stated, however, that the letter would not be made public at 
the O. D. T. (see Traffic World, Nov. 4, p. 1185). 

Mr. McNear said the only communication he had from 
Director Johnson was a noncommittal note, dated October 26. 
saying he was going to “explore the matter.” 


0. D. T. APPEAL DECISIONS 
Denial by subordinate officials of the Office of Defense 
Transportation of an application by J. F. Pearson, of Wilkes- 
boro, N. C., a wholesale grocer, for a certificate of war neces: 
sity and for approval of an inauguration of service as a motoi 
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carrier has been affirmed by Director Johnson, of the O. D. T., 
in his appeal decision No. 53, Director Johnson said the appli- 
cant stated that the proposed sérvice could not be performed 
by existing means of transportation, but that no reason was 
made to appear why services of the two draymen in adjacent 
North Wilkesboro were not available to the applicant. 

Upholding the action of O. D. T. district’ and regional offi- 
cials, Director Johnson has affirmed, in his appeal decision No. 
54, the denial to Vincent Longo, of Daytona Beach, Fla., of an 
application for approval of an inauguration of service as a pri- 
vate motor carrier, in operation of a small truck in connection 
with a sandwich shop operated by the applicant. 

Director Johnson also has affirmed, in his appeal decision 
No. 55, the denial by the regional director of the O. D; T. high- 
way transport department at Atlanta, Ga., of an application 
by Coyle E. Moore, Tallahassee, Fla., for additional mileage 
and motor fuel, to enable the applicant, as an administrator of 
his father’s estate, to make a 750-mile trip every two months 
to two farms in South Carolina constituting a part of the estate. 

In O. D. T. appeal decision No. 56, Director Johnson has 
affirmed the decisions of O. D. T. district and regional officials 
denying an application of California Flower Shippers, San 
Mateo, Calif., for approval of an inauguration of service as a 
private motor carrier, to pick up cut flowers from flower grow- 
ers’ farms in three California counties for transportation to 
applicant’s place of business. 
















































































































































































Travel Curtailment Appeal 


Director Johnson, of the Office of Defense Transportation, 
has asked all government agencies and all private employers 
to refrain from granting vacation leave or time off to employes 
where intercity travel would be involved, from December 15, 
1944, through January 8, 1945. 


The O. D. T. said the director also had requested govern- 
ment and private business to make special efforts to cut down 
all business travel “during this period to the extent that such 
travel could be deferred without impairing the war effort.” 

General observance of these requests, said Director -John- 
son, “will place all workers, whether employed by the govern- 
ment or by private industry, on the same basis with regard to 
holiday travel.” 

Director Johnson said that he “realized that a considerable 
personal sacrifice is involved in giving up the normal holiday 
reunions of families, but such sacrifice is an essential part of 
civilian contribution to the war effort.” 


Full cooperation on the part of government agencies, pri- 
vate business executives and the employes of both, said he, 
“will greatly aid those who are charged with the responsibility 
of meeting the transportation obligations imposed by the war.” 

In a letter to government agencies Mr. Johnson said: 


At the Christmas holiday season last year employes of the federal 
agencies helped ease the heavy passenger load on railroads and inter- 
city bus lines by complying with the request of the O. D. T. that they 
refrain from taking annual leave involving travel during that period. 

All government agencies were requested to cooperate further in the 
travel conservation program of the Office of Defense Transportation by 
spacing annual vacation leaves of employes throughout the year, with 
the exception of the period from the middle of December to the middle 
of January. Subsequently, private employers also were asked to schedule 
employe vacations throughout the year and in such a way as to avoid 
holiday periods. 

Military and essential civilian demands on intercity passenger trans- 
portation facilities have not abated during the past year. The burden, 
on the contrary, has become heavier. It is, therefore, again necessary 
to make every effort to hold down the rise in travel that normally 
occurs during the Christmas and New Year holiday period. Unless this 
is done, there will be interference with movement of military and essen- 
tial civilian passenger traffic on the railroads and intercity bus lines. 

Between now and the end of the year the Office of Defense Trans- 
portation, in cooperation with the carriers, will intensify its continuing 
campaign for voluntary curtailment of unnecessary civilian travel. It 
will urge all civilians to forego holiday trips and, so far as possible, to 
abandon or defer all other journeys on trains or intercity buses be- 
tween mid-December and mid-January. The armed services themselves 
will cooperate to lighten the travel load during this critical period by 
limiting the number of furloughs and leaves granted at all camps and 
stations. 

In am confident that the government agencies will be equally willing 
to cooperate in protecting the movement of essential passenger traffic. 
I therefore, make the following requests: 

1. That all goverenment agencies refrain, except in cases of extreme 
personal emergency, from granting annual leave to employes, where 
travel would be involved, for the period from December 15 through 
January 8. 

2. That all government agencies make special efforts to curtail 
government business travel during this period and to avoid, so far as 
possible without impairment of the war effort, the calling of meetings 
involving travel by their employes or by others. 

3. That all government agencies refuse all requests for government 
speakers at conventions or similar group meetings. 






















































































































































































































































































A list of 20 additional organizations that recently have 








TRAFFIC WORLD 


canceled meetings or conventions in cooperation with the Gov- 
ernment’s campaign for the curtailment of non-war connected 
travel, has been made public by Director Johnson, of the Office 
of — Transportation. The O. D. T. announcement con- 
tinued: 

This brings to 170 the number of organizations that have 
acceded to the recent requests of the O. D. T., whose cam- 
paign for convention cancellation will be carried into 1945. 
The latest list includes: 

FM Broadcasters, Inc., annual meeting, New York, January, 
1945; National Recreation Association, recreation congress, 
Atlantic City, December 4 to 8, 1944; Mutual Life Insurance 
Co. of New York, regional meeting, Atlanta, Ga., October 30 to 
November 4; New York, November 13 to 18, 1944; Association 
of Life Agency Officers, annual meeting; American Sociological 
‘Society, meeting, Chicago, December 29, 30, 1944; Mid-Conti- 
nent Oil & Gas Association, annual membership and executive 
committee meeting, 1944; Casualty Actuarial Society, annual 
meeting, November, 1944; Switchmen’s Union of North America, 
22nd annual meeting, Buffalo, N. Y., June, 1945; Ohio and West 
Virginia Tent and Awning Manufacturers Association, meeting, 
December, 1944; Highway Research Board, 24th annual meet- 
ing, Cleveland, O., November 22 to 25, 1944; New York Life 
Insurance Co., annual meeting and regional meetings, California 
State Chamber of Commerce, 1944, annual war conference; 
Ohio Society of Certified Public Accountants, convention; Life 
Insurance Sales Research Bureau, annual meeting, Chicago, 
November, 1944; Nebraska Christian Endeavor Union, 1944 
convention; Southwestern Building and Loan Conference, meet- 
ing, Jackson, Miss., Oct. 16, 17, 1944; American Institute of 
Park Executives, convention, Indianapolis, September 26 to 28, 
1944; West Virginia Education Association, annual state con- 
vention; Great Lakes Newspaper Mechanical Conference, 1944 
convention, Cleveland, O., October 8, 9, 1944; and National 


gee of Jewish Women, Inc., seven regional conferences in 
1944. 


MOTOR CONSERVATION 


Conservation orders issued by the Office of Defense Trans- 
portation, in addition to those heretofore announced, include 
supp. order O. D. T. 3, Rev. 395, between. Salt Lake City and 
Provo, Utah; O. D. T. 3, Rev. 396, between Little Rock and 
Texarkana, Ark.; O. D. T. 3, Rev. 397, between points in Wis- 
consin and Michigan; O. D. T. 3, Rev. 398, between Manitowoc, 
Wis., and Chicago, Ill.; O. D. T. 3, Rev. 399, between Manches- 
ter, N. H., and New York City, N. Y.; O. D. T. 3, Rev. 402, 


in Indiana; and O. D. T. 3, Rev. 404, between Muncie, Ind., and 
Portland, Ind. 


TOWAGE OPERATIONS 


Director Johnson, of the Office of Defense Transportation, 
has issued special order O. D. T. W-3, authorizing coordinated 
operations of carriers by water on the intracoastal canal. De- 
Bardeleben Coal Corporation, doing business as Coyle Lines, 
and the River Terminals Corporation, New Orleans, La., are 
named in the order as carriers. 


Track Purchase Applications 


The Office of Defense Transportation has advised its dis- 
trict offices that, effective November 13, they may accept and 
forward to the O. D. T. allocation section in Washington appli- 
cations for certificates of transfer for the purchase of new com- 
mercial motor vehicles to be built in 1945. The O. D. T. said it 
wanted to notify manufacturers of heavy duty trucks of the 
names and addresses of successful applicants sixty days in 
advance of production so that those vehicles might be shipped 
into areas where certificates of transfer had been approved. 
It will be remembered that the O. D. T. industry advisory com- 
mittee in one of its reports to the O. D. T. said that distribution 
of trucks had not, in the past, followed the granting of cer- 
tificates, so that some operators who held certificates were un- 
able to obtain trucks in their areas. At the O. D. T. it was 
said that this notification to manufacturers would correct that 
“mal-distribution.” 

As to certificates issued by the allocation section. against 
1944 production, the O. D. T. said: 

Since the entire 1944 production of heavy duty trucks has been 
allocated on a few makes and models, all certificates of transfer issued 
by the allocation section where 1944 production schedules have been 
exhausted will have an expiration date of three months from the date 
of issuance. On all makes and models where the production schedules 
have not been exhausted and trucks are either presently in dealers’ or 
branch stocks or are to be manufactured, certificates of transfer will 
have an expiration date of December 31, 1944. 


The O. D. T. said that certificates of transfer for medium 
trucks for the balance of 1944 would expire December 31. 
As to light trucks, the O. D. T. said it had informed its 
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district offices that they might accept and forward to the allo- 
cation section light truck applications beginning January 1, 
1945. This, it said, was because no light trucks would be manu- 
factured before February, 1945. In the meantime, it said, ap- 
plicants for light trucks would continue to submit a letter from 
their dealers stating that the truck was available in his stock, 
giving make, model, and serial number, and a statement that 
no certificate of transfer or government exemption permit was 
held against it. 

The O. D. T. said that applications for bus chassis would 
be handled in the same manner as those for truck chassis, ac- 
cording to weight classification, with the exception that the 
make must be designated. It added that trailer applications 
would be handled the same as heavy duty applications. 

It also announced that, effective November 13, persons or 
companies granted certificates of transfer would not have to 


present those forms to motor vehicle registrars for licensing 
purposes. 


N. Y. BARGE CANAL TRAFFIC 


Because of reduced traffic offerings the war period, 1944 
tonnage on the New York State Barge Canal, exclusive of 
petroleum and petroleum products moving in steel tank barges, 
would fall below that of 1940 (the last normal peace-time year) 
the Office of Defense Transportation has announced. The figure 
for 1940 and the estimated figure for 1944 were respectively, 
2,666,180 and 1,247,207 net tons, said the O. D. T. 

“Contrary to statements published recently, there has been 
no need for additional dry cargo barges on the canal during 
the season closing November 25,” said Lawrence C. Turner, 
assistant director, in charge of O. D. T.’s waterways transport 
department. “In fact, many such barges which ordinarily 
operate on the canal have this year been put to good use in 
New York harbor and on Long Island Sound. 

“While it is true that pre-war wooden canal barges have 
deteriorated somewhat, the present fleet, together with some 
new private construction now under way, should assure an 
adequate barge supply for all forseeable needs. Indeed, there 
would be little prospect of obtaining any additional dry cargo 
barge equipment through federal aid.” 

The discontinuance of coastwise and intercoastal shipping 
to New York was primarily responsible for the decline in traffic 
offerings on the canal, Mr. Turner explained. 


HOLIDAY FREIGHT HANDLING 


Executives of industrial and mercantile establishments who 
planned to close on Thanksgiving day, November 23, were 
warned by Director Johnson, of the Office of Defense Trans- 
portation, to keep at work a staff sufficiently large to handle 
incoming freight, especially LCL freight. Said he: 


The War Production Board has called for full work schedules in 
all war plants on Thanksgiving day and Thanksgiving day weekend. 
Since Thanksgiving day falls on a Thursday, any establishments re- 
maining closed through the following Sunday will be observing a virtual 
four day holiday. In such cases there would be serious interruption of 
transportation if normal freight deliveries could not be made. 

But whether deliveries are made impossible for the entire period, 
or merely for the one holiday, it would delay the unloading of freight 
cars, of which the supply is barely sufficient to meet the wartime de- 
mand and it would also cause serious congestion at freight houses. Fur- 


Revenue Freight Loading 


Revenue freight loading the week ended November 11 
totaled 839,489 cars, according to the Association of American 
Railroads. This was 53,844 cars or 6 per cent below the preced- 
ing week, 8,483 cars or 1 per cent below the corresponding week 
last year, and 12,794 cars or 1.5 per cent above the correspond- 
Ing week of 1942. 





Grain and Live 
grain-prod. stock Coal 
{ 1944 51,511 22,447 155,842 
SEO GE: BORE oso 5s eee ees ast { 1943 51,988 26,175 167,393 
| 1942 41,340 20,243 165,241 
Preceding week November 4...... 1944 54,644 25,295 170,963 
Per cent increase’ over............ 1943 
Per cent decrease under.......... 1943 9 14.2 6.9 
Per cent increase over............ 1942 24.6 10.9 
Per cent decrease under.......... 1942 5.7 
{1944 2,245,571 770,570 7,991,430 
Cumulative 46 weeks to Nov. 11. 41943 2,341,609 732,709 7,434,841 
(1942 1,915,636 644,777 7,427,494 
Per cent increase over............ 1943 5.2 7.5 
Per cent decrease under.......... 1943 4.1 
Per cent increase over............ 1942 17.2 19.5 7.6 
Per cent decrease under.......... 1942 


_—_ \ 


Per cent to 15 year average, 114.3. 


Revenue Freight Car Loading—Week Ended Saturday, Nov. 11 
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thermore, loaded motor trucks would be kept from making deliveries 
and they would be kept unnecassarily idle. 

With war plants running full tilt on Thanksgiving day and with the 
nation’s freight-carrying equipment so badly needed to carry war freight 
and the products of our farms at this season, the managers of plants 
closing on Thanksgiving day, or the Thanksgiving day weekend will be 
aiding the war effort by making certain that all material consigned to 
their plants is unloaded without interruption or delay due to lack of 
workers to receive it. 


FREIGHT CAR REPORT 


U. S. railroads reported a daily average surplus of 10,320 
freight cars, and a daily average shortage of 5,659 freight cars, 
for the week ended November 11, according to the car service 
division of the Association of American Railroads. 

The surplus was made up as follows: 

Plain box, 2,263; auto box, 130; flat, 282; gondola, 1,614; 
hopper, 758; and miscellaneous, 5,273. 

The shortage was made up as follows: 

Plain box, 5,208; auto box, 223; flat, 150; and gondola, 78. 


DEMURRAGE ON BOX CARS R 


By amendment No. 1 to revised Service Order No. 242, 
the Commission, division 3, has extended the expiration date 
of the order from November 19 to December 3, and also made 
it applicable to BX (express) cars when used in freight service. 
The revised order set up demurrage rates on box cars held, 
beyond the free time allowed in tariffs, for loading or unload- 
ing (see Traffic World, Oct. 14, p. 978). 


TRANSPORT EQUIPMENT REPAIRS 


Transportation system operators may no longer use the 
blanket authorization provided under P-142, the railroad main- — 
tenance and repair order, to purchase certain repair parts for 
diesel electric locomotives of 660 horsepower, or larger, the 
War Production Board has announced. 

To obtain diesel engines, complete truck assemblies, pro- 
pulsion motors, and generators for repair or reconstruction, 
operators must apply for a rating on Form W. P. B. 541, 
W. P. B. said. 

Direction 6 to P-142, issued Nov. 14, would prevent the 
accumulation of critical diesel electric locomotive parts in 
operators’ stocks and would assure more equitable distribution 
of these items, W. P. B. explained. 


CALIFORNIA BELT SERVICE ORDER 


The Commission, by division 3, has issued amendment 
No. 1 to service order No. 246 which required the State Belt 
Railroad of California to apply demurrage charges on closed 
box cars engaged in intraterminal transportation (see Traffic 
World, October 21, p. 1064). The effect of the amendment was 
that service order No. 246 would also apply to closed box cars 
having a mechanical designation in the current Official Rail- 
way Equipment Register prefixed by “BX” but only when used 
in freight service. ‘It also extended the expiration date of the 
order from November 19 to December 3. 

Amendment of the Belt railroad order brings it in line 
with the amended revised service order No. 242, requiring 
demurrage charges generally on box cars (see elsewhere). 


ARMY AND FREIGHT HANDLING 
The War Department has issued a statement saying that 
steps taken by the Army Transportation Corps for faster han- 
dling of freight “resulted in a saving of 5,000 car-days, allevi- 
ated the shortage in rolling stock and cut charges by thousands 
of dollars’ in September. Continuing, the department said: 


This campaign of the Transportation Corps is aimed at helping the 
railroads to reduce the time required to load and unload freight cars. 
The improvement shown in September makes it possible for available 


Forest Mdse. 
Coke Products Ore L. C. L. Miscellaneous Total 
13,846 39,956 53,554 108,052 394,281 839,489 
14,207 42,915 44,262 107,291 393,741 847,972 
14,135 42,647 60,152 91,065 391,872 826,695 
14,337 44,100 63,250 108,918 411,826 893,333 
21,0 7 1 
2.5 6.9 1.0 
18.7 6 1.5 
2.0 6.3 11.0 
671,932 2,041,698 2,543,959 4,805,244 17,682,330 38,752,734 
661,310 1,967,761 2,636,734 4,471,431 17,383,205 37,629,600 
645,379 2,224,103 2,846,190 5,071,475 17,632,737 38,407,791 
1.6 3.8 7.5 ie 3.0 
3.5 
4.1 3 9 
8.2 10.6 5.2 
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cars to haul an increased volume. The Transportation Corps’ Traffic 
Control Division routes and releases all War Department freight, as 
well as mass troop traffic. 

During September 250,000 freight cars were loaded or unloaded at 
army depots, camps, ports of embarkation, holding and reconsignment 
points and other installations. Of this number, 160,000 were released 
within 24 hours, an unusually high performance record, and another 
60,000 were released before the end of the second day. 

To encourage prompt handling, the railroads, under authority of 
the Interstate Commerce Commission, charge fixed fees for each day 
cars are delayed beyond 48 hours. These are called demurrage charges. 
Because of the shortage of roiling stock, the Commission recently ap- 
proved a sharp increase in demurrage rates on box cars held more than 
three days after the expiration of the ‘‘free’’ time, or the first 48 hours. 

Only 12 per cent of the total cars handled in the month were delayed 
in loading or unloading beyond the two ‘‘free’’ days. This contrasts 
with 14 per cent in both July and August for which demurrage charges 
had to be paid by the War Department. 

In addition, the army-navy consolidating stations and freight dis- 
tributing agencies made favorable showings in September. Eighty-three 
per cent of the cars received by these installations were released within 
24 hours. In the case of the consolidating stations, only two per cent 
of the cars were held longer than 48 hours. It was only one per cent 
in the case of the distributing agencies. 












































































































































REFRIGERATOR ORDER AMENDMENT 

C. W. Taylor, manager, refrigerator Car section, car serv- 
ice division, Association of American Railroads, as agent for 
the Commission under its service order No. 95, has issued an 
amendment to his order No. 219. effective November 15, for- 
bidding the use of standard or giant RS type refrigerator cars 
for the movement of canned or preserved foodstuffs (not cold 
pack), bottled beer or other bottled liquors and bottled wine, 
within or between points in Alabama, Arkansas, Florida, Geor- 
gia, Louisiana, Mississippi, North Carolina, Oklahoma, South 
Carolina, Tennessee and Texas. The order also forbids rail- 
roads from accepting diversion orders on such cars. The order 
does not prevent the furnishing by railroads of PFE or SFRD 
refrigerator cars for loading under ‘service order No. 104. 










































































EXPORT FREIGHT 


Cars of export freight, excluding coal and grain, handled 
through United States ports totaled 167,299 in the month of 
October compared with 126,013 cars in October, 1943, or an 
increase of 33 per cent, the Manager of Port Traffic of the 
Association of American Railroads announced. 

“Export grain unloaded at the ports totaled 3,879 com- 
pared with 2,285 in October, 1943, or an increase of 70 per 
cent,” said he. 

“The railroads handled 515 carloads of coastal freight in 
October, 1944, compared with 578 in the same month in 1943, 
or a decrease of 11 per cent. 

“The total of 171,693 cars of export and coastal freight 
excluding coal handled through the ports represented an aver- 
age daily unloading of 5,538 cars. This is the eighth consecu- 


tive month that the average daily unloading has exceeded 5,000 
cars.” 






















































































CONTROL OF EXPORTS AND IMPORTS 


The War Production Board announced that as of Novem- 
ber 11, it had begun to issue import permits under General 
Imports Order M-63 to jute consumers for the purchase and 
importation of raw jute and jute butts from India. All con- 
sumers receiving such permits had been advised that they 
were permitted to negotiate with agents of Calcutta shippers 
in accordance with normal trade practices for the purchase of 
the jute authorized by their import permit, W. P. B. said. 

In its current export bulletin No. 208, the Bureau of Sup- 
plies of the Foreign Economic Administration has published 
information relative to amendment of section II of current 
export bulletin No. 193, export sales of dry edible beans, and 
blanket licenses for automotive replacement parts. 

Changes in general licenses for exportation of chemicals, 
drugs, pharmaceuticals and health supplies have been set forth 
in current export bulletin No. 209 of the F. E. A. 

The F. E. A. also has issued its current export bulletin 

' No. 210, dealing with “a further rollback of the decentraliza- 
, tion plan for Cuba.” 








































































































REVISED TANK CAR SERVICE ORDER 
} Light-weighing of a tank car or tank cars on railroad 
' owned track scales and the use of railroad owned locomotives, 
* engines or motors in light-weighing of such cars on industry 
, owned scales, is prohibited by the Commission’s revised service 
order No. 243, effective November 20, which vacates service 
jorder No. 243. The earlier order prohibited railroads from 
light-weighing tank cars on railroad track scales (see Traffic 
¢ World, Oct. 14, p. 982). The revised service order excepts the 
light-weighing on a railroad or industry owned track scale of 
any tank car to obtain the light weight for the sole purpose of 
stenciling that light weight on the car. 
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The order suspended the operation of all tariff rules or 
regulations in conflict with its terms, and required announce- 
ment by the railroads of such suspension. It was made to apply 
to intrastate as well as interstate commerce. 


COTTON PERMIT SERVICE ORDER 


The Commission, through its Bureau of Service, has ap- 
pointed additional permit agents under service order No. 249, 
Movement of Cotton Under Permits, effective November 6, as 
an emergency measure to prevent a shortage of equipment and 
congestion of traffic (see Traffic World, Nov. 4, p. 1189). Under 
the order, authorizing the appointment of permit agents and 
requiring the setting up of cotton permit committees at points 
where more than one compress or storage warehouse was lo- 
cated, the Commission had appointed close to 100 agents (see 
Traffic World, Nov. 11). 

Recent appointments as permit agents were: F. P. Fisher, 
Jonesboro, Ark.; W. E. Trout, Shelby, Miss.; L. E. Dohogne, 
Arbyrd, Mo.; F. P. Phillips, Columbus, Miss.; D. H. Hawkins, 
Indianola, Miss.; W. S. Turner, Wilson, Ark.; and H. G. Stroud, 
Leachville, Ark.; M. P. Smith, Gulfport, Miss.; and J. R. Wil- 
kins, Marvell, Ark.; Ross J.. Hough, Minden, La.; R. E. Eure, 
Houston, Miss.; M. P. Brown, Columbia, Miss.; C. W. Apple- 
white, Hattiesburg, Miss., in lieu of F. R. Matthews, whose 
appointment is revoked; George Adams, Aberdeen, Miss.; W. E. 
Felts, Lexington, Miss.; F. B. Buchanan, Como, Miss.; J. L. 
Gates, Laurel, Miss.; and O. G. Richard, Lake Charles, La. 


PERMITS FOR MEXICAN FREIGHT 


The car service division of the Association of American 
Railroads has reported that, because of time required for mem- 
bers of its staff to answer telephone inquiries about the status 
of applications for permits under its embargo No. 400, ap- 
plicable to shipment of carload traffic to Mexico, there has been 
“considerable delay” in the giving of consideration to applica- 
tions for permits. It was stated that the car service division’s 
staff handling such permits had about 1,400 “active files’? and 
that when applicants telephoned for information the result 
was a slowing up of the machinery that was organized to act 
on written applications only. ° 


FREIGHT COMMODITY STATISTICS 


The Commission has issued statement M-500, prepared by 
its Bureau of Transport Economics and Statistics, of freight 
commodity statistics of Class I steam railways for May, 1944, 
showing freight traffic originated, freight traffic terminated, 
total freight traffic carried, and freight revenue, by classes of 
commodities and regions. 

The compilation showed, as to both carload and _less- 
carload traffic, a total of 132,912,052 tons of revenue freight 
originated, 118,895,902 tons terminated, total freight traffic (in- 
cluding duplications) of 268,505,838 tons, and freight revenues 
amounting to $634,327,740. Carload traffic accounted for 3,187,- 
493 carloads, or 131,127,388 tons, of revenue freight originated, 
2,958,247 carloads, or 117,175,396 tons, of revenue freight ter- 
minated, total freight traffic (including duplications) of 6,841,- 
983 carloads, or 264,940,018 tons, and freight revenues amount- 
ing to $601,655,758. As to forwarder traffic, included in the car- 
load manufactures and miscellaneous, n.o.s. item, the com- 
pilation showed a total of 15,993 carloads, or 303,961 tons of 
revenue freight originated, 16,440 carloads, or 306,106 tons, of 
revenue freight terminated, total freight traffic (including 
duplications) of 33,991 carloads, or 645,902 tons, and freight 
revenues amounting to $5,891,438. 





REBUILDING BOX CARS 


Production line reconstruction of box cars has started at 
the Santa Fe Railway shops in Topeka again for the first time 
since materials became unavailable in 1942, according to H. B. 
Lautz, General Manager. 

Cars are moving along the production line and the first 
rebuilt cars started coming off the line November 1, Lautz said. 
The current program calls for 1,500 cars of 100,000 pounds 
capacity. 

“These cars,” Lautz explained, “are in no sense second 
hand equipment. It is true that considerable ‘salvaged material 
is being used, but everything going into the cars will be in 
first-class condition. Trucks and underframes are completely 
overhauled, new A-B brakes are being applied. When the cars 
come off the line they are suitable for loading with any high- 
class cargo.” 

Cars that go into the rebuilding program are obsolete, 
woodensided cars that are suitable only for rough loading, many 
of them too small to carry modern loads. The newly rebuilt 
cars will go into service immediately to relieve the shortage of 
equipment suitable for handling grain, flour, and other high- 
class loads. 
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November 18, 1944 


Government Oil Pipeline Data 


Secretary Jones, of the Department of Commerce, has 
issued a statement about operations of the “Big Inch” and 
“Little Big Inch” pipelines, including operating costs and 
amounts of oil transported through those lines, built and 
owned by the Defense Plant Corporation, a subsidiary of the 
Reconstruction Finance Corporation. Figures in the statement 
covered operations of the pipelines from the time they were 
first placed in service through September 30. 

Secretary Jones noted that the “Big Inch” (24-inch) line, 
extending from Longview, Tex., to Phoenixville, Pa., a distance 
of 1,254 miles, carried crude oil. From Phoenixville to Phila- 
delphia, he said, the diameter of the line was 20 inches. 

The “Little Big Inch” line, extending from Texas City and 
Beaumont, Tex., to the New York harbor area, a distance of 
1,475 miles, he said, carried refined petroleum products—high 
octane gasoline, etc. The cost of the 24-inch line, including 
right-of-way and necessary buildings, was $77,112,000, he re- 
ported. He stated that the cost of the 20-inch line, likewise 
including right-of-way and buildings, was $65,654,000. 

Operating cost of the 24-inch line, Secretary Jones said, 
had been 38 cents a barrel, comprising 23 cents as the gathering 
cost and cost of transporting the oil to Longview, 8 cents for 
transporting the oil from Longview to New York, and 7 cents 
for depreciation and amortization of the investment in 20 
years, including interest on working capital. For the 20-inch 
line, he reported, the operating cost had been 24.3 cents a barrel, 
comprising 0.4 cent as the cost of delivering the refined prod- 
ucts to the: line, 10.6 cents for transporting the products from 
the Gulf coast to New York, and 13.3 cents for depreciation, 
etc. He compared the operating cost by the barrel on the 
24-inch line with a cost of $1.597 a barrel by tank car between 
Longview and New York (comprising 7.5 cents a barrel for 
gathering the oil at Longview and $1.522 for transporting it to 
New York), and with a cost of 60.6 cents a barrel by tanker 
(comprising 17.6 cents as the gathering cost and 43 cents for 
the transportation from the Gulf coast to New York). 

On the 20-inch line, he compared the operating cost of 
24.3 cents a barrel with transportation costs of $1.74 a barrel 
by tank car and 40 cents a barrel by tanker. 


Volume Transported 


Deliveries of crude oil on the “Big Inch’ line to Norris 
City and thence to the east by rail, prior to completion of the 
eastern leg of the line, had totaled 44,951,946 barrels, and 
deliveries to the eastern seaboard by pipeline after completion 
of that section had totaled 110,726,371, making a grand total 
of 155,678,317 barrels moved through that line since its com- 
pletion, Secretary Jones reported. He said that September 
deliveries through this line totaled 9,620,869 barrels, an aver- 
age of 320,695 barrels a day. Deliveries of petroleum products 
through the 20-inch line, through September 30, he said, had 
totaled 37,400,945 barrels, including 183,189 delivered to Norris 
City by this pipeline and thence to the east by rail prior to 
completion of the eastern leg of the line. September deliveries 
through this line had totaled 6,228,256 barrels, representing 
an average of 207,608 a day, he added. He stated that the 
value of the crude oil and petroleum products transported in 
the two lines September 30 totaled $21,904,000, and added that 
“with the lines operating at approximate capacity, the value 
of the oil in the lines at any one time is approximately the 
foregoing figure.” 

“The pipelines are just one part of the overall program 
operated by Defense Supplies Corporation to equalize the cost 
of transportation on all petroleum and petroleum ‘products 
moved to the eastern section of the United States,” he said, 
“so that each east coast refiner and marketer obtains his crude 
oil and products at the same delivered cost regardless of the 
method of transportation used. 

“In selling crude oil and products at the eastern end of 
the line, Defense Supplies Corporation adds 80 cents per barrel 
to the posted field price of crude oil and 65 cents per barrel 
to the refinery price of the products. However, since the 
transportation costs on substantially all crude oil and products 
moving to east coast destinations are equalized, the amount 
of the increment added to the purchase price of petroleum 
transported through the pipelines is immaterial.” 


“Profit” and Price Equalization 


It was pointed out that, since only 38 cents a barrel was 
the transportation cost of crude oil transported through the 
“Big Inch” line, that amount subtracted from the 80 cents a 
barrel added to the posted field price of crude by the D. S. C. 
left a “profit” of 42 cents a barrel on that movement, while 
the transportation cost of 24.3 cents a barrel on the “Little 
Big Inch” subtracted from the 65 cents a barrel added to the 
refinery price left a “profit” of 40.7 cents a barrel on that 
movement. By the equalization of transportation costs on all 
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crude oil and products moved by tank car and tanker as well 
as by pipeline to the east coast area, by the R. F. C. through 
its subsidiary, the Defense Supplies Corporation, however, the 
“profits” from the pipeline operations served to offset the 
higher costs by the barrel shown for tank car and tanker trans- 
portation. The number of barrels of oil moved by tank car and 
by tanker to the east in the course of the “equalization” pro- 
gram of the R. F. C. was not shown in Secretary Jones’ state- 
ment. 

Secretary Jones said that the 24-inch and 20-inch pipelines, 
neither of which was operated as a common carrier but wholly 
for the government’s account, “should be able to operate after 
the war in competition with ocean tankers and other trans- 
portation facilities for moving petroleum and petroleum prod- 
ucts from the southwest to the eastern seaboard, and it should 
be possible to sell the lines to private industry with reasonable 
allowance for depreciation.” 

Operating employes of the two lines— War Emergency 
Pipelines, Inc.—totaled 1,119 as of October 28 and 91 were 
employed in the Cincinnati office of the pipeline corporation, 
he said. He reported that the amount expended for wages and 
salaries in the period September 15 to October 15, 1944, was 
$325,724.54. 


Petroleum Transportation 


“We are facing a transportation situation that may become 
very tight before the winter is over,” said Petroleum Admin- 
istrator Ickes in a statement characterizing as “unfounded and 
regrettable” reports that fuel oil supplies had become so abund- 
ant that larger rations would be justified soon. It was true, 
said he, that stocks of heating oil in the east were now 3,500,000 
barrels higher than they were at this time last year and that 
stocks in the midwest were 1,000,000 barrels higher. Require- 
ments, present and forthcoming, however, he continued, were 
higher than they were last year, particularly military require- 
ments. Because of the increased requirements, and because of 
the threatening transportation trouble, said he, P. A. W.’s best 
estimate was that supplies would be no more than enough to 
meet military demands, plus civilian requirements on the 
present ration basis. . 

Concerning the transportation situation, the administrator 
said that approximately 12,000 of the railroad tank cars that 
had been serving the east coast had had to be transferred to 
other services; and that, in addition, many additional tank 
cars had had to be diverted to east coast military service. 
The effect of this reduction in east coast tank car availability 
had been aggravated, Administrator Ickes noted, by the fact 
that assistance from ocean tankers had not materialized to 
the extent expected. 

“We had hoped to have substantial ocean tanker capacity 
available for service from the Gulf Coast to the east,” he said. 
“However, the military has made heavy demands on all trans- 
portation facilities, because of stepped up operations, and the 
indications now are that there will not be enough tankers 
available to us to meet the programed civilian movement.” 

Movement of petroleum and petroleum products in barges 
on the rivers, canals and other inland waterways of the United 
States would average 1,475,030 barrels a day, in 1944, the Office 
of Defense Transportation announced November 15. This fig- 
ure, which did not include traffic on Pacific Coast streams, 
represented an increase of 18.1 per cent over the 1943 daily 
barge movement of 1,207,542 barrels, it said. 

Lawrence C. Turner, head of O. D. T.’s waterways trans- 
port department, said that the major portion of this movement 
was within the Atlantic coast states or represented shipments 
from centers of crude production or refining to the Atlantic 
seaboard. Among the principal water routes for petroleum in 
barges are: From Texas ports along the Gulf Intracoastal 
Canal; over the Great Lakes and New York State Barge Canal; 
up the Mississippi and Ohio rivers, and via the Atlantic Inter- 
coastal Canal from Florida northward. 

“An important function of this barge traffic is that it serves 
as a pick-up and supply medium between widely separated 
railroad terminals, as well as between pipeline terminals,” 
said Mr. Turner. “Without such supporting movement by the 
barges, the rails and pipelines would not be able to keep an 
adequate wartime supply of petroleum and its products mov- 
ing continually to the places where they are vitally needed.” 


FREIGHT BROKERAGE 


War Shipping Administrator Land has issued supplement 1 
to general order 45 covering freight brokerage and commissions 
on fares of W. S. A. general agents and agents, on sugar, metals, 
ores, and bulk cargoes, in the nearby trades, including Carib- 
bean and Canadian. 
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A. T. A. Postwar Tax Program 


At the invitation of Representative Daniel A. Reed, of 
New York, chairman of the House Republican postwar tax 
study committee, Roland Rice, general counsel of the American 
Trucking Associations, Inc., has submitted for the A. T. A. a 
postwar tax program, recommending, among other things, that 
the federal tax on gasoline, the 3 per cent transportation tax, 
and the excess profits tax, be repealed. The A. T. A. stressed 
the effect of these taxes, and of the taxing of corporate divi- 
dends more than once, on the motor carrier industry. It also 
emphasized the need to encourage capital investment in busi- 
ness and the discouragement offered to expansion of business 
under present taxing methods. 

The recommendations were summed up as follows: 


1. The federal revenue statutes should be greatly simplified, clari- 
fied and abbreviated; 2, excise taxes directed against particular busi- 
nesses, and not in the luxury class, should be repealed; 3, the federal 
tax on gasoline which is a specific excise tax should be repealed; 4, the 
pending advance in the old age and survivors’ tax should be frozen, 
and the whole question of rates and reserves carefully and impartially 
studied; 5, provisions should be made for retirement of the public debt, 
but the rate of retirement should be flexible, varying with the fluctua- 
tions of our national economy; 6, the 3 per cent transportation tax 
should be repealed at the earliest feasible date; 7, the five dollar auto- 
mobile use tax should be repealed promptly; 8, corporate dividends 
should be taxed only once; 9, if estimated available revenues are inade- 
quate to meet estimated and prudent expenditures, a moderate general 
federal sales tax should be instituted; 10, excess profits taxes should 
be repealed at an early date; 11, a competent federal-state committee 
on the allocation of tax sources between federal and state governments 
should be authorized, and the allocations made subsequent to its recom- 
mendation should be observed. 


The A. T. A. said that the development of excise tax use 
had resulted in the taxation of certain industries while others 
had not been similarly burdened. The motor transport indus- 
try, it said, had carried the brunt of excise taxes that had not 
been imposed on other forms of transportation, and that, while 
“paying all other taxes that are levied against every business, 
motor carriers are specifically taxed for tires, tubes, chassis, 
truck bodies, trailers, parts, gasoline, lubricating oil, and for 
the use of the vehicle. Practically everything used in direct 
connection with the motor vehicle carrier a special excise levy.” 


Gasoline, said the A. T. A., was no luxury, but a business 
necessity, and there was no justification for classifying 
it with tobacco and alcohol in a taxing program. It added 
that neither was there justice in selecting a particular business 
the tangible property of which, and the motive fuel it used, 
were easily subjected to tax, and imposing on that industry 
a burden not borne by business generally. The federal tax 
on gasoline should be repealed, it said, observing that when the 
tax was first imposed in 1932 it was understood to be tem- 


porary and that this source of revenue properly belonged to the 
states. 


As to the three per cent transportation tax, the A. T. A. 
said that, while it was directed to the shippers of the entire 
country, it had proven difficult to collect and that to all 
transportation agencies collecting it the tax presented a costly 
and complicated administrative burden. It said that exemp- 
tions and interpretations: caused added inconvenience and un- 
certainty, and continued: 


In addition, the imposition of this tax on shippers using contract 
motor carrier service invites an expansion in the use of private carrier 
vehicles. Of course no objection is made to private carriage but the 
contract carriers have found it harder to continue in business because 
the spread between their charges and private carrier costs has been de- 
creased by this tax which is not imposed if the shipper transports his 
own goods. The tax should be repealed at the earliest feasible date. 


In connection with the recommendation that corporate 
dividends should be taxed only once, the A. T. A. said that, 
while the motor carrier industry was “closely held,’ it never- 
theless objected to duplicate taxation of corporate dividends. 
One of the prime requisites to a healthy economy, it said, was 
the encouragement of investment capital, and that so long as 
corporate dividends were subject to taxation both to the cor- 
poration and the shareholders, just so long was there a deter- 
rent to corporate ownership. 


Excess Profits Tax in Motor Industry 


It said that the so-called excess profits tax might return 
large revenues to the government, but that it had not been 
satisfactory to the motor carrier industry because, by its terms, 
“it has failed to recognize existing facts.” Whether the tax 
was measured by the “invested capital’? method or by the 
“base period” method, it had generally been unfair, said the 
A. T. A., observing that a computation based on the invested 
capital method was unsatisfactory because motor carriage was 
a service industry with small capital investments. It said that 
the resultant taxes were exorbitant. The base period years, 
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1936-1939, it said, were years of “unorthodox competition and 
strenuous rate cutting, years of growth and organization, a 
period reflecting an adjustment to recent federal regulatory 
requirements.” It said that taxes computed on that base period 
resulted at current rates in a very small margin to the owner 
and that there was little left for investment and little oppor- 
tunity or inducement to expand. Repeal of this tax would 
enhance the incentive for expanding business and would invite 
more capital into industry, the A. T. A. said, adding that the 
resultant income could be taxed under the normal and. surtax 
rates and that, while the rate would be smaller than the ex- 
cess profits tax, it would be applied on a much larger amount 
of money. A longer carry-forward and carry-back provision 
was desirable, it said, if it was to become really effective 
in the motor carrier industry. 

The automobile tax should be repealed promptly, it said, 
as it embodied an element of discrimination. It said that to 
the average American family the automobile was “to an enor- 
mous extent” a business vehicle. 

The A. T. A. said that a moderate federal sales tax might 
be desirable if revenues were needed. It should be resorted to 
only if estimated available revenues were inadequate to meet 
estimated and prudent expenditures of government, it said, and 
that, if those conditions were present, it suggested a moderate, 
general federal sales tax. Whatever intangible merits there 
might be in such a tax would flow from its imposition, it said, 
adding that a rather large increment could be taken into the 
federal treasury. There should be exemptions, it said, to ease 
the burden on those least able to pay, and to give considera- 
tion to the percentage of their total income used for the pur- 
chase of the necessities of life. 


Miss. Valley Association 


The twenty-sixth annual convention of the Mississippi Val- 
ley Association will be held at the Hotel Statler, St. Louis, Mo., 
November 27 and 28, with these subjects on the agenda as an- 
nounced by Lachlan Macleay, president: 

Problems of reconversion with special attention given to 
the retention of the wartime industrial growth of the mid- 
continent area; the expediting of the nation’s flood control pro- 
gram, including the development of the water resources of the 
Mississippi Valley;-full use and expansion of the inland water- 
ways; support of the American merchant marine and the devel- 
opment of overseas markets, particularly with Latin America; 
support of post-war aviation in the Mississippi Valley and the 
preservation of private enterprise as the cornerstone of Amer- 
ica’s economic security. 

Speakers at the opening session will include Macleay, who 
will give the annual president’s address; Major General Eugene 
Reybold, Chief of Army Engineers, and Congressman Will M. 
Whittington, chairman of the flood control committee of the 
House of Representatives. ; 

At the afternoon session Monday the program will include 
an address, illustrated by pictures, of the American merchant 
marine presented by C. H. Weaver, manager of the marine 
department of the Westinghouse Electric and Manufacturing 
Co.; Dr. Ira N. Gabrielson, director of the Department of the 
Interior’s Fish and Wild Life Service; Theodore Brent, pres- 
ident of the Mississippi Shipping Company, New Orleans; and 
Herman Schroeder, general traffic manager of Deere and Com- 
pany, Moline, Illinois. 

The annual dinner will be held Monday night. The speak- 
ers will be Vice Admiral Emory S. Land, chairman of the 
United States Maritime Commission, and Vice Admiral R. R. 
Waesche, Commandant of the United States Coast Guard. 

Tuesday will be flood control day. Representatives of the 
various river basins in the Mississippi System will be invited 
to present the views and needs of their sections and there will 
be a discussion of the proposed regional authorities for the 
Missouri and Arkansas basins. 

The final session will be devoted to the election of officers 
and directors and the adoption of a platform. 

Two standing committees of the association, the committee 
on the use of water resources and the traffic committee, will 
meet November 26. Governor M. Q. Sharpe, of South Dakota, 
is chairman of the committee on the Use of Water Resources, 
and Herman Mueller, of St. Paul, Minnesota, is chairman of 
the traffic committee. ; 

An informal reception for the delegates will be given at 
the Hotel at 5:30 p. m. November 26. Advance registrations 
indicate that approximately 500 delegates from twenty-three 
states in the middle west and south will attend the convention. 


You may either write or wire our Washington office 
for information concerning matters in any department 
of the government there, if you are a subscriber to 
THE DAILY TRAFFIC WORLD. 
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Questions and Answers 


In this column will be answered questions of both legal and 
e practical nature that confront persons dealing with traffic. A 
specialist on interstate commerce law, who is a member of our spe- 
cial service department, will give his opinion in answer to any 8sim- 
ple question relating to the law of interstate transportation of 
freight. The same man, with long experience and wide knowledge, 
will answer questions relating to practical traffic problems. We do 
not desire to take the place of the traffic man but to help him in 
his work. 

The right is reserved to refuse to answer in this column any 
question, legal or traffic, that it may appear to us unwise to answer 
or that involves a situation too complex for the kind of investiga- 
tion herein contemplated. If a more comprehensive answer to @ 
question is desired than is thought proper for this column, the 
department will answer it by letter for a reasonable charge. 

No attention will be paid to anonymous communications or 
questions from nonsubscribers. 

Address Questions and Answers Department, 
Traffic Service Corporation, Earle Building, Washington, D. C. 


CGS ENERO ERO HN IR ERTS EEO S SILER ETL NT RIE NES TE NTS 


Liability for Loss of Baggage 


New York.—Question: A passenger traveled interstate by 
bus from A to B. 

Upon arrival at B bus terminal, the passenger claimed his 
baggage, a Suitcase, and handed it to a porter furnished and 
employed by the carrier (bus company) for checking beyond 
on another bus. 

The porter lost the suitcase and was never able to produce 
a check for it and although complaint was promptly filed with 
the carrier officials, the case was never recovered. 

Claim for the value of the suitcase ($164.00) was filed with 
the carrier A to B, which carrier first agreed to payment of 
$25.00 to baggage liability shown on the bus ticker A to B, 
later declined all liability in that the ticket contract had been 
fulfilled and further says: 


Our porters do not check baggage, nor do they have authority to 
handle any baggage for passengers. It, therefore, follows that if your 
client’s baggage was handled as outlined in your letter, that the agree- 
ment or contract was between she and the porter and that this company 
had no connection with this whatever. The fact that he was perhaps on 
this company’s payroll, has no bearing on the matter, since his act in 
handling the baggage was one aside from the duties assigned him by 


this company or the Terminal, and for which we do not feel that we 
are liable. 


We feel that the porter, in this instance acted as the car- 
rier’s agent and that, therefore, the carrier is still liable for the 
baggage and for the full value in view of their statement that 
full ticket contract (and $25.00 limit of liability) had been 
fulfilled. 

May we have your opinion? 

Answer: We are. unable to locate decisions in which this 
question has been considered. 

However, it has been held that a red cap porter who is in 
the general employment of a railroad company is an employee 
of such company so as to render the company liable to a pas- 
senger for the loss of hand baggage caused by the negligence 
of such porter while in possession of such baggage in order to 
take it to the passenger’s train, even though the porter is not 
paid by the company for that type of service, and even though 
the company has not filed tariffs covering the services of red 
= porters. See, Booker vs. Pennsylvania R. Co., 82 Pa. Super. 


Fourth Section of Act—Long and Short Haul Violation— 
What Constitutes 


_  California—Question: Please refer to your answer to my 
inquiry which appeared in the September 16 issue of the Traffic 
World, page 722. 

My letter overlooked stating that the commodity involved 
Was ammonium chloride, on which item 7515 of Agent L. E. 
Kipp’s Tariff 3-R, I. C. C. 1506, names an export rate of 90c 
to Rio Grande groups east of El Paso. 

I have noted your reply to “Ohio” on page 861 of the Traffic 
World of September 30th. 

Were this a domestic rate I agree that the transcontinental 
tate would apply as maximum or else there would be a fourth 
section departure that should be removed. The 90c rate, how- 
ever, is an export rate used to make through rates to Mexico 

Ity via Brownsville, Eagle Pass and Laredo. It is not good on 
traffic laid down at either of these three points. How can there 
be any fourth section departure? An export rate of 90c to El 

480 would be used to make a through rate to Mexico City via 

l Paso, a route altogether different from those applicable via 
Brownsville, Eagle Pass and Laredo. 
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The question involved in my inquiry is not one of inter- 
mediate application but whether there is a fourth section de- 
parture in carrying a lower export rate to Brownsville, Eagle 
Pass and Laredo than to El Paso. 

I will appreciate your further advice. 

Answer: While we are unable to find a report of the Com- 
mission in which this question has been considered, we are in- 
clined to the opinion that a fourth section violation exists if not 
protected by a fourth section order of the Commission, in that in 
moving shipments through Eagle Pass, Texas, the shipments 
pass through El Paso, to which point the rate is higher than 
to Eagle Pass, Tex. 

In its report in Blackstrap Molasses from Texas City and 
Galveston, 246 I. C. C. 239, a somewhat similar question was 
before the Commission. 

However, in this case the shipments move from point of 
origin to final destination via the same route. 

Whether the Commission would give consideration to the 
difference in the route beyond the points of export is, in our 
opinion, doubtful. 


Notice of Claim—Reasonable Time for Delivery— 
What Constitutes 


Tennessee.—Question: We would like to have your opinion 
in connection with the time limit for the presentation of claims 
for loss. 

The Uniform Straight Bill of Lading sets forth in Section 
2-B requirements for the filing of claims. The time limit is set 
out within nine months after delivery of property or in case of 
failure to make delivery, then within nine months after a rea- 
sonable time for delivery has elapsed. The question is what 
constitutes a reasonable time for delivery after the nine 
months ? 

This company has been presented with a claim filed nine 
months and twenty-one days after shipping date. The shipment 
originated at Wichita, Kansas and was destined to Burlington, 
North Carolina. The distance via route of movement is about 
1400 miles. The usual time in transit under normal conditions 
would have been around five days. However, this shipment left 
Wichita on March 13, 1943, was delivered by originating carrier 
to another line at Louisville on March 19th and was supposed 
to have been given our line on March 21st. During normal times 
shipments would have been delivered about March 23rd or 24th. 

Would this claim be considered as filed within the terms 
of the bill of lading provision cited above? Since numerous 
claims of this nature are being filed, your opinion will be most 
helpful to both claimants and carriers. 

Answer: In Cohen vs. Southern Ry. Co., 193 N. E. 480, it 
was held that as respects the time to make claim for loss “rea- 
sonable time” for delivery depends on the circumstances of the 
particular case and means such time as is necessary conveniently 
to transport and make delivery of the shipment in the ordinary 
course of business, in the light of the circumstances and condi- 
tions surrounding its transportation. 

In the above referred to case, the court said: 


The provision of the bill of lading in question permits the filing of 
the claim within six months after ‘‘a reasonable time for delivery’’ has 
elapsed. The question presented is not solely as to the time required 
for transportation but a reasonable time for delivery, which involves 
other and additional acts beyond the actual carriage of the goods. As 
a practical matter, delivery cannot be contemplated to be intended to 
occur instantly upon the arrival of the goods at their point of destina- 
tion, and the contractural provision must therefore be intended to pro- 
vide some period of time in addition to that required for the actual 
transportation. The amount of this time must depend upon and vary 
with the circumstances attending each particular case. 


There are a number of decisions in which this question has 
been at issue, but as indicated above the facts in each case 
determine the period of time found to be reasonable. See, 
Norfolk & Western Ry. Co. vs. Cosmopolitan Bank & Trust 
Co., 174 N. E. 801; Davis, Agent, etc. vs. Rodgers, 124 S. E. 408; 
Beltrami Co-op. Creamery Association vs. American Ry. Ex- 
press Co., 199 N. W. 568; Davis vs. Oswald & Taube, 149 N. E. 
861; Babbitt vs. Grand T. W. Ry. Co., 120 N. E. 803. 


Tariff Interpretation 


Colorado.—Question: A question has arisen with regard to 
the proper interpretation of Item 101-A, Supplement 46, page 
14, of Midwest Tariff No. 39, MF-I. C. C. No. 98. 

The question is, do the provisions of this item prohibit the 
application of rates in this tariff to shipments originating at a 
point beyond those named in Column 1 of the item and on a 
line other than that shown in the item and destined to a point 
beyond those shown in Column 2, and on a line other than that 
shown in the Item? 

Answer: Item 101-A of Mid-western Motor Freight Tariff 
Bureau Inc. MF-I. C. C. No. 98 contains an exception to the 
application of rates published in the tariff for the account of 
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one company i.e., Denver-Limon-Burlington Transfer Company, 
Line No. 12188. 

The exception provides that the rates named in the tariff, 
as amended, will not apply via or in connection with this carrier 
between stations named in Column 1 on the one hand, and sta- 
tions named in Column 2 on the other hand. 

It is our opinion that under the above provision Carrier 
No. 12188 will not participate in any way in connection with 
the rates named in this tariff from and to the points named in 
Columns 1 and 2. We are of this opinion whether or not the 
shipment originates beyond a point named in Item 101-A in 
Column 1 on another line and is destined beyond a point named 
in Item 101-A in Column 2 on another line. We arrive at this 
opinion by giving meaning to the term “in connection with.” It is 
needless to say that the rates will not apply from and to the 
points named in Columns 1 and 2 via this line. 


Tariff Interpretation—Effect of Cross Reference to Another 
Tariff on Rates in Tariff Carrying Cross Reference 


Pennsylvania.—Question: Less-truckload commodity rates 
are published in Item 20, Middle Atlantic States Motor Carrier 
Conference Freight Tariff No. S-18A, MF-I. C. C. No. A-129 on 
“Groceries, as described in List 6 of MF-I. C. C. No. A-106.” 
List 6 is headed ‘‘Groceries and Foodstuffs.”’ In connection with 
the application of List 6 we quote paragraph (a). 


(a) Articles named in this list which in straight less than truck- 
load quantities are rated higher (greater) than Class F (or 55) are sub- 
ject to the rates or ratings authorized on this list only when the ag- 
gregate weight thereof in any shipment does not exceed 33% per cent 


of the weight of articles in the same shipment which are rated Class 
F (or 55) or lower. 


Does the language in Item 20 make this item subject to 
paragraph (a) of List 6 or is reference to be made to List 6 
only for the names of the articles on which the commodity rate 
applies? Does the omission of the words “in mixed shipments” 
in Item 20 permit the application of the commodity rate to 
straight shipments of a single article described in List 6? 


If Item 20 read ‘as provided” instead of “as described’ 
we do not believe there would be any question concerning the 
interpretation thereof. The first mentioned term would, in our 
opinion, make Item 20 subject to all of the provisions of List 6 


but we are not certain as to the present meaning. Please let 
us have your opinion. 


_ Answer: Item 20 of Middle Atlantic States Motor Carrier 
Conference, Inc. MF-I. C. C. No. A-129, Tariff S-18A publishes 
rates on groceries as described in List 20 of Exceptions Tariff 
MF-I. C. C. No. A-106. 

It is our opinion that inasmuch as reference is made to List 
20 of the exceptions tariff, the entire provisions of said list 
becomes a part of Item 20. Therefore, it is our view that it is 
not permissible to ignore the application provided in List 20 
applicable to the commodities there listed. 


To substantiate our view we refer you to the Commission’s 
decision in Lammert Furniture Company vs. Southern Ry. Co., 
126 I. C. C. 197, on page 198 of which the Commission says: 


When a tariff refers to another tariff for rules or application, the 
tariff referred to in effect becomes a part of the tariff making such 
reference, and any restrictions, which are a part of the tariff referred 
to, are thereby included in the tariff making the reference, unless the 
latter tariff clearly and specifically provides otherwise. 


The Commission’s decision in Johnson-Olson Grain Com- 


pany vs. Chicago & N. W. Ry. Co., 231 I. C. C. 799, on page 
800 states: 


We have consistently held that when a tariff refers to another tariff 
for rules or application, the tariff referred to in effect becomes a part 
of the tariff making such reference. 


Tariff Interpretation—Transportation of Shipment in 
More Than One Truck 


Illinois—Question: Please refer to your answer on page 
168 of the July 15 issue of the Traffic World under the head- 
ing “Tariff Interpretation—Carload versus Less-than-Carload 
Where One Bill of Lading Issued.” 

I believe your answer does not adequately cover the ques- 
tion. Let us for a moment disregard the fact that two bills of 
lading might have been issued and merely assume that the 
shipment was tendered on one bill of lading and filled the truck, 
but the weight was such that the L.T.L. charges would be less 
than the truckload charge. We believe that the entire question 
as to the application of L.T.L. or T.L. rates, in instances like 
this, is one of handling. 

Refer to your answer to Michigan on page 952 of the Traffic 
World of October 16, 1943 in which you state: “It would, how- 
ever, appear that the same principles which the Commission 
applies in determining whether a shipment by rail is a carload 
or less-than-carload should apply to shipments by motor car- 
rier.” 

Then, also refer to your statement in answer to Illinois on 
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page 1118 of the November 7, 1942 issue of the Traffic Work 



































Novembe 


in which you state: In these cases the Commission has dis. 
tinguished a carload shipment from a, less-than-carload ship. y 
ment by the manner in which the shipment is tendered to the 

carrier.” 

It is, of course, difficult in some instances to determine ay — 
difference in handling by motor carrier of an L.T.L. and a TL Items fi 
shipment, whereas, the difference by rail is usually very ey. gublishe 
dent. We maintain that under present tariff authority, unless of a cl 
the shipper in his request for a truck or on his bill of lading usually 
specified truckload, or by other means indicated truckloag of valu 
service requested or required, that he would be entitled to the em we 
L.T.L. charge if cheaper, even though the truck was loaded t) § %7* 0” 
full capacity. ieotely 

There are a large number of motor carriers who fee! that 
the truckload charges apply even when in excess of L.T.L. just 
because the truck is fully loaded, and some clarification of this The 
point would be helpful. orado S 

In order to have tariff reference, we would suggest that , Holly St 
movement from Milwaukee to Springfield, Illinois be consid. § First vic 
ered, and the rate on this movement is carried in Central States § Hemmin 
Tariff 216-B. It will be found that similar rates are in other jg Mrs. Mi 
tariffs, so your opinion will be helpful. club wa 

Answer: We have previously expressed the view that there fg engaged 
should be tariff provision if the truckload rate is to be applied jg Monthly 
on that portion of a shipment which cannot be loaded in one cach m¢ 
truck. See our answer to New York, on page 106 of the July § hear tal 
10, 1943 Traffic World. 

However, we understand that it is a general practice of _Mel 
motor carriers to apply the truckload rate to the entire ship. Voting t 
ment. Traffic | 

The Commission, so far as we are aware, has not ruled 
formally on the question. ra 

Regarding the second paragraph of your inquiry, if the fact P. F. f 
that two bills of lading were issued is disregarded, a different =, 
question than that covered by our answer to which you refer Chub N 
is involved. pe 





Tariff Interpretation—Stopping in Transit for Partial 
Unloading 


Illinois —Question: Please refer,to Item 400-D, Supple- 
ment 33 to Central States Motor Freight Tariff No. 245-A, 
MF-I. C. C. No. 80 and advise if in your opinion this item covers 
stopover truckloads on which the stopover point and _ final 
destination are the same. 


Answer: It is our opinion that under the provision of Item 
400-D of Central States Motor Freight Tariff No. 245-A, MF- 


I. C. C. No. 80, the stopover point and final destination cannot 
be the same. 


Paragraphs (a), (i) and (j) read as follows: 


(a) Truckload shipments on which charges are based on a weight 
of 12,000 lbs. or more, handled on one bill of lading from one consignor 
at one point of origin in one day and consigned to one consignee, at 
one destination, may be stopped in transit at points between the original 
point of origin and the final destination thereof, for the purpose of either 
partial loading or unloading (or both), provided the stop-off point is 
directly intermediate to the final destination via the route over which 
the rate to such final destination applies, subject to the provisions of 
paragraphs (b), (c), (d), (e), (f), (g), (i) and (j). 

(i) When the original point of origin or the final destination is an 
incorporated city, town, or village, the terms ‘‘original point of origin” 
or ‘‘final destination’’ as used in this rule mean the area included within 
the corporated limits of such city, town or village. 

(j) When the original point of origin or the final destination is an 
unincorporatea community or village, the terms ‘original point of 
origin’’ or ‘‘final destination’’ as used in this rule mean all places within 
such community or village and integral parts thereof. 















It will be noted that paragraph (a) provides that truckload 
shipments . . . may be stopped in transit at points between 
the original point of origin and final destination thereof, for the 
purpose of either loading or unloading, provided the stop-off is 
directly intermediate to the final destination . . . , subject to the 
provisions of paragraphs ... (i) and (j). a 

Paragraphs (i) and (j) contain the definitions of original 
point of origin and final destination to be applied in this rule. 
Inasmuch as paragraph (a) states that stopping in transit can 
be applied at points between the original point of origin and 
the final destination, it is our opinion that the stopover point 
cannot be at destination. 


















CANADIAN TIMKEN PLANT 


St. Thomas, Ontario, will be the site of a new bearing and 
rock bit plant to be operated by The Timken Roller Bearing 
Company, Limited, Canadian subsidiary of The Timken Roller 
Bearing Company of Canton, Ohio. The Company has pul- 
chased from the city of St. Thomas approximately seventy-five 
acres of ground on the east side of the city in Talbot Street, 
an area served by the Canadian National, Canadian Pacific, 
Pere Marquette, Michigan Central, Wabash, and the London 
and Port Stanley Railroads. 
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Traffic Club Doings 


Items for this column are solicited and when they are sent and not 
published it is because they are inappropriate or not timely. Copies 
of a club’s publication or the notices it sends to members are 
usually not sufficient, because often they are received too late to be 
of value. THE TRAFFIC WoRLD goes to press in Chicago Friday of 
each week. News of coming or past events, such as meetings, din- 
ners and election of officers, is desired. If publicity is looked for it 
should be made the duty of someone in the club to keep us ade- 
quately and promptly informed.—Editor TH TraFric WoRLD, 























The Pikes Peak Traffic Club has been organized at Col- 
orado Springs, Colo., with Lowe P. Siddons, traffic manager, 
Holly Sugar Corporation, as president. Other officers include: 
First vice-president, H. J. Koukal; second vice-president, W. D. 
Hemmin, Jr.; members, board of directors, George F. Sherman, 
Mrs. Mildred H. Evans, J. L. Ewing, and R. E. Smithlin. The 
cub was formed to promote friendly relations among those 
engaged in transportation and communications _ services. 
Monthly meetings will be held on the. second Wednesday of 
each month to study current transportation problems and to 
hear talks by transportation men. 














Members of the Associated Traffic Clubs of America are 
voting by mail on an application for membership by the Lincoln 
Traffic Club of Lincoln, Neb. 















Carson L. Taylor, commerce counsel, Milwaukee Road, and 
P. F. Gault, commerce counsel, Chicago and North Western, 
both of Chicago, will speak on “Procedure before the Commis- 
sion” at an educational meeting of the Milwaukee, Wis., Traffic 
Club November 28. W. R. Burghardt heads the educational 
committee. 









W. H. Dearing, general manager, 
Poston Warehouses, has been elected 
president of the‘ Traffic Club of Mem- 
phis, Tenn. He has lived in Memphis 
all of his life and has been connected 
with the Poston Warehouses for more 
than thirty years. Before his election 
to the presidency, he served the Mem- 
phis Club as a member of its board of 
directors and as vice-president. Elected 
to serve with him were J. F. Duncan, 
Jr., traffic manager, Hohenberg Broth- 
ers Company, first vice-president; E. D. 
Cavette, Illinois Central, second vice- 
president, and N. C. Osborn, commer- 
cial agent, Seaboard Air Line Railway, 
secretary-treasurer. These officers were 
installed at the club’s annual dinner, 
held at the Gayoso Hotel November 15. 






















The Traffic Club of Tulsa, Okla., has elected the following 
officers: President, J. C. Scheidel, district manager, North 
American Car Corporation; vice-president, T. L. Peeler, Jr., 
district freight agent, Missouri-Kansas-Texas Lines; secretary- 
treasurer, P. A. Buck, chief clerk, Missouri-Kansas-Texas 
Lines; members, board of directors, H. C. Washburn, commer- 
cial agent, Milwaukee Road; W. F. Gumaer, agent, Lee. Way 
Motor Freight Lines, and J. B. Fairfield, traffic manager, Sun- 
tay Oil Company. They will be installed at the annual dinner 
dance at the Mayo Hotel December 5. 




















The Waukegan-North Chicago Traffic Club has elected the 
following new officers: President, C. J. Viking, president, Web- 
ber Cartage Line; vice-president, George Swanson, traffic man- 
ager, Fansteel Metallurgical Company; treasurer, Harry Bor- 
enhagen, traffic department, Abbott Laboratories; secretary, 
George Shea, rate analyst, Johns Manville Products Corpora- 
tion; sergeant at arms, R. C. Heyer, rate clerk, Johns Manville 
Products Corporation. The club held a turkey party, Novem- 
ber 9, at which nearly a hundred were present. 


















The Women’s Traffic Club of Pittsburgh will hold its ninth 
annual dinner at the Fort Pitt Hotel November 21. Kinsey N. 
io general manager, public relations, Railway Express 

gency, New York, will speak. E. C. Jepson, general traffic 
manager, Wheeling Steel Corporation, Wheeling, W. Va., will 
€ toastmaster. There will be a program of entertainment. 
















hol The Junior Traffic Club of Metropolitan St. Louis will 
Old an airline night meeting, December 6, at which John 
omas, district traffic manager, Transcontinental and Western 
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Air, Inc., will speak on “Past, Present and Future Airline 
Transportation.” A dinner dance will be held at the DeSoto 
Hotel December 2. 

Charles H. Woods, general solicitor, Santa Fe System, Chi- 
cago, spoke on “Railroads at the Bar of Public Opinion” at a 
railroad day luncheon meeting of the Traffic Club of Minneap- 
olis November 16. Walter C. Carroll and George H. Nourse 
were co-chairmen for the day. 





Lt. Commr. Charles L. Kessler, U. S. Navy, will speak at 
a monthly dinner meeting of the Richmond, Va., Traffic Club 
November 20. 

The Omaha, Neb., Traffic Club held a dinner party No- 
vember 16. Ten turkeys were distributed as door prizes. The 
annual Christmas luncheon will be held at the Paxton Hotel 
December 21. L. F. Binkley heads the committee on arrange- 
ments. The annual dinner will be held February 15, 1945. 
P. J. Rose heads the annual dinner committee. 





The Birmingham, Ala., Traffic and Transportation Club 
held its annual dance at the Pickwick Club November 16. C. J. 
Thompson headed the committee on arrangements. The annual 
gridiron dinner will be held November 27. T. W. McCreery 
heads the gridiron dinner committee. Les C. Allman, vice- 
president, Fruehauf Trailer Company, Detroit, will be guest 
speaker at a monthly luncheon meeting November 20. 

John B. Edwards, attorney, will speak on “Soul of a 
City” at a Thanksgiving luncheon meeting of the Traffic Club 
of St. Louis November 20. 





Dr. George C. McAlister, Harvard University, will speak 
on “Sales and Transportation” at a carloading companies 
night meeting of the Bridgeport, Conn., Traffic Association No- 
vember 20. There will be a program of entertainment, and 
refreshments will be served. 





At an industrial and election night dinner meeting of the 
Oakland, Calif., Traffic Club, November 21, Dr. Thomas Bal- 
four Dunn, a physician who formerly practiced at Shanghai, 
China, and was a prisoner of the Japanese for two years, will 
speak on China. Carl E. Simon, Keystone Steel and Wire 
Company, will be chairman. 





Because of inability to obtain hotel facilities, the Motor 
City Traffic Club of Detroit had to postpone to a date to be 
set later a dinner party for disabled service men scheduled 
for November 13. 





Dr. William E. Smith, member of the staff of the Rocke- 
feller Institute for Medical Research, spoke on “Agents of 
Disease” at a monthly dinner meeting of the Women’s Traffic 
and Transportation Club of Baltimore November 15. The edu- 
cational committee has arranged for members to hear a lec- 
ture by Paul S. Watson, curator of astronomy, Maryland 
Academy of the Sciences, on “Exploring the Universe Through 
the World’s Largest Telescope” at the Enoch Pratt Free Li- 
brary November 30. 





At a luncheon meeting of the Transportation Club of 
Dallas, Tex., November 14, T. D. Slattery, general-traffic man- 
ager, Associated British Railways, New York, will speak. Paul 
Sprunck headed the committee on arrangements. 





Godfrey Macdonald, assistant passenger traffic manager, 
Grace Line, Inc., was guest speaker at an inter-American Re- 
lations night dinner meeting of the Women’s Traffic Club of 
Greater New York November 14. Ellen S. Reed, president, 
presided. 





Lt. Commr. D. F. Meehan, senior chaplain, Naval Air Sta- 
tion, Norfolk, Va., spoke on his experiences on fighting fronts 
in the south Pacific at a dinner meeting of the Norfolk-Ports- 
mouth Traffic Club November 16. 





The Traffic Club of Cleveland will hold an educational 
forum meeting November 20. E. C. Nickerson, general direc- 
tor, traffic sub-committee of the Association of American Rail- 
roads’ committee for the study of transportation, will speak. 





The transportation club of the Rochester, N. Y., Cham- 
ber of Commerce held a round table discussion meeting No- 
vember 14. Horace E. Barnes is chairman of the round table 
committee. Luncheon was served. 





F. A. Doebber, president, Associated Traffic Clubs of 
America, was guest speaker at a luncheon meeting of the 
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Traffic Club of Philadelphia November 13. The following were 


appointed members of the nominating committee: J. B. Dwyer, - 


New York Central; S. B. Neiman, Burlington Route; C. E. 
Anderson, Chicago and North Western; J. P. Lunch, Western 
Maryland; W. F. Vitt, Missouri Pacific; C. R. Ritter, Luria 
Brothers; O. J. Davies, RCA Corporation; W. C. Haring, Cur- 
tis Publishing Company; W. A. Angus, John Wyeth and 
Brothers; W. B. Larrimore, Crown Can Company. A ladies’ 
night dinner dance will be held December 18. 


Railroads Lay Golden Eggs 


Applying to the railroads a “modern version” of the old 
fable about the goose that laid the golden eggs, Ernest E. 
Norris, president, Southern Railway System, in an address No- 
vember 15 before the Traffic Club of New York, said that “the 
goose that lays the golden eggs is the railroad industry,” and 


that the golden eggs were “real American jobs for real Amer- 
ican workers.” 


“All informed people today agree that the future of private 
enterprise in this country depends largely upon the capacity of 
American industry to provide a job for every able-bodied 


worker who is willing to give a fair day’s work for a fair day’s 
pay,” said he, adding: 


Direct employment by the railroads is closely related to the tonnage 
of freight and the number of passengers to be moved from one place 
to another. In few years has railroad employment fallen below the 
million mark. The average number of railroad workers for the past 
twenty years has been around 1,200,000. Even in the depths of the 
depression, when all business was marking time, the total number of 
railroad employes was only slightly less than million. And if, as the 
experts predict, the volume of post-war railroad business will eventually 
level off at about the 1941 volume, the railroad industry should be able 
to provide jobs for at least 1,200,000 workers. And that, I would remind 
you, is a sizeable chunk of real American jobs, encompassing every 
known profession and skill and trade—administrators, machinists, doc- 
tors, boilermakers, lawyers, firemen, chemists, electricians, civil and 
mechanical engineers, common laborers, and what-have-you—with not a 
leaf-raker or a boondoggler in the lot! But this is only a part of the 
golden egg of our fable. 

Normally, the railroads of this country buy enough locomotives, 
freight cars and passenger cars to provide regular jobs for another 
million American workers. And again these are most skilled workers, 
engaged not only in assembling this equipment but also in producing 
the thousand and one gadgets and materials of which it is made. But 
there’s still more. 

In normal years, the railroad industry buys 25 per cent of the 
nation’s production of coal; about 13 per cent of all iron and steel 
products; 11% per cent of all the timber cut; and more than 9 per cent 
of all the petroleum production, including fuel oil and gasoline. In 
fact, when the railroad business is profitable they spend more than a 
billion dollars a year for equipment, materials and supplies. 

Translating these facts into terms of jobs, by relating these per- 
centage figures to employment in the basic industries I have mentioned, 
it will be seen that prosperous railroads indirectly provide jobs for still 
another group of more than 400,000 American workers. And still the 
story of the job-producing capacity of the railroad industry is incomplete. 

In a recent year, the railroads spent more than 45% million dollars 
for électrical equipment, almost 40 million dollars for food and com- 
missary supplies, more than 36% millions for chemicals, paint and glass, 
almost 20 millions for paper and printing, 16% millions for ballast, 944 
millions for automotive equipment and supplies, 8/3 millions for rubber 
and leather goods, and almost 3 millions for cement. Think of what 
these expenditures mean in terms of jobs for American workers! 

Is it not obvious that we have here in this one great industry the 
key to jobs for millions of men and women in post-war America? Yet 
in spite of these known or ascertainable facts, there are some people in 
this country who have been saying in effect: 

‘‘Who cares about the old goose that lays the golden eggs? Let’s 
fence it off in a corner of the barnyard. Let’s tie it up and give its 
feed to the other geese. Soon it will starve to death. Then we'll cut it 
up and get all its golden eggs for ourselves.’’ 

Unfortunately, there are just enough selfish, nearsighted, greedy, 
ambitious people to sound a faint, but still audible, amen to this 
iniquitous proposal. But even more disturbing is the fact that too many 
people have been seemingly indifferent to the fate of the railroads; too 
many well-meaning people have been dazzled by their hopes for new 
forms of transportation to bother very much about the familiar old 
goose that lays the golden eggs. 

I would not have you conclude that I am here to weep on your 
collective shoulder because our government is talking about lavishing 
immeasurable aid on the railroads’ competitors. I believe, with all my 
heart, that this great nation has the right to the best in transportation; 
that it has need for all the forms of transport that we know today; 
that it can, and will, support these transportation agencies to the extent 
—but only to the extent—of their economic justification. ... 

If we, as a nation, embark on a great expansion of our transportation 
facilities, let’s do it sensibly and soundly; with our eyes open; and with 
fairness to all! 

If we decide to pour billions of our dollars into new facilities for 
transport, let’s see to it that all those who employ them for profit pay 
a fair and reasonable charge for their use so that they may be truly 
self-liquidating ventures insofar as they are used for private gain! 

And above all, let’s stoutly refuse to plunge blindly into any gigantic 
transportation project wnder the guise of providing temporary, make- 
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work jobs if, by so doing, we succeed only in killing—the goose that 
lays the golden eggs!! a. 


MONEY FOR DEPARTMENTAL MAIL 


As the result of passage by Congress of the act of June 
28, 1944, providing for payment, from appropriations available 
to the departments and agencies of the government, for the use 
of the penalty or free mail privilege, a number of departments, 
including the Commission, Office of Defense Transportation, 
Civil Aeronautics Board, the Railroad Retirement Board and 
National Mediation Board, have had to ask for additional ap. 
propriations for the fiscal year that began July 1. Requests for 
these appropriations have been transmitted to Congress by the 
President. The amounts asked by the agencies named for the 
purpose indicated are: Interstate Commerce Commission, 
$25,000; Office of Defense Transportation, $210,000; Civil Aero. 
nautics Board, $3,700; Railroad Retirement Board, $30,000, and 
National Mediation Board, $775. 
_ One of the objectives of Congress in enacting the legisla- 
tion requiring, in effect, that the departments pay out of their 
appropriations for the cost of mailing their letters and docu. 
ments, was to ascertain the cost of the penalty or free mail 
privileges that had been accorded the departments. 


MOTOR PASSENGER STATISTICS 


Intercity and local or suburban Class I motor carriers of pas- 
senger, 279 in number, reported net income before income taxes 
of $43,030,144, and net income after income taxes of $12,456,003 
for the second quarter of 1944, as against net income before 
taxes of $43,519,902, and net income after income taxes of 
$13,764,902 for the corresponding quarter of 1943, according toa 
compilation -by the Commission’s Bureau of Transport Eco- 
nomics and Statistics of revenues, expenses, other income and 
statistics of those carriers, statement Q-750. 

The carriers reported total operating revenues of $123,- 
110,678 and expenses amounting to $79,909,481, leaving net oper- 
ating revenue of $43,201,197 for the 1944 quarter. Other income 
amounted to $1,646,121 and other deductions totaled $1,817,174. 
For the 1943 quarter, operating revenues totaled $113,622853 
and expenses amounted to $69,821,877, resulting in net operat- 
ing revenue of $43,800,976. Other incéme amounted to $1,495,- 
548 and other deductions amounted to $1,776,622. Intercity 
passenger revenues increased from $93,706,244 in the 1943 quar- 
ter to $101,355,996 in the 1944 quarter, and charter or special 
service revenues increased from $2,112,751 to $2,453,193. 

The 210 intercity carriers reporting had net income of 
$38,605,008 before income taxes, and net income of $10,590,921 
after income taxes for the 1944 quarter, as against $39,012,321 
and $11,928,903, respectively, for the 1943 quarter. 

Class I intercity motor carriers of passengers, excluding 
charter or special, reported passenger revenues totaling $39,- 
101,392 for July, 1944, as against $37,078,632 for July, 1943, an 
increase of 5.5 per cent, according to statement M-700 pre- 
pared by the Commission’s Bureau of Transport Economics 
and Statistics. The number of revenue passengers carried in- 


creased from 47,214,170 in July, 1943, to 49,154,689 in July, 
1944, or 4.1 per cent. 


GEN. McINTYRE ON ARMY RAILWAY SERVICE 


Brig. Gen. Andrew F. McIntyre, chief, rail division, Army 
Transportation Corps, spoke on “Military Railway Service” at 
a meeting of the New York Railroad Club November 16. He 
said that on December 7, 1941, the military railway service was 
organized on paper only, except for one battalion in training, 
and was attached to the Army Engineers Corps. In March, 
1942, he said, it was transferred to the newly established Trans- 
portation Corps, and reserve units began training at Camp 
Claiborne, La., and on various railroad lines. Operating and 
shop battalions, as well as special hospital train crews, mobile 
workshop units, and other units, at present aggregate 105 mili- 
tary railway service units containing about 2,000 officers and 
42,000 enlisted men, said he. He said the service had performed 
remarkable jobs in India, Iran, France, England, Italy, Alaska, 
New Guinea, New Caledonia, and Africa. He said that the rail- 
road troops could not have been trained readily in 1941-1943 


had the railroad companies not provided their own facilities for 
such training. 


GREAT NORTHERN TRAIN SERVICE 


Daily streamliner passenger train service between Chicago 
and the Pacific Northwest will be inaugurated by the Great 
Northern Railway as soon as new equipment is available, says 
F. J. Gavin, president of the company. The Great Northerns 
board of directors has authorized purchase of five complete 
new trains, including diesel locomotives, at a cost of approx! 
mately 7 million dollars. Construction of the new trains, which 
have been on order for a year, will begin, he said, as soon a 
materials are released by the War Production Board. 
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Beaver-Mahoning Canal 


The Chamber of Commerce of Pittsburgh, Pa., has issued 
a 24-page, illustrated booklet entitled “The Taxpayers’ Case 
Against Youngstown’s Beaver-Mahoning Dead-End Canal,” 
setting forth arguments in opposition to proposed construction 
of a 35-mile canal on the route of the Beaver and Mahoning 
Rivers from a point on the Ohio River between Beaver and 
Rochester, Pa., northward to Struthers, O., near Youngstown, 
O. The Pittsburgh Chamber said the cost of the project would 
be “well over $2,000,000 a mile.” 

“This proposed raid on the Treasury of the United States 
to obtain the money required to build the canal,” it said, “spon- 
sored and urged by a group of Youngstown industrialists, will 
be at least partially accomplished if the so-called Burton 
amendment to the pending rivers and harbors bill now before 
the Senate of the United States is finally adopted and the bill 
is passed.” 

The Beaver-Mahoning canal is one of the projects embodied 
in H. R. 3961, the omnibus rivers and harbors bill, as reported 
by the Senate commerce committee (see Traffic World, June 3, 
p. 1517, and Aug. 26, p. 525). 

Construction of the canal, the Pittsburgh Chamber said, 
would enable two steel companies to move their coal by barge 
to their steel mills below Youngstown from their captive mines 
on the rivers above Pittsburgh. 

“While this movement would probably cost these com- 
panies less than the railroad freight charges if the same coal 
moved by rail,” said the Pittsburgh C. of C., “the total cost 
of such water transportation, i. e., the expense to the steel 
companies of providing and operating floating equipment, plus 
the cost to the taxpayers of providing, maintaining and oper- 
ating the water way, would far exceed the cost of the cor- 
responding transportation by rail.” 

To the extent that the canal might function, the Chamber 
said, it would be detrimental to the interests of Pittsburgh, 
western Pennsylvania and the upper Ohio Valley, “as at the 
sole expense of national and local taxpayers who would receive 
no possible benefits therefrom, it would create an unfair and 
uneconomical form of heavily subsidized competing transporta- 
tion for the sole benefit of several Youngstown industries to 
the great disadvantage of their competitors in the Pittsburgh 
and adjoining districts.” It added that many of Pittsburg’s 
largest employers and taxpayers would be affected adversely 
by the canal. 

In a list of reasons for opposition to the Beaver-Mahoning 
project, the Pittsburgh Chamber said that construction of the 
canal would cause “useless and unwarranted” destruction of 
much valuable property, including mills, factories and water- 
works, as well as many costly and essential highway and rail- 
road bridges. It said that the Pennsylvania Railroad Com- 
pany’s bridge over the Mahoning at Willow Grove, Pa., would 
have to be entirely removed and rebuilt to accommodate pas- 
sage of boats, and that this would cost $2,533,000. A total 
of 25 bridges (11 railroad and 14 highway) would have to be 
“wantonly destroyed” to provide clearance for “the compara- 
tively few boats which may move over the proposed ‘dead-end’ 
canal,” it said. It asserted that the army engineers had clearly 
indicated that they had never been satisfied that the project 
was economically justified. 


STREAMLINE TRAIN ANNIVERSARY 


The tenth anniversary of the first streamline train service 
in America was commemorated this week at three cities on the 
route of the original Burlington Zephyr, which went into reg- 
ular service on November 11, 1934. The three men who con- 
ceived and built the train—Ralph Budd, president of the C. B. 
& Q.; Edward G. Budd, builder of stainless steel trains, and 
H. L. Hamilton, vice-president of the General Motors Corpora- 
tion—were guests at a luncheon of the Kansas City Chamber 
of Commerce, November 15; at a dinner of the St. Joseph, Mo., 
Chamber of Commerce that evening, and at a luncheon of the 
Omaha, Neb., Chamber of Commerce November 16. The orig- 
inal train the Pioneer Zephyr, is still in regular service between 
Lincoln and McCook, Neb., and has operated a total of more 
than 1,772,000 miles. 


CASS ON POSTWAR TRUCK DESIGN 


Truck operators should not look for radical changes in 
truck design “the minute the war is over” and there was doubt 
whether “the glorified pictures now coming out would ever 
find practical application,” said Robert Cass, chief engineer, 
White Motor Company, in an address on “Postwar Truck 
Design” at a recent meeting of the Allegheny county chapter 
of the Pennsylvania Motor Truck Association at Pittsburgh, Pa. 
Functionability and not style was the most important factor 
in the design of the postwar truck, he said. His hope was that 
trucks would “be simple, functionable, and gadget-free in 
design” with “all the ‘doo-dads’ eliminated with the full con- 
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sent of the owners.” He predicted more comfortable cabs for 
drivers, elimination of operation noises and the freer use of 
lighter alloys in truck construction. There was the possibility 
of the development of two-way radio systems to permit fleet 
operators to communicate with truck drivers en route, he said, 
but that depended largely on whether or not radio wave lengths 
would be allocated to that service. 


POWER TRUCK LOADING 


_Power loading as compared with manual lifting, has been 
achieved on trucks and truck-trailers by means of the new 
elevating endgate now available, says the Fruehauf Trailer 
Company. Its elevating endgate is a steel tail-gate which acts 
as an elevator. It can be installed in place of the ordinary end- 
gate and is available for any type truck or truck-trailer em- 
ploying the standard type of endgate. The new elevating end- 
gate is hydraulically driven by power from the truck engine. It 
is suited for heavy materials up to one ton. By its use, one 
man can load and unload objects ordinarily requiring several 
men. Time required for loading or unloading is cut to a frac- 
tion of that usually required for handling heavy objects, it says. 


WOODEN CONTAINERS 


Wooden shipping containers for oranges and grapefruit 
were no longer under quota restrictions, the War Production 
Board said in revoking the special order that applied to them, 
L-232-a. Continuing, it said: 


This action is in keeping with the War Production Board policy 
to relax restrictions as quickly as circumstances permit. 

L-232, the general order controlling wooden shipping containers, 
continues in force, but is amended to incorporate a few minor changes. 
The most important new provision permits commercial use of non- 
standardized containers purchased from surplus government stocks, and 
so unfreezes a considerable number of units to relieve shortages. Other 
changes in L-232 clarify definitions and limit the control of wooden inner 
containers to those covered by Table L, Schedule A, which applies to 
hampers and baskets for fresh fruit. 


A. W. A. ANNUAL MEETING 


The board of directors of the American Warehousemen’s 
Association has decided that the annual meeting shall be held 
S — Beach Hotel at Chicago, February 16, 17 and 

There will be a brief opening general session the first morn- 
ing, and a main general session that afternoon. On February 
17 and 18, the merchandise division and the National Association 
of Refrigerated Warehouses division will convene separately, 
and the final general session will be held the afternoon of Feb- 
ruary 18. The program will be confined to business meetings 
only, except for the holding of the fifty-fourth annual dinner 
February 17. At the meetings, there will be discussion of ware- 
housing problems for the war and postwar periods. 


SALE OF NEW TANKER 


Sale of a 16,582 deadweight-ton tanker now under construc- 
tion for the Maritime Commission was announced by the com- 
mission November 17. The purchasers were the Pure Oil Co., 
Chicago, and its subsidiary, the Sabine Transportation Co., Inc., 
Port Arthur, Tex., which would receive a trade-in allowance of 
$1,300,500 on three obsolete tankers on the estimated price of 
$3,009,000 for the new vessel, said the commission, adding: 


This tanker, which will be named the S. S. Pure Oil, is of the Mari- 
time Commission’s T3-S-Al type and is being built at the Bethlehem- 
Sparrows Point Shipyard, Baltimore, Md. The terms of sale contemplate 
a cash payment on delivery of $956,250 in addition to the trade-in allow- 
ance and $752,250 in 3% per cent mortgage notes maturing in one to 
ten years with right of anticipation. Delivery of the vessel is expected 
about April 15,-1945. It will have a carrying capacity of 131,136 barrels 
of gasoline and is of a design heretofore found economical of operation 
in the Gulf-North Atlantic trade. 

The old tankers traded in are the W. F. Burdell, A. S. Hansen and 
H. M. Fredrichsen, built in 1920, 1915 and 1914, respectively. Their 
total gasoline cargo capacity is 195,975 barrels and they have speeds 
of 10.2 to 10.5 knots compared with the 15.5 knots of which the new 
vessel will be capable. 

The trade-in tankers are now under charter to the War Shipping 
Administration for war service. When no longer needed in the national 
emergency, they will be scrapped in accordance with the merchant 
marine act of 1936 provisions for replacing obsolete ships in the Ameri- 
can merchant marine with modern and more efficient vessels. 


SALE OF SURPLUS SHIP FENDERS 


The Maritime Commission has announced that the surplus 
property section of its procurement division, in Washington, 
will receive sealed bids until 11 a. m. (E. W. T.), December 6, 
on 3,156 ship fenders made of sapling wood, designed to absorb 
shock and prevent damage to ships’ hulls from rubbing. It urged 
bidders to inspect the property before bidding, and stated that 
one lot might be seen at the U. S. Naval Station in Miami, 
another at the U. S. Navy Yard, Philadelphia, and a third lot 
at the U. S. Navy Yard, Bayonne, N. J. 
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Personal Notes 


The Commission has announced its appointment of Dr. 
W. H. S. Stevens as director of its Bureau of Transport Eco- 
nomics and Statistics to succeed Dr. M. O. Lorenz, who volun- 
tarily retired on October 31. It said Dr. Stevens joined the 
Commission’s staff in 1936 as head transport economist of the 
then Bureau of Statistics, and that he had been appointed assis- 
tant director on April 16, 1938. Prior to joining its staff, the 
Commission said, Dr. Stevens had served for more than 15 
years as assistant chief economist of the Federal Trade Com- 
mission. Dr. Stevens, the Commission said, attended Colby 
College, George Washington, Cornell, and Chicago Universities, 
and the University of Pennsylvania, which awarded him the 
degree of doctor of philosophy in economics. It said he had 
taught at the Wharton School, University of Pennsylvania, and 
at Columbia and Tulane universities and was the author of 
more than 30 economic monographs and special studies dealing 
with finance, transportation, marketing, monopoly, and com- 
petition. 

The Commission has announced the appointment of E. D. 
Rinehart as an assistant director of its Bureau of Safety to 
succeed Sydney R. White, deceased. It said Mr. Rinehart had 
been associated with the bureau for 19 years, having served in 
the last six years as chief of the accident investigation section. 
It also said that he formerly had been employed by different 
railroads including the Pennsylvania, the Burlington, the Den- 
ver & Rio Grande, and the Panama in different capacities from 
telegraph operator to assistant train master. 


Thomas H. Pindell, former president of the Alton and 
Southern, and chairman of its board of directors at the time 
of his retirement in 1939, died at Springfield, Ill., November 8, 
at the age of 86. 


J. H. Butler, of the traffic department of the Railway 
Express Agency at New York, has retired after serving with 
the agency and predecessor companies 54 years. 


Mrs. Carpenter Kendall, who retired in 1940 as editor of 
the Milwaukee Road’s employe magazine, after 27 years in 
that position, died November 9 at Chicago. Her father, A. V. H. 
Carpenter, was the company’s first general passenger agent. 
E. O. Eckert has been appointed acting superintendent of the 
Kansas City division, Ottumwa, Ia., succeeding W. C. Givens, 
who died recently; W. T. Stewart has been appointed assistant 
superintendent, Kansas City terminals, Coburg, Mo., and A. C. 
Novak, assistant trainmaster, Kansas City division, Ottumwa. 


William R. McPhail, 43, assistant to the Atlantic division 
traffic manager, Pan American World Airways, died at his 
home at Larchmont, N. Y., November 13. He joined Pan Amer- 
ican in 1942, after serving 22 years with the American Express 
Company and the Thomas Cook and Son travel agency. 


H. H. Young has been appointed freight claim agent at 
Philadelphia for the Pennsylvania Railroad, succeeding A. P. 
Hickcox, who died October 24. M. S. Smith has been appointed 
superintendent of freight transportation, western region, Chi- 
cago, and A. M. Harris, superintendent, Logansport, Pa., divi- 
sion. Other appointments include: W. C. Sommers, general 
freight agent, Pittsburgh; J. C. McMichael, general freight 


agent, Chicago; W. P. Stuart, assistant general freight agent, 
Pittsburgh. 


W. F. Richardson has retired as freight traffic manager for 
the Baltimore and Ohio at New York, a position he has held 
since 1921. Paul S. Phenix has been appointed freight traffic 
manager, and Harry Atkinson, assistant freight traffic man- 
ager, both at New York. 


W. J. Ficht has been appointed assistant to passenger traf- 
fic manager at Norfolk, Va., and R. E. Blumenstiel, assistant 
general passenger agent at Tampa, Fla., for the Seaboard Rail- 
way. 

William J. Irwin has been appointed assistant general 
eastern agent for the Quanah, Acme and Pacific at Washing- 
ton, D. C. 

Paul W. Pate has been appointed superintendent of Delta 
Air Lines’ newly created air cargo department, with offices at 
Atlanta, Ga. 

Quincy Hall, formerly traffic manager for the Louisville, 
Ky., division of Consolidated Vultee Aircraft Corporation, has 
been appointed to the same position at the New Orleans plant. 

William J. Healey, traffic manager, Philadelphia Coke 
Company, has been elected president of the Commercial Traffic 
Managers of Philadelphia. Others elected include: Vice-presi- 
dent, L. T. Cuthbert, American-Franklin-Olean Tiles; secretary- 
treasurer, T. N. Butler, Wistar Underhill Company; members, 
board of directors, H. B. Beard, Proctor Electric Company; 
J. M. Davison, American Pulley Company; R. G. Hassel, Henry 
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Bower Chemical Company; Robert Maguire, Atlantic Refining 
Company, and George E. Miller, S. S. White Dental Manufac- 
turing Company. 

A. R. Greenlee has been appointed general freight agent 
for the Cleveland division of the George F. Alger Company. 

Walton D. Lynch, vice-president, National Folding Box 
Company, New Haven, Conn., has been elected president of the 
Packaging Institute, Inc., succeeding J. Y. Lund, vice-president, 
Lambert Pharmacal Company, St. Louis. W. O. Brewer, man- 
ager, pharmaceutical sales, Calco Chemical division, American 
Cyanamid Company, Bound Brook, N. J., and G. A. Mohlman, 
president, Package Machinery Company, Springfield, Mass., 
were elected vice-presidents. 

James Swanson has been appointed assistant purchasing 
agent for the Clark Tructractor division, Clark Equipment Com- 
pany, at Battle Creek, Mich., succeeding D. E. Leach, who died 
recently. 

The Railroad Freight Rate Clerks Association of Chicago 
will hold a stag smoker at the Midland Hotel November 21. 

Ray F. Clark has been appointed general freight agent, 
and J. M. Parramore, assistant general freight agent, both at 
Chicago, for the Grand Trunk-Canadian National. 

The Missouri Pacific has announced the following appoint- 
ments: Walter R. Tice, assistant general freight agent, St. Louis; 
R. S. White, general agent, Pittsburgh; H. A. Franke, commercial 
agent, New York; G. W. Carleton, assistant general freight 
and passenger agent, Wichita, Kans.; J. N. Sanders, general 
agent, Denver; J. N. Clark, division freight and passenger agent, 
Atchison, Kans.; G. Rumery, commercial agent, Kansas City, Mo. 

The alumni association of the College of Advanced Traffic 
of Chicago will hold an election meeting at the Skyline Athletic 
Club November 21. The following have been nominated as 
candidates: For president, J. A. Kemper; vice-president, E. A. 
Richards and H. Zierfuss; treasurer, D. Stanley and H. Schau- 
ble; financial secretary, Ted Busch and H. Nystrom; recording 
secretary, F. Kania and M. Corner; parliamentarian, G. Swan- 
son and F. Wallwork; members, board of governors, three to 
be elected, G. Lenz, H. Long, J. Murphy, F. Smolarek, H. Mesh- 
boum, and H. Machin. Dinner will be served. The annual 
Christmas party will be held December 16. 

Robert E. Webb, chairman of the transportation Board of 
Investigation and Research until expiration of its term of 
office on September 18, has opened an office for the private 
practice of law in Washington, D. C. 

L. D. Comer has been appointed director of employment 
for the Santa Fe System, at Chicago, succeeding A. W. Motley, 
who resigned. 

The New York, New Haven and Hartford has announced 
the following appointments: Dean F. Willey, assistant general 
manager, in charge of engineering, maintenance and mechanical 
departments; Phillip H. Hatch, general mechanical superin- 
tendent; Carl A. Mitchell, personnel assistant, and William P. 
— Jr., office assistant to vice-president, all at New Haven, 

onn. 

Frank P. Aughnay, formerly traffic commissioner for the 
Watertown, S. D., Chamber of Commerce, has been appointed 
traffic expert for the North Dakota Public Service Commission 
at Bismarck. 

U. S. McIntyre, formerly with the transportation board of 
investigation and research, has been appointed sales manager 
for Yankee Lines, Inc., Akron, O. 


SHIPPING AND STATE DEPARTMENT 


Secretary of State Hull has issued a departmental order 
(No. 1291) setting forth the functions and responsibilities of the 
shipping division, office of transportation and communications. 
The division, according to the order, has responsibility for the 
initiation, formulation, and coordination of policy and action of 
the Department of State in matters concerning international 
shipping, excepting those functions relating to shipping space 
requirements and allocations vested in the division of supplies 
and resources of the Office of Wartime Economic Affairs. Jesse 
E. Saugstad, formerly with the Department of Commerce and 
Shipping Board, is acting chief of the shipping division. 


RAILWAY FUEL COST STUDY 


Secretary Bartel, of the Commission, has issued a notice 
inviting suggestions as to the further study of fuel as a major 
item of railway expense, the problems of fuel costs, and the 
ways in which fuel statistics might be improved to make them 
more useful and accurate, as treated in the report issued as 
information by the Commission, “Use and Cost of Railway Fuel 
and Problems in Fuel Statistics,’ statement No. 4428, (see 
Traffic World, Aug. 26, p. 530). The secretary said that the sub- 
ject was one of continuing interest to the Commission’s Bureau 
of Transport Economics and Statistics, and asked that sugges- 
tions be sent to him, in duplicate, not later than December 31. 
He said that the results of the bureau’s consideration of such 
statements would be released “in due course.” 
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Books on Freight Traffic 


Industrial Traffic Management, by G. Lloyd Wilson 


335 pages covering training, shipping, receiving, management 
of equipment, rates, adjustments, tariffs, routing, tracing, ex- 
= claims, express, parcel post, foreign trade, procedure 
efore commissions, federal regulation. Two volumes—Cloth 
bound, $1.50 each—Two volumes $3.00. 


Principles of Freight Traffic, by G. Lloyd Wilson 


Railroad freight traffic departments, rules of freight classifica- 
tion, rate making, tariff construction and interpretation, rate 


structures, and export and import rates. 160 pages, cloth 
bound, $1.50. 


Selling Highway Freight Transportation, by Charles E. Parks 


Shipping motives, sales resistance and how to meet it, sug- 
gested techniques for personal solicitation, and profitable fields 
for selling. 70 pages, cloth bound, $1.00. 


The Principles of Water Transportation, by G. Lloyd Wilson 


Development and organization of water transportation, ports, 
port charges, freight forwarding, brokerage, documents pro- 
cedure, freight classification, rates, passenger, mail, express 
services, government aid, regulations, policies of leading mari- 
time nations. 107 pages, paper cover, 50 cents. 


Selling Railroad Transportation, by Charles E. Parks 
Selling methods, qualifications of railroad salesman, what he 
should know, four groups of prospects, buying motives, analy- 
sis of buying process. 71 pages, paper cover, 50 cents. 


Motor Freight Transportation and Regulation, by G. Lloyd Wilson 


Development, types, local and —— services, freight classi- 
fications rates, regulations tariffs, schedules, bills of lading, 
shipping documents, liability insurance, accounting. 168 pages, 
cloth bound, $1.50. 


Air Transportation and Regulation, by G. Lloyd Wilson 


70 page, paper cover booklet. Air mail, air express, passenger 
services, regulations. 50 cents. 


Traffic Law, by G. Lloyd Wilson 


Duties and liability of carriers, special rates, rebates, claims, 


embargoes, freight pooling, payments. 70 pages, paper cover, 
50 cents. 


52 TRAFFIC LESSONS 


on Fundamentals of Freight Traffic, by G. Lloyd Wilson 
in 4 Parts—$1.50 Each—Set of 4, $5.00 


Part 1—Freight Classification and Rate Making 


Carrier traffic management—functions and organization, traffic 
geography, territorial subdivisions, principles and rules of 
freight classification and rate making, rate structure, rate 
making machinery, tariff construction and _ interpretation. 
Cloth bound, 160 pages, $1.50. 


Part 2—Railroad Freight Rate Structure 


The freight rate structure of each territorial subdivision, 
interterritorial rate structure, rail-water rates, and import and 
export railroad rates. Cloth bound, 208 pages, $1.50. 


Part 3—Miscellaneous Transportation and Rates 


Covers freight rates and services of all types of transportation 
other than railroads—Motor Carriers—Water Carriers—Freight 
Forwarders—Air Lines—Express Companies—Pipe Lines—Pri- 
vate Freight Cars. Cloth bound, 151 pages, $1.50. 


Part 4—Freight Shipping Documents, Routing and Claims 


Includes chapters on.Shipping Documents—Routing, Tracing 
and Expediting—Loss, Damage, Delay Claims and Overcharge 
Claims—Concealed Loss and Damage Claims—Reparation— 
Procedure before Committees and Regulatory Commissions. 
Cloth bound, 166 pages, $1.50. 


TRAFFIC LAW AND PROCEDURE—By G. Lloyd Wilson 
in 3 Parts—$2.00 Each—Set of 3, $5.00 


Part 1—Services 


Transportation act and all amendments; the status, duties and 
obligations of carriers; the rights and privileges of shippers; 
car service; distribution of cars; pooling; switching connec- 
tions; transit services and privileges; terminal facilities and 
services;. embargoes; demurrage; the commodities clause; 
penalties and damages, etc. Cloth bound, 208 pages, $2.00. 


Part 2—Rates 


Undue preference and prejudice, special rates, rebates, Inter- 
state and Intrastate rates, unreasonableness, fourth section, 
rate making, valuation, free and reduced rates, allowances, 
tariff publication and construction, routing, misrouting, joint 
rates, collection, payments, guarantee, liability, loss, damage 
and delay claims, overcharge, undercharge, reparation, ac- 
counts, records, securities. 287 pages, cloth bound, $2.00. 


Part 3—Procedure 


Powers and jurisdiction of I.C.C., informal, modified, short- 
ened and formal procedure before I.C.C., investigations, sus- 
pensions, or: evidence, pleadings, service, reports, 
orders, administrative functions, court reviews, practitioners 
ethics, practice before M. C. Cloth bound, $2.00. 


All books shipped postpaid. If ten or more books are ordered at one 
time, deduct 10% from list price. Send remittance with order to 
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Digest of New Complaints 


MC C-437, General Shoe Corporation, Nashville, Tenn., vs. Hoover Motor 


Express Co., Inc., Nashville, Tenn., and The National Transit Co,. 
poration, Detroit, Mich. 

Rate of $1.27 a,hundred pounds charged, ‘‘composition heels’ ang 
“‘composition sheets’’ transported in 1940 by defendants from Wapok. 
oneta, O., to Nashville, alleged to have been unjust and unreasop. 
able in violation of section 216 and unlawful in violation of section 
217 of part II of the act. Commission asked to issue cease anj 
desist order and to order defendants to apply to the considered com. 
modities a rate of $1.10 on shipments moving prior to Sept. 1, 1949, 
and a rate of $1.04 on shipments moving on and after that date, (T, 
M. Henderson, 407-8 Chamber of Commerce Building, Nashville 3 
Tenn.) 

C-438, Baltimore & Pittsburgh Motor Express Co., Pittsburgh, Pa, 
et al. vs. Samuel Schreiber and Mrs. Harry Schreiber, partners dha 
Schreiber Trucking Co., Pittsburgh, Pa. 

Complainants (12 motor carriers) allege unlawful operation by 
defendants, contending that on and since May 15, 1944, defendants 
have been operating over routes and between the points described 
in their application No. MC 31444, in violation of section 206(a) of 
part II of the act, ‘‘when in fact said application No. MC 3144 
was denied effective May 15, 1944.’’ Cease and desist order asked, 
(Harry C. Ames, Jr., 238 Transportation Building, Washington 6, 
B.C.) 

29214, Goslin-Birmingham Manufacturing Co., Inc., Birmingham, 
Ala., vs. Pennsylvania Railroad Co. et al. 

Sixth class rate charged, steel bars, bent in circular coiled form, 
shipped on and after March 29, 1944, from Philadelphia, Pa., to 
complainant at Birmingham, alleged to be in violation of sections 
1(5)(a), 6(7) and 3(1). Cease and desist order, prescription of 
reasonable rates for the future, and reparation of $7,500 asked. 
(W. C. McMurry, 626 Chamber of Cormnmerce Building, Birmingham 
3, Ala.) 


. 29214, Sub. No. 1, American Stove Co., Harvey, Ill., vs. Illinols 


Central. 

Sixth class rate charged, steel bars, bent in circular coiled form, 
on shipments received April 29, 1944, through June 1, 1944, at com- 
plainant’s plant in Harvey, Ill., from Birmingham, Ala., alleged to 
have been in violation of the act as set forth in No. 29214. Cease 
and desist order, prescription of reasonable rates for future, and 
reparation of $2,388.26 asked. (C. E. Widell, 1100 Stahlman Build- 
ing, Nashville, Tenn.) 

29215, J. A. Folger & Co., Kansas City, Mo., vs. Atlanta, Birming- 
ham & Coast et al. 

Rates charged, green coffee, shipped in period from Nov. 2, 1942. 
to Sept. 12, 1943, alleged to have been in violation of sections 1 and 
3, the undue preference alleged having been for complainant’s com- 
petitors at St. Louis, Mo., and New Orleans, La. Reparation of 
$20,000 sought. Hearing at Kansas City, Mo., requested. (J. H. 
Tedrow, 1028 Baltimore Ave., Kansas City, Mo.) 

29216, The Wheatland Tube Co., Wheatland, Pa., vs. the Pennsyl- 
vania and the Illinois Central. 

Rate charged, wrought steel pipe, carloads, shipped from Wheat- 
land, Pa., to New York City for export to Cristobal, Canal Zone, in 
“early part of 1942,’’ there reconsigned to New Orleans, La., for 
export because of unavailability of ships at New York, alleged to 
have been in violation of sections 1, 2 and 3 of the act, with 
respect to the movement from New York City to New Orleans. 
Reparation of $1,803.06 sought. (J. D. Clark, 1203 Union National 
Bank Bldg., Youngstown 3, O.) 

29217, The American Steel Abrasives Co., Galion, O., et al. vs. Bal- 
timore & Ohio et al. 

Rates charged, small pieces of chilled shot, carloads, shipped be- 
tween complainants’ plants at Pittsburgh, Pa., Butler, Pa., Galion 
and Mansfield, O., alleged to be in violation of section 1. Repara- 
tion and prescription of reasonable rates sought. (C. Peyton Collins, 
206 Rauch Bidg., Pittsburgh 5, Pa.) ; 


. 29218, T. T. Wilson Co., Chattanooga, Tenn., vs. Nashville, Chat- 


tanooga & St. Louis et al. 

Rates charged, coal cinders, carloads, shipped in January, 1944, 
from Ladds, Tenn., to Elza, Tenn., via Hooker, Ga., alleged to have 
been and to be in violation of section 1. Cease and desist order, 
prescription of rate of $1.20 a net ton, and reparation of $2,239.72 
sought. (E. DeL. Wood, Traffic Manager, T. T. Wilson Co., Chat- 
tanooga, Tenn.) 


. 29219, Carloader Corporation, New York, N. Y., vs. Wells Fargo Cal- 


loading Co., Inc. 

Alleges refusal of right to participate in joint loading with other 
forwarders at pier 23, North River, New York, N. Y., and in 
distribution of joint loaded freight in California, in violation of 
section 404(b). Asks cease and desist order, and arrangements 


for joint loading and distribution of freight forwarder traffic of 
complainant. 


CHANGES IN DOCKET 
Hearing MC 46879 Sub. 2, November 16, Brooklyn, N. Y., postponed 


Novemb: 


to December 19, Hotel St. George, Brooklyn, N. Y., Examiner Joyner. 
Hearing MC 28779 Sub. 6, November 17, Duluth, Minn., postponed t0 
December 19, U. S. Ct., Duluth, Minn., Jt. Bd. 142. 
Hearing MC 46240, Sub. 5, November 15, St. Louis, Mo., postponed 
to date to be fixed. 
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PEORIA-GATEWAY 


PEORIA ZPEKIN 
UNION 
RY 


Doing More 
with Less... 


© It isn't easy to do more and do it better 
with less but that's exactly what makes 
World War Il railroad performance so 
miraculous. Tonnage way, way up. New 
motive power and freight cars down. 
Shortage of help prevalent. 











Certainly, the preparedness of the rail 
industry lies in its years and years of do- 
ing—efficient and economical moving of 
freight, from origin to destination. 


So many years of experience—more 
than sixty years of it—have made P. & 
P. U. especially prepared for performing 
its all-important interchange function of 
efficiently and speedily assembling and 
re-assorting of freight cars and shooting 
them along to destination. Continued co- 
operation with shippers and railroad men 
alike is a peace-time as well as war-time 
P. & P. U. policy. 


PEORIA & PEKIN UNION RAILWAY 


E. F. Stock, Traffic Manager—Union Station, Peoria, lil. 





SWITCHING SERVICE BETWEEN 


Peorla & Pekin Union Ry.; Chicago, Rock Island & Pacifie Ry.; Chieage & North Western 

Ry. ; Chicago & Ilinols Midland Ry.; ; Iitnols Terminal Raliroad Co.; Inland ste me 

Corp.; Minneapolis & St. Louis R ; Alton Railroad; Atchison, Lb cy. & Santa Fe Ry. 

illinois Central R. R.; Pennsylvania Railroad: Peorla Terminal R. » Burling 

& Quincey Railroad; "New York, Chicago & St. Louis Railroad: © " Cinetnnati, 
Chicago & St. Louis Ry. (Peoria & Eastern); Toledo, Peoria & W . &. 





“One of America’s Railroads—All United for Victory” 
Don't Forget to Buy Those War Bonds 
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Docket of the Commission 








NOTE—Items in the docket marked with an asterisk (*) have been 
added since the last issue of THE TRAFFIC WoRLD. New assignments 
now on the Commission’s docket of dates later than herein shown 
will not bear asterisks when they do appear. Current cancellaiions 
and postponements announced too late to show the change in thig 
docket will be noted elsewhere. 


November 20—Brooklyn, N. Y.—Hotel St. George—Examiner Schutrump| 
MC 10875 and MC 10876—Branch Motor Express Co., New York, N, y 
November 20—Chicago, !!l.—Sherman Hotel—Examiner Bradford: 
MC 38468 Sub. 1—Gaylord & Overton Truck Line, Martin, Tenn, 
certificate to extend operations. ; 
November 20—Concord, N. H.—State Comm.—Examiner Kephart: , 
MC 36894 Sub. 1—E. F. Reed, Newport, N. H., to extend operations, { 
November 20—Denver, Colo.—Cosmopolitan Hotel—Examiner Snider: 
29066—Rocky Mountain Association of Distributors vs. Un. Pac. et a 
November 20—Fairbury, Neb.—City Hall—Examiner Schutrumpf: 
Finance 14638—Appl. of C. B. & Q. to abandon operation of lines & 
tween Helvey and Endicott, Neb. 


November 21—Boston, Mass.—P. O. Bldg.—Jt. Bd. 231: 
MC 10902 Sub. 2—McGary Transportation Co., Inc., Cambridge, Mass, 
certificate to extend operations. 
November 21—Brooklyn, N. Y.—Hotel St. George—Examiner Kassel; 
1. & S. M-2470—Increased class rates over Associated Transport, Inc. 
November 21—Houston, Tex.—Ben Milam Hotel—Jt. Bd. 77: 
MC 102526 Sub. 2—East Texas Motor Coaches, Jasper, Tex., certif. 
cate to extend operations. 
MC 104669 Sub. 1—F. S. Whittlesey and M. S. McMullen, Jasper, Tex. 
certificate to extend operations. 
November 21—Lincoin, Neb.—State Comm. Jt. Bd. 52: 
MC 25240 Sub. 2—Canning Truck, Fairbury, Neb., to extend opera 
tions. 


November 21—Washington, D. C.—Examiner Banks: 
Fourth Section Applications 19345 and 20171—Proportional rates on 
grain from central territory and grain to Cincinnati, O. 
November 22—Boston, Mass.—P. O. Bldg.—Jt. Bd. 134: 
MC 36151 Sub. 22—Henry Jenkins Transportation Co., 
Mass., certificate to extend operations. 
November 22—Chicago, I11.—Sherman Hotel—Jt. Bd. 149: 
MC 102608 Sub. 4—Burlington-Chicago Cartage, Chicago, IIl., certif- 
cate to extend operations. 
November 22—Keokuk, la.—U. S. Ct.—Jt. Bd. 46: 
MC 105223—Gildersleeve Truck Co., Keokuk, Ia., permit. 
November 24—Chicago, Ill.—Sherman Hotel—Jt. Bd. 149: 
MC 52371 and MC 69245—Parmelee Transportation Co., Chicago, Il, 
certificate or permit. 
November 24—Cleveland, O.—Fed. Bldg.—Examiner Parker: 
MC 53194 Sub. 2—A. & A. Truck Lines, Inc., Canton, O., certificate 
to extend operations. 
November 24—Great Falls, Mont.—Rainbow Hotel—Examiner Schutrumpf: 
Finance 14663—Appl. of G. N. for abandonment of branch line from 
Armington to Neihart, Mont. 


"First wit 


Inc., Boston, 














November 24—Providence, R. !.—Narragansett Hotel—Examiner Kep 
hart: 
MC 30173—Gamache Trucking Co., Inc., Fal] River, Mass., certificate 
or permit. 


November 24—Washington, D. C.—Argument: 
29052—Henry L. Stimson as Secretary of War vs. A. C. & Y. et al. 
29053—Secretary of War vs. Aberdeen & Rockfish et al. 


November 25—Providence, R. !.—Narragansett Hotel—Examiner Kep 
hart: 
MC 70172 Sub.1—B. J. Kirk, Pawtucket, R. I., to extend operations. 


November 25—Washington, D. C.—Examiner Albus: 

* Finance 14549—Appl. of K. C. S. for a certificate permitting abandon- 
ment of line extending from Spiro, Okla., to Fort Smith, Ark. 

* Finance 14668—Appl. of K. C. S. for authority to operate under track- 
age rights over line of railroad owned and operated by St. L. §. F. 
between Poteau, Okla., and Fort Smith; Ark. 


November 27—Boston, Mass.—P. O. Bldg.—Jt. Bd. 231: 
MC 12298—Boston Storage Warehouse Co., Boston, Mass., 


November 27—Boston, Mass.—P. O. Bldg.—Examiner Kephart: 
* MC 105342—Torrisi’s Express, Lawrence, Mass., certificate. 


November 27—Cleveland, O.—Fed. Bldg.—Examiner Cosby: 
MC 43053 Sub. 3—Burbank Van & Storage, Inc., Warren, O., certlt 
cate to extend operations. 


November 27—Indianapolis, Ind.—U. S. Ct. <i, Bd. 21: 

MC 2979 Sub. 3—Hargis Truck Line, Inc., Tell City, ‘Ind., 
to extend operations. 

November 27—Portland, Ore.—Multnomah Hotel—Examiner Schutrumpf: 
Ww-507—Tidewater Transportation Co., common carrier application. 
Finance 14670—Appl. of Shaver Forwarding Co. to purchase ce 

assets of Tidewater Transportation Co. 

November 27—San Francisco, Calif.—P. O. Bldg.—Jt. Bd. 151: 

MC 75812 Sub. 36—Lang Transportation Corp., Vernon, Calif., oe 
tificate to extend operations. 


license. 


certificate 
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FILE YOUR CLAIM 
IN THE BEST OF FORM 






It’s only natural that claims filed on the best 
form should be handled first. Horder’s 
World Wide Traffic Forms are simplified, 
authoritative and up to the minute. They’re 























the preferred forms for shippers and carriers. 
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rates onl "First with the Newest Forms" {OR DER’ Ss " INC. 


231 South Jefferson Street, Chicago 6, Illinois 
Boston, All Telephones FRAnklin 6760 
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For Further Information: 


ROWLEY TRANSPORTATION CO. 
Fulton Ave. and B& OR. R. 
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ONE OF AMERICA’S RAILROADS—ALL UNITED FOR VICTORY 
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SERVINGS GREAT PORTS 


—_ 





HEAD OFF TROUBLE 


with 
expert, thorough - going 


INTERNATIONAL 
TRUCK SERVICE 


An ounce of prevention is worth 
a ton of cure these days, in any 
trucking operation. 


See your International Dealer or 
Sranch Now, to arrange for serv- 
ice that will keep your truck out 
on the road and out of the shop. 


INTERNATIONAL HARVESTER COMPANY 
180 North Michigan Avenue Chicago 1, Illinois 


Services in 
Washington, D. C., and 


Commercial Zone: 


1. Pool Car Distribution—On B. & O R. R. 
Siding—Economical—Fast—Dependable 


2. Local Cartage 
The Jacobs Transfer Company, Inc. 


Established 1857 
61 Pierce Street, N. E. 7 Washington 2, D. C. 
Phones: Decatur 7603, District 2412 
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November 27—Washington, D. C.—Argument: 
MC 88797—N. Y. S. & W. R. R., common carrier application. 
MC 100604 Sub. 1—Erie R. R., Cleveland, O. 
November 28—Boston, Mass.—P. O. Bldg.—Examiner Kephart: 
* MC 87541, Sub. 2—H. Goldman, Inc., Boston, Mass., certificate to ey. 
tend operations. 
November 28—Detroit, Mich.—Hotel Fort Shelby—Jt. Bd. 57: 
MC 104944 Sub. 1—Kleitch Bros., Inc., Detroit, Mich., certificate, 


November 28—indianapolis, Ind.—U. S. Ct.—Jt. Bd: 72: 


MC 10761 Sub. 12—Transamerican Freight Lines, Inc., Detroit, Mich, e It 
certificate to extend operations. ; keep 
November 28—Nashville, Tenn.—Andrew Jackson Hotel—Jt. Bd. 107: The } 
MC 29957 Sub. 45—Tri-State Transit Co. of Louisiana, Inc., Shreve powe 
port, La., certificate to extend operations. trans] 
November 28—Raleigh, N. C.—Hotel Sir Walter Raleigh—Jt. Bd. 14 “Kee 
and Examiner Angle: 1] 00 
MC 22232 Sub. 2—W. I. Tanner Transfer Co., Rocky Mount, N. ¢, . 
certificate to extend operations. 
MC 104952 Sub. 1—Washington Transfer Co., Washington, N. C., cep. 
tificate. Ti 


November 28—Salisbury, Md.—County Ct. House—Examiner Naefe;: 
MC 73587 Sub.11—Elliott Bros. Trucking Co., Inc., Easton, Md., cep. 
tificate to extend operations. 
November 28—San Francisco, Calif.—Fed. Bldg.—Jt. Bd.241: 
MC 263, Sub. 20—Garrett Freightline, Inc., Pocatello, Idaho, certif. 
cate to extend operations. 


November 28 — Shreveport, La. — Washington-Youree Hotel — Examiner 
Borroughs: 

1. & S. M-2467—Accessorial charges, oil field equipment, supplies, d 
November 28—Washington, D. C.—Argument: 

Finance 14418—Wis. Cent., receiver, et al. abandonment. 

W-896—Newtex Steamship Corp., common carrier application. 
November 28—Washington, D. C.—Examiner Griffin: 

|. & S. 5326—Handling high explosives at Boston, Mass. 

eae 


—_—_— 


RESUMPTION OF MEDITERRANEAN COMMERCE 


The United Nations’ conquest of southern France has made 
possible creation of a North Atlantic-French Mediterranean 
Freight Conference, and the agreement governing the resump- 
tion of commerce in that trade, to which six steamship lines are 
signatory, has been approved by the Maritime Commission, ac- 
cording to an announcement by the commission (see Traffic 
World, Nov. 11, p. 1264). 

The members of the conference, it said, were the American 
Export Lines, Inc.; Fearnley & Eger and A. F. Klaveness & Co. 
A/S (Fern Line Joint Service); Kerr Steamship Co., Inc.; Linea 
Sud Americana, Inc. (Gardiaz Lines); Societe Franco-Iberique 
D’Armement (Franco-Iberian Line), and Ellerman’s Wilson 
Line, Ltd. 

The conference agreement, conforming to the Shipping Act, 
1916, provided for the establishment and maintenance of agreed 
rates, charges and practices on the transportation of cargo be- 
tween North Atlantic ports from Portland, Me., to Hampton 
Roads, Va., and French Mediterranean ports, Monaco and Cor- 
sica, the Maritime Commission said. It added that there had 
been no conference in this trade since the early days of the war 
in Europe. 


ROUT! 





MERCHANT SHIP CONSTRUCTION 


As of November 1, a total of 4,020 vessels, including 2,410 
Liberty ships, had been constructed since January 1, 1942, in 
the Maritime Commission’s shipbuilding program, and to the 
total of 11,000,000 deadweight tons of American merchant ship- kd 
ping afloat at the beginning of 1942 there had been added 4 
deadweight tonnage total of new vessels built by the commis- 
sion of 40,884,236, according to a Maritime Commission report. 

The commission said that merchant ships under control 
of the War Shipping Administration totaled 3,570 on Novem- 
ber 1, and that the number of men in the U. S. merchant 
marine labor forces was 179,000. Cargo shipped out of this 
country in 1943 aggregated 62,000,000 long tons in 1943, com- 
prising 47,000,000 tons of dry cargo and 15,000,000 tons of \ 
tanker cargo, it said. It stated that the average number of SER 
workers in its shipyards in September was 586,000. $1 


Geo. S: 


RAIL FINANCIAL DATA 


At the end of August, 1944, Class I railroads, exclusive of 
switching and terminal companies, had total current assets of 
$4,739,289,537, including $1,203,174,228 in cash, as compiared 
with $4,279,012,469, including $1,345,143,776 in cash, at the end 
of August, 1943, according to a statement, M-125, selecte& In 
come and balance sheet items of those roads, prepared by the 
Commission’s Bureau of Transport Economics and Statistics. 

The statement showed that $226,799,482 of funded ‘debt 
would mature within six months from August, 1944. This «om- 
pared with funded debt of $154,026,245 matured in the ¢om- 
parable period of last year. 

Total current liabilities stood at $3,041,593,630 at the end 
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FIGHTING POWER at > Am peti (| 


the front depends upon (=== a ul 
HORSEPOWER at home -- — ~ 


e It takes power, on rails, to 

keep the war program rolling. 
107: The Milwaukee Road has the , 
shreve power needed to speed the a 

transportation of troops, munitions and essential civilian traffic. 
id. 16 “Keep ‘em Rolling’ is the watchword along this railroad’s 


N.C 11,000 mile supply line—from Lake Michigan to the Pacific. 


THE MILWAUKEE ROAD 


a SERVING THE SERVICES AND YOU 


certifi. 


aminer 


Plies, 


-E 4 s z i on ee ‘ . . : 
; made 3 a: \: . a They @ The demands of wartime place 


ranean a heavy load on the nation’s rail- 
>suMp- 


es are epee A == _ : “a - ¢ ’ = -” roads. Materials must be kept 
on, ac- 5 ee fe? q ¢ Cf Cm og moving—troops, too— with utmost 
Traffic § ts i oath efficiency. To do so, all equipment 


1erican anne = must be maintained in good condition. 
» & Co. 





°c) Cf ener sere seme Union Pacific locomotives, for example, are periodically 


— ; inspected. If repairs or new parts are required, the work 
Wilson F ROUTE VIA GALVES x ON must be done with painstaking care and no loss of 


ng Act, time. That’s the job of the men in the shops. They “‘keep 
agreed 


rg0 be AND BE ASSURED OF ‘on ailing.” 


ampton 


'd Cor. ~ These men know how important it is that our fighting 
re had Carchul Handling AND men get an adequate and constant supply of materials 
he war 


and food; know that it can’t be done without depend- 


e e ‘ae : 
SQuich Dispatch able home-front transportation. But their incentive for 


hard work and sacrifice is more than victory. It’s also the 
g 2,410 


942, G ALVESTON WH ARVES — to keep this country the way it always 


. . a land of opportunity where enterprise and 
at shir FX Est. 1854 initiative are recognized and rewarded. 
dded a 
ommis- 
report. § Geo. Sealy, Chairman F. W. Parker, General Manager 
control 
Novem- 


A. J. SEITZ 
— WORLD'S LARGEST LONG-DISTANCE MOVERS OF HOUSE- : Gen'l Freight Trafic Mgr. 


‘ Union Pacific Railroad 
3. colt HOLD GOODS, OFFICE FURNITURE AND EQUIPMENT ‘Gude, 0 


tons of 
nber of 


isive of 


sseits of 
myiared 
the) end 
te in- 


by \the mM fi ay "og THE PROGRESSIVE 
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of August, 1944, as against $2,545,077,190 at the end of August, 
1943. Included in the current liabilities was accrued tax liabil- 
ity of $1,950,520,988 at the end of August, 1944, as compared 
with $1,615,772,444 at the end of August, 1943. U. S. govern- 
ment taxes accounted for $1,788,357,437 of the accrued tax 
liability at the end of August, 1944, as against $1,452,715,104 
at the end of August, 1943. 





MANNING OF TANK BARGES 


Vice Admiral Waesche, commandant of the Coast Guard, 
has issued a notice of waiver of the navigation and vessel in- 
spection laws to the extent necessary to permit towing vessels 
engaged in business connected with the conduct of the war, 
while operating on the Gulf Intracoastal Waterway and rivers 


Classified Adver 


The only weekly market place in print covering the entire field of transportation and 

distribution for those who have services, materials, equipment, etc., to buy or sell. 

(Reader ads —$1.00 a line, minimum 3 lines. — en a column inch.) 
. ime, 13 time, 26 Z fied d's se . 






time. 





1. C. C. PRACTITIONERS. The only practical, authentic I. C. law 
course available by mail. Restricted to Attorneys, Practitioners or those 
qualified to prepare for practice. Includes Freight Forwarder Act. 
COLLEGE OF ADVANCED TRAFFIC, 12 E. Jackson Blvd., Chicago, IIl. 


WANTED—Seaboard Ports Manager—College Trained—Prefer one 
with general transportation experience—also knowledge of port facilities 
and equinment—opportunity for advancement. Give full information in 
first letter. Box 292 Chicago Office Traffic World. 


WANTED#Position as Traffic Manager in industrial or wholesale 
firm. Young man. 31 years old. Ten years’ experience. Location prefer- 
ably within 50 miles radius of Green Bay, Wisconsin. Can guarantee 
being asset to employer. Box 293, Chicago Office, Traffic World. 


WANTED—TRAFFIC MANAGER, familiar with diversified industry, 
who can quote rates, route shipments, audit freight bills, act as traffic 
counsel. Registered practitioner preferred. Give details, education, ex- 
perience, affiliations, age, salary, availability, references. Box 294, Chi- 
cago Office, Traffic World. 


WANTED by large Industrial Traffic Department, Assistant Chief 
Rate Clerk with railroad experience or industrial experience in rail 
tariffs. Permanent position through and after the war. Fine opportunity 
for advancement. Good Salary. Address Box 295, Chicago office Traffic 
World. 


FREIGHT CAR PRICES REDUCED! 


Now only half of recent peak prices— 
$500 to $1950 each! 


Which of these cars could you use? 
10—Hopper, Double, 50-Ton 
10—Hopper, Side-Discharge, 50-Ton 
90—Refrigerator, 40-Ft., 40-Ton 
16—Refrigerator, 36-Ft., 30-Ton 
8—Ballast, Composite, 50-Ton 
10—Box, 36-Ft., 40-Ton 
3—Dump, Koppel, Automatic, 30-Yd., 50-Ton 
1—Dump, Koppel, Drop-Door, 20-Yd., 40-Ton 
18—Dump, K & J, Automatic, 16-Yd., 40-Ton 
3—Dump, Western, 20-Yd., 40- and 50-Ton 
20—Flat, 40-Ft., 40- and 50-Ton 
35—Gondola, Composite, 36-Ft. and 40-Ft., 40- and 50-Ton 
6—Gondola, 50-Ton, High-Side, Steel 
30—Tank, 8000-Gallon, 40 & 50-Ton 
10—Tank, 10,000 Gallon, 50-Ton 


Perhaps this list also has some other cars you could use to very 
beneficial advantage now 
All cars are priced to selll 
IRON & STEEL PRODUCTS, INC. 
39 years’ experience 
13450 S. Brainard Ave., Chicago 33, Illinois 
“‘ANYTHING conteining IRON or STEEL"’ 
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and inland waters connected therewith, to tow tank bargag 
which are not required to be manned, without complying wit, 
the otherwise effective regulations relating to the carrying ¢ 
licensed officers or certificated tankermen in the regular cop. 
plement of the towing vessel. The waiver was made subject ty 
the condition that there be on board the towing vessel anj 
available at all times while so towing at least one licensg 
officer or certificated tankerman. 


OUTLINE FOR AREA SURVEYS 

Transportation facilities, population, industrial develop. 
ment, and labor situations are among the major headings of 
“An Outline for Making Surveys,” a 45-page bulletin release 
by the Department of Commerce for the use of business groups 
or individuals planning local or regional industrial or con. 
mercial surveys, as well as of manufacturers, distributors anj 
others having an interest in the subject. A limited number of 
copies are available for distribution on request to the Depar. 
ment of Commerce, Washington 25, D. C., or its field offices 
Additional copies may be had from the Superintendent of 
Documents, Washington 25, D. C., at 10 cents each. 


RECRUITMENT OF SEAMEN 

Vice Admiral Emory S. Land, chairman of the Maritine 
Commission, has ordered all Maritime Commission shipyards not 
to give employment to any experienced seagoing personne 
applying for shore jobs. 

The order followed proposals made by the War Shipping 
Administration’s recruitment and manning organization, afte 
a conference November 10 between representatives of the ship 
operating companies, maritime unions and W. S. A. officials 
the W. S. A. said. 

Capt. Edward Macauley, deputy war shipping administre- 
tor, in charge of recruitment and manning, said: 


















This drastic order is the forerunner of a review of all means to 
meet the critical shortage of experienced Merchant Marine officers ani 
men. We believe it will be very helpful. 


MERCHANT MARINE IN WAR 
American merchant ships delivered 500,000 tons of vital 
invasion supplies at Leyte Island in the three weeks following 
Gen. Douglas MacArthur’s return to the Philippines, the War 
Shippine Administration was advised in a radio report from 
its representative on the scene, Lieut. John Macauley, U. S. M.S. 
In addition, Lieutenant Macauley said, these vessels landed 
about 30,000 troops, and he quoted a high officer of the U. S$. 
Army Services of Supply as saying ‘“‘the merchant marine has 
done its best Pacific job here.” 
Every merchantman in the invasion was loaded to ¢a- 
pacity, Lieutenant Macauley reported, and many of them car- 
ried soldiers, although not originally designated for that task. 


To Men Already Successful 
in TRAFFIC 


Leaders need always to be reading, studying, brushing up—both to 
keep ahead of the crowd and to keep from slipping back. 


To such men in the Traffic field, we suggest our Traffic Management 
Training as an interesting and valuable refresher course. 


Our 48-page booklet will give you a quick picture of our training— 
what it covers and whether it can help you. It’s free—ask your secre- 
tary to drop a note for it today. 


LASALLE extension university 


A Correspondence Institution 
417 South Dearborn Street Dept. 1195-TA Chicago 5, Illinois 


———_ 
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ST.LOUIS-SAN FRANCISCO RY. 
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FASTER — DIRECT — L.C.L. — RAIL SERVICE ne Vy J =a 
TO: TEXAS, LOUISIANA, MEXICO, ST. LOUIS MO. a 18) | ore 
Pick Up and Store Door are included at rates ° = ee | 

no higher than rail. < at ; | YOUR SENDING ; | 


PREMIER CARLOADING CORP. 


90 WEST ST., N. Y. 6, N. Y. - CORTLAND 7-3812 
Offices and Agencies in Principal Cities 


iritime 
rds not 
“sonne] 


Lipping 
, after 
1e ship 
fficials 


inistra- 


leans to 
ers and 


. i i ThE PUBLIC and industry, with fine spirit, 


llowing 


se Wat have cooperated with us in expediting 
‘t from 





Christmas gift shipments. This is a final 


reminder to make December Ist the day by 


hecking Truc 
a k Costs which you have forwarded your gifts, par- 


, ticularly to out-of-town addresses. Your 
Compare ratios of taxes 


and payroll to revenues government requests it so that there will 


J in the new COST ANALYSIS TABLES be no interruption in the flow of material 
compiled from the 1943 annual reports 


of all Class I Motor Freight Carriers to needed by our armed forces. 
ICC. Place your order Now. $25 per 


copy; additional copies $5. 


TRANSPORT RESEARCH, Inc. 


1129 Vermont Avenue N. W. Washington 5, D. C. press Service welcomes its annual responsi- 
agement Publishers of: Motor Carrier Financial Manual (5 issues—quarterly and 


full year); Motor Carrier Cost Analysis Tables (yearly). bility of making Christmas a happy occasion 
aining— 


ur secte- “ for millions by delivering shipments safely 
HYSTER oe. \ am and on time. Remember, please, to wrap 
SITY} STRADDLE TRUCKS ,2 ic, Yee 


‘a i —-" carefully —address clearly —call us early. 
Self-loading, self-unload- Vee 
5, Hlinois ing industrial trucks for 
hauling materials of all 2 = 
kinds—3 models. Write for ~—— ty MAKE AN BUY THAT 
catalog. | (a ‘ INVESTMENT EXTRA 
(f IN AMERICA Ne AFF BOND NOW 


The nation-wide Railway and Air Ex- 
-both to 


HYSTER ‘COMPANY 


PORTLAND 8, OREGON » PEORIA 1, ILLINOIS 
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MOTOR TRANSPORT SECTION 


PUBLISHED IN THE THIRD WEEK’S ISSUE EACH MONTH 


Maps and Abed Picks Unique Key fo Maps in This iden 


The maps in this section are different trom maps 
published in any other medium. They are special 
maps designed by TRAFFIC WORLD'S map depart- 
ment and keyed in accordance with the specifications 
of shippers. Hence, these maps and the allied data 
are unique in that the material is presented in a way 
shippers all over the country told TRAFFIC WORLD 
it would be most helpful to them in selecting highway 
carriers and routing freight. 








qummmmmm Daily INTER- and INTRAstate service. 
seem Daily INTERstate service (no INTRAstate). 


Daily coordinated rail-motor service. 








Irregular or special service routes 





@eecees: Connecting lines. 

eecece ce Ferries. 

© O Principal points served. B Terminal cities. 
Unless otherwise noted on maps, motor lines offer- 


ing an intrastate service are also interstate oper- 
ators when their routes extend into other states. 





CENTRAL STATES 


Established 1927 §T. LOUIS LOUISVILLE CINCINNATI 
LAWRENCEBURG CENTRALIA ALTON 
GENERAL OFFICES: 1717 N. Broadway, ST. LOUIS 


W.H. Husmann, Pres. —_‘J. F. Walsh, Traffic Mgr. 
usmann G, R Oper 

Lypunebu ; CINCINNATI: 

OPFaina.en OHIO 



















Clemans Truck Line, Inc. 
Established 1929 Incorporated 1934 
815 E. Pennsylvania Ave., South Bend, Ind. 

A. C. Clemans, Pres., A. C. Scheetz, T. M. 
C. L. Jones, Secy.-Treas. Tel. 4-2116 


COMMON Cameane, }. C. C. Certificate No. M-2136 

—P. S. C. I. Nos. 692-A-2-3-4 Intrastate-Indiana— 
P. S. C. 1. Nos. 693-A-2-3-4 Interstate-Indiana—M. P. U. C. 
No. C-548 Interstate-Michigan 


3) SERVICE: ee service a Elkhart, Indianapolis, 


Freent Lines. Inc. 





Kokomo, LaPorte, port. Peru, 2, Plymouth and Roches- 
s| ter, ter. Indianas Mickipen KE Grand Re Kalamazoo and 
' dies omy be- 


j 1.C.C.-M.C.44290-5612 
| NUMBER UNITS: i ada 49; Trailers 56, Vans 34, Son 
INDIANA | 20, Flat 2; Trucks 22, Vans 12, Open 10. All Co. owned. 


Ft Benj. Horizon F —— e Casge $0,000 and 100,000 (Marine Office of 






Tariff Agency 








P 
America): Public Liability, 25,000 and 100,000; Property ’ 
10 .000; W. Gedinwat s Compensation, (Michigan Contre States Motos Insurance: Cargo $50,000- sod “ 
ier ie SAFE COURTEOUS—SERVICE Fesight Text Bascom 000. Pi. $25,000 and $50,000; Repeipeneests 47 wactor-toailer wale 





P.D. $5,000. (company owned); 16 refr. units. 


ANDERSON MOTOR SERVICE CO. 


MAIN OFFICE — 1516 NORTH 14TH STREET, ST. LOUIS, MO. 
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28 years in business. 









COLORADO gy KANSAS 
Serving the Indus- 
trial Middle West 






Le) OMA ARKANSAS LOUISIANA 
and ‘TEXAS 


OKLAHOMA and TEXAS 
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Tidewater Express Lines, Inc. 


aN gy; | Warner & West Streets, BALTIMORE, MD. 
TRUCK LINES, INC. a ( J. T. Bennett, Traffic Manager Call—SOath 1551 
Est. fe % 
com. CARRIER Tec MC 26560 


HARRISB URG = 


BL Stechon 


Evice CHAMBERSBURG ‘“ mh ~'y 
— — ten Beever ge Cashtown Dallastown BRANCH OFFICES 
EPH' | 'N Aberd Md. 
Fairchild 500 (call 111) 
Frederick, Md. 
300 ~— st. (Call 557) 


ork, Pa. 
eheatin! & Howard Sts. 
(Call 6122) 
wae, D. C. 
2515 H St., N. 
(Call Republic 2224) 
ioe Va. 
(Call 1 me: 
Richmond, Va. 
, S. 18th St. (Dial 7-4366) 
a el S77 Somat. (call 288) 
. : CEN" ' o n ° 
REPRESENTATIVE: Penno: ; : GANS LY Ashland poco — 
Merchants Transfer Com ; ni 4 Iiton, Md. 
West Polk St., Monroe 50; 020, Chica: ockford ‘ 


TARIFF AGENCIES: rslaaey ‘ite \ TARIFF AGENCIES 
Motor Freight Bureau, Inc., Nerthwest \ ndividual Southern Motor Carrier Rate Conference 
Bureau, Inc., Rocky Mountain ; Middle Atlantic States Moter Carriers Conference  Eastern-Central Motor Carrier Association 
2 _Eastere Central INSURANCE: i Rocky Mountain Tariff Bureau 
Cargo, $10,000-$50,- = 
sate Mal Wostttn’ Motor Freight 000 (Northern Assurance EQUIPMENT 
Tariff Bureau, Inc. ene ies “50 000-8100, 000 (Fidel- 15 tractors, 17 semi-trailers. Trucks, 35 vans (12 refrigerated); open 
EQUIPMENT: 41 Tractors (33 owned), ity and Casualty Companyof New lew York) and flat bodies available. All company 
30 semi-trailers (28 owned), 18 trucke— Property Damage, $5 $5,000 (Fi oak INSURANCE 
van bodies (16 owned), 1 ‘truck—open, Casualty Company of New Fide oe 
ISrefrigerator trucks and trailers ing Men's Comp. (Fid Fidelity and ty] | Cargo, $10,000 (Northern Assur. Co. of London) . . . Public 
CONNECTING LINES: AR remencibie TOCAL SERVICES: Pool car diets Liability, $10,000 & $50,000; Property Damage, "$50,000-$50 
oo - 
Fond du peng Seow ol oa Gabeun. tion and cartage service a tedaen, deductible (Fideli and Casual! Co. of SD. Workingmen’s 


Wisconsin. Compensation imal s Mutual Casual 


Merchants Motor Freight, Inc. 


Established 1928 - - I1.C. C. Permit No. MC 76266 
STANLEY L. WASIE, President ¢ WALTER J. HEROLD, 7rf. Mgr. 
Merchants criss-crosses the Middlewest with 5,802 miles of daily service 


OFFICES 


St. Paul, Minnesota, 2625 Territorial Road; Omaha, Nebraska, 123 North (2th; 
Phone Nestor 2601; Teitp. St. P. 9. Phone Harney 5441; Teltp. Omaha 188. 
Des Moines, lowa, 321 S.W.. 6th; Denver, Colorado, {320 Ith; 
Phone 3-4185; Teltp. D. M. 90. Mes posal 121. 
Chicago, Ulinols, 2424 West Cermak Road; ri uryea; 
Phone Haymarket 3930; Teltp. Chieago 1794. Phone 8783; ‘Teltp.. W'les 42. 


St: Louie, Missouri, 4th and Spruce: Rock Island —_ 2618 Fourth Ave.; 


Phone Rock Isla . D $4942; 
Phone Garfield 5234; Teltp. St. L. 440. eed isk sae 2-4942: 


Kansas City, Missouri, 2560 ge ag Traffieway Cedar Pastén, lowa, 215 Ninth . S.E.; 
Phone Harrison 6282; Teltp. . 594 Phone 3-0253; Teltp. C. R. 





= 


23 De Kalb Chicago,\ 


ot 2 
NEBRASKA 2) DFricndona a ey, Troow 

\ eee, mrt Gop loliet 
North Platte ———} @) 


. >} 1 =%r WV Peru Jawa 
O >> 
"el 5 a ea 
- oe Shenandoah 7 = = 
ei Sones = ILLINOIS 








KANSAS 
COLORADO 


TARIFFS: Western Trunk Line Motor Common Carriers Bureau, Inc.; North- 
west Tariff Bureau, Inc.; Central States Motor Freight Bureau, Inc., Midwestern 
Motor Freight Tariff Bureau, Inc.; Rocky Mountain Motor Tariff Bureau; South- 
ern Motor Carriers Rate Conference; Eastern-Central Motor Carriers Assn. ; 
Central and Middlewest Motor Freight Bureau. 


aU RANCE: Cargo—$50,000 per unit—$100,000 per catastrophe. Public Lia- 


ility-—$25, EQUIPMENT: Includes 70 tractors, 70 trailers, 
Wertuet sees -. ES ating 00,000 per accident. Property Damage—$5,000. 54 city , 
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e OHIO TERMINALS—Akron, 550 E. South St. (Franklin 5195): Bellevue 
(Phone 241); Cleveland, 33rd & Hamilton (Prospect 5350); Clyde, 402 
orwa r uc ine Spring St. (Phone 2561): Defiance (Phone 556); Elyria, 124 Maple St. 
(Phone 3484); Fremont, 109 E. State St. (Main 2825); Lorain, 202 12th 
ie St. (Phone 4135); Mansfield, 399 N. Maia St. (Phone 21606) ; Medira, 
Satisfy your Customers with aS S56 Gua BO. (Pease S000); easton: Citeme Eiret); Germs. 
Norwalk Service Nis 2276); Toledo, 145 8S. St. Clair St. (Adams 4291); Vermilion (Phone 

3363); Warren (United Terminals) (Phone 4886). 













































° J. F. Ernsthausen MICHIGAN TERMINALS—Adrian, 405 S. Center St. (Phone 105); Battle 
President COMMON CARRIER Creek, 220 S. Calmy St. (Phone 2-5107); Bay City, foot of First st, 

-C.C Certificate No. 71096 (Phone 6228); Detroit, 175 8. Campbell St. (Vinewd 2-1435); Flint, 

Cc. W. Hoke 1812 Beach St. (Phone 41659); Grand Rapids, 338 Wealthy Ave. (Phone 
Vice-President 8-6427) ; Jackson, 336 8. Otsego Ave. (Phone 7483) ; Kalamazoo, 115 West 





Bush St. (Phone 22423); Lansing, 904 E..Hazel St. (Phone 49401); 

















Established 1921 Monroe, 715 8. Telegraph Rd. (Phone 1032); Pontiac, 375 N. Cass Ave, 
Incorporated (Ohio) (Phone 29201) : Saginaw, 142 Davenport St. (Phone 6228). 

INDIANA TERMINALS—Aubum, 334 W. 9th St. (Phone 618-J); Elk- 

36 Woodlawn Ave. hart, 1401 W. Beardsley Ave. (Phone 466); Ft. Wayne, 1122 Sherman 

Telephone—266 St. (Anthony 4363)- Goshen, 1201 S. 10th St. (Phone 111); Hammond, 

1055 Indianapolis Blvd. (Whiting 783); Kendallville, 900 S. Main St. 

NORWALK, OHIO (Phone 300); La Porte, 902 E. Lincoln Way (Phone 2041); Michigan 


City (Phone 687); South Bend, 843 Rush St. (Phone 39321). 
ILLINOIS TERMINALS—Chicago, 18th and Canal (Monroe 8888). 


PENNSYLVANIA TERMINALS—New Castle, 32 S. Beaver St. (Phone 
745); Pittsburgh, 202 Penn Ave. (Phone At-5887). 
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ce rmin: ra Central Motor Freight Assn., Inc. 208 delivery truck <  Coraopetie COPittsburgh I 
| semndhenee Co. & The Trawler Liability Ohie Motor Frt. Tariff Bureau _ s (139 company owned) Maken Roc 4 m 











) INTER-STATE SYSTEM 


CENTRAL MICHIGAN TRUCKING INC. 
EASTERN MICHIGAN FREIGHT LINES 
INTER-STATE MOTOR FREIGHT SYSTEM 

INTER-ST ATE MOTOR PRET SYSTEM, INC., OF INDIANA 


- a oe Semmes « 
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Elmer A. Schier, General Traffic aaa fox 
134 Grandville Avenue, S. W. Grand Rapids, Michigan po 
Common Carrier Tariff neies 
E i > . Central States Motor reight Bureau — a 


blished 1924, a Michigan corporation. Saeses Ge 
1.C.C. Docket Nos. MC35628 and MC48645. pete — Tarif Buren, In ion. 
Equipment Southern Motor Carriers Rate Conference. 
led rta ove Owned and leased—825 "Motor Freight Tariff Burese 
tractors, t Sched 
Unexcelied Trans tion r fast, direct, soheduled 200 pick-up trucks; Total 2125. All equip- Following day sce o a Servies 
routesthrough 19 Industrial states. Terminals and = ment modern and efficient. = al aes ool re ordina ily, made 










e : principal terminal poin 

Warehouses In prinolpal oclties. Cheok these advantages Sesiiiditeiaain po ete es bass _— "226, mph. Al Al 
Registering stations na (electric time Wire reports on trucks in transit. All forms of insurance carzied in companies ee aniaehoe. — an 

or less. C.O.D. deliveries accepted. ———- to do business in each state 88 Our own lines and established connectivs 
Free pick-up. aga. Experienced personnel required _ Hines ‘serve more than 25.000 pointe in 6 
1 se asin cess); Public retin $100, 000) 200,900 Association Memberships 
neurance inspectors at terminals. Fully insured cargoes. Property Damage, 000; Wodhenen"s a A.T.A.; Mich. T. = Ohio T.A.; Chambers 
Highway Patrol System. Modern equipment. Compensation. of Commerce in principal cities served. 











November 18, 1944 


He’s not too particular what make of truck 
---a@s long as its DIAMOND T 


ene MILLER of Los Angeles bought his 
first Diamond T truck in 1937. It was a 
Model 352, second-hand, with plenty of mileage 
on it when he got it. And this old Model 352 
gave Paul a full half-million miles more of de- 
pendable, low-cost service before it came to an 
untimely end. 


So the M & M Company had to replace it, and 
there was one thing sure about the new truck— 
it would be a new Diamond T. 

Here it is—Model 614H. It hauls perishable 


foods for the Army and Navy to army camps and 
ports of embarkation, and its reliable, economi- 


cal on-schedule performance is daily proof of 
the value of Diamond T’s in-built stamina and 
rugged dependability. 


Leading operators all over America have made 
Diamond T their choice for every type of service, 
from metropolitan pick-up and delivery to cross- 
country hauling. The performance that has built 
this reputation will be even further improved in 
the new and finer Diamond T’s to come. 


Diamond T has been authorized to build a limited number 
of commercial trucks at this time. See your Diamond T 
dealer if your service qualifies for Rationing Board approval. 


DIAMOND T MOTOR CAR CO. CHICAGO 


Established 1905 
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IMERICA... Our Country 


KEESHIN MOTOR EXPRESS CO., INC. 
NATIONAL FREIGHT LINES, INC. 
SEABOARD FREIGHT LINES, INC. 

J. L. KEESHIN, President 


DEPENDABLE SERVICE 





